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MONDAY, DECEMBER 9, 1957 


Unrrep Srates SENArr, 
ComMITreR ON Pusiic Works, 
SUBCOMMITTEE ON Pusiic Roaps, 
Albuquerque, N. Mex. 

The subcommittee met, pursuant to notice, at the hour of approxi- 
mately 9 a. m., in the Federal courtroom, sixth floor, United States 
courthouse, Albuquerque, N. Mex., the Honorable Albert Gore, 
presiding. 

Present: Senator Dennis Chavez, chairman of the Committee on 
Public Works; Senator Albert Gore, chairman of the Subcommittee 
on Public Roads; Senator Clinton P. Anderson; Representative 
John J. Dempsey. 

Also present: Filo Sedillo, assistant to Senator Chavez; Theo W. 
Sneed, staff member of Public Works Subcommittee; Robert Wolf, 
staff member of Public Works Subcommittee. 

Senator Cuavez. The meeting will come to order. I believe that 
the people of New Mexico are fortunate in having this meeting held 
here in Albuquerque, N. Mex. Senator Albert ‘Gore of the State 
of Tennessee, who is chairman of the Subcommittee on Highways 
of the Public Works Committee, is with us 

I want to assure you that the big highway program now going 
on throughout the United States is his baby. It is true that I am 
chairman, but I asked him to pass and introduce the legislation and 
he did and that is the program that is now going on. I see many 
friends and folks from throughout the entire State and you know 
that as far as New Mexico is concerned, and that applies to the whole 
Nation, a lot of road construction is going on. When we get good 
roads other advantages come by themselves. I want to thank the 
many folks from throughout this State and elsewhere who are here 
today to serve the interest that each of us has in the matters of 
public works. It is the purpose of the chairman that not only was 
this meeting called mainly to discuss Forest Service highway develop- 
ment, but many other matters with reference to public works can 
be taken up at this meeting, and I welcome each and every one of you. 

Now I want to present to you Senator Albert Gore from the State 
of Tennessee, who will conduct the hearing. [ Applause. ] 

Senator Gorr. Mr. Chairman, Senator Anderson, Congressman 
Dempsey, ladies and gentlemen: The generosity of the remarks of 
the distinguished chairman of the Senate Publie Works C ommittee, 
Senator Chavez is typical of his attitude and performance as chair- 
man of one of the extremely important committees of the United 
States Senate. It is true that he asked me as chairman of the Sub- 
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committee on Public Roads, to which I was appointed by him, to 
prepare and to conduct the hearings and to introduce the highway 
bill. I would like you to know that by custom and right the high- 
way bill could be, and in most instances would have been, introduced 
by the chairman of the full committee but as I have said many times 
no senior Senator has offered a junior Senator a greater opportunity 
of getting ahead in the Senate than Senator Chavez has offered to 
me and I want you to know that, though the bill bears my name, 
the guiding hand was that of Senator Chavez as chairman of the 
full committee. 

I am delighted to be in New Mexico; I am delighted to be in a State 
represented in the Senate by two of my very closest friends and, inci- 
dentally, it was just 2 years ago that I had a similar experience with 
the junior Senator from New Mexico. He was the chairman of the 
Atomic Energy Committee. We had an enormous program for the 
development of peacetime uses of atomic energy. He likewise, though 
he actually presented the bill, since I had been so active in its develop- 
ment, when he put the bill in, put my name above his. So you can 
see how the Senator from Tennessee feels indebted to the Senators 
from New Mexico. No State in the United States is more ably or more 
effectively represented in the United States Senate than the State 
of New Mexico. [Applause.] It was my privilege to serve in the 
House of Representatives with Congressman Dempsey. Tis interest 
in highways is known all over the United States as I know it is known 
all over New Mexico, so I am delighted to come here and conduct these 
hearings. The highway program cannot be, and must not be, mono- 
polized by Washington. Unless the highways serve the States and 
the communities in which they are located, they. don’t serve the pur- 
poses which the Congress had in mind. Now in the development of 
the enormous National Interstate Highway System we wrote into 
the bill, as Congressman Dempsey will recall, for he had a part in 
it, and my Senate colleagues will recall, a requirement that local 
needs be given equal consideration with national needs. As Senator 
Chavez has said, the primary purpose of this hearing is for the Forest 
Service Highway program, but the highway program itself imposes 
a people’s program, so we are here to hear whatever views the people 
of New Mexico wish to express with respect to the highway program. 
Congress will soon reconvene and we have another highway bill in 
1958 and will want it to contain provisions which will safeguard the 
welfare of your State and mine and all other communities. T would 
like first in opening the hearing to call upon my distinguished col- 
league, the junior Senator from New Mexico, Senator Clinton P. 
Anderson. [ Applause. | 

Senator Anperson. Senator Gore, Senator Chavez, Congressman 
Dempsey, I am not here as a witness. I merely came to express my 
gratitude that the meeting had been called by the chairman of the sub- 
committee and the chairman of the full committee to give the people 
of New Mexico a chance to express themselves on these matters. I 
am happy that such an able chairman has been chosen for such an 
important Subcommittee on Public Roads. As he stated before, we 
have served together on other committees in the Senate and I am glad 
that there has been such a fine turnout of the people here this morn- 
ing. I know that there are a great many statements to be given and I 
will not take any more time of the meeting. I merely want to say as 
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a citizen of New Mexico that we are privileged and appreciate the 
fact that the able Senator from Tennessee and the chairman of the 
full committee have come here today to hear our people on this sub- 
ject. May I say to the group as a whole and ask you to please accept 
my apologies as I may soon have to leave this meeting. We are also 
supposed to have an Atomic Works Committee meeting that is going 
on at this time and I will therefore have to leave this meeting in order 
to attend that one and I don’t want my departure to be regarded as a 
discourtesy to either the chairman of the subcommittee or the chair- 
man of the full committee, but I am required to leave this hearing 
because of other obligations. Thank you. 

Senator Gorr. Thank you, Senator Anderson. I would like next 
to call upon our distinguished friend Congressman Dempsey. [Ap- 
plause. | 

Congressman Drempsry. Mr. Chairman, I am very, very happy that 
you have taken the time to come here to New Mexico. We have had 
many situations that did not meet with the approval of our people 
here and I think probably the greatest problem is the bypassing or 
the talk of bypassing some of our little cities and some of our big 
ones also. I think one of the most confusing things in connection with 
this is the change of the number of the highways. 

We have but one highway north and south, east and west through 
this State and this is the fourth largest State in the Union. To 
change the number of a highway that goes through a city and give it 
another number is so confusing that I probably would not be able to 
get home myself as well as I know the city of Sante Fe. As an 
example I think that in the case of Highway 85 that it should g° 
through every city that it is now going through and it should 
designated in the same manner it has always been as well Highway 66 
going east and west and every alternate route should also be numbered 
in the same way as an alternate route. Then the people of this 
country will know exactly where they are going and certainly it 
would make more sense to the tourists of the State coming into the 
State when they are told, “Just take Highway 85.” It willtake you any 
place in the State, instead of getting confused if they change the 
numbers on Highways 85, 86, 70, and 80 too. I think that, as you 
pointed out to this body, their new bill which will come up in January 
next year, that is next month, I think those things could be made plain 
even to the Bureau of Public Roads unless there is some change made 
in the policy of that agency. I have found them very cooperative, but 
we want to get the facts to the people here as the chairman told you 
this bill was passed in the Congress to give additional service to the 
local people of the respective States and not just to the tourists; how- 
ever, we recommend that we should not cut down in any way the 
service given to the people of this State or any other State. 

Senator Gore. Thank you Congressman Dempsey. Now our hear- 
ing will be called to order. We are undertaking to make everyone in 
the room as comfortable as possible and before the hearing starts the 
committee would appreciate it if you will give us your complete atten- 
tion and keep as quiet as possible in this room because we have no 
amplifying equipment. I understand the accoustics of the room are 
very good and that if the audience is quiet we can all hear the witnesses. 
Senator Chavez, do you have another word before we start? 
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Senator Cuavez. Only this, Mr. Chairman. I want to take this 
opportunity to thank the Honorable Carl A. Hatch, judge of the 
United States District Court for the District of New Mexico for 
being so kind in making this, his chambers, available to us. 

Mr. Gore. Our first witness this morning will be Mr. Edward P. 
Cliff, Assistant Chief, Forest Service. I call Mr. Cliff first in order 
that we may obtain a summary presentation of the view of the Forest 
Service in Washington. After the testimony of Mr. Cliff, then we 
will hear witnesses from the State of New Mexico and after those 
have concluded, then we will hear from other witnesses who are here 
today from the Forest Service and the Bureau of Public Roads. Mr. 
Cliff. 

Mr. Curr. Chairman Gore, Senator Chavez, Congressman Demp- 
sey, I appreciate this opportunity to testify before your Subcommittee 
on Public Roads. As suggested by Senator Gore in his letter of 
November 16, I have prepared and made available to you a detailed 
statement which I would like to give to you for the record, and this 
summary statement which I will present is in the interest of saving 
time. 

Senator Gore. First may I suggest that you lift your voice when 
you speak as every person here is interested in the proceedings of the 
committee and if you will lift your voice so they will all be able to 
hear, I will appreciate it. 

Mr. Curr. The national forest system is comprised of about 181 
million acres of land located in 40 States, Alaska, and Puerto Rico. 
For purposes of decentralized administration these lands are divided 
into 148 national forests in 10 regions. For more than 50 years the 
national forests have been managed under the two guiding principles 
of sustained yield and multiple use with the objective of providing 
the highest public benefits for the greatest good of the greatest number 
in the long run. 

The national forests contain 37 percent of the commercial timber 
of sawlog size and 20 percent of the commercial forest lands of the 
United States. They comprise the most important watershed lands 
in the West and the 20 million acres in the States lying east of the 
Great Plains occupy and protect the headwaters of numerous im- 
portant streams. The demand for the national forest resources of 
water, food, forage, wildlife and recreation has expanded rapidly in 
recent years. I will briefly touch upon the increase in the last 10 
years. Total recreation visits have increased from 18,240,000 in 1947 
to 52,556,000 in 1956, an increase of 188 percent. Receipts from tim- 
ber in 1947 was $15,420,902. They were $107,073,158 in 1956 an in- 
crease of 594 percent. The total receipts from all national forests 
uses was $18,372,799 in 1947 and they increased to $111,759,132 in 
1956 showing an increase of 508 percent. The present national forest 
transportation system is not adequate to meet the present needs. 

Senator Gore. I would like to ask you at this point, at the present 
rate of construction, when could we expect the completion of ade- 
quate forest highways? 

Mr. Curr. Mr. Chairman, the figures which I will give you later 
on would indicate that at the current rate of construction, it will take 
about 100 to 125 years to complete the ultimate transportation system 
for the national forests. 
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Senator Gore. Within the lifetime of the chairman of the full 
committee ? 

Senator Cuavez. I hope I am here. 

Senator Gore. Well, what is your recommendation? Is that a ar 
isfactory rate of pr ogress? 

Mr. Curr. No, sir; it is not. 

Senator Gore. What is the recommendation of the Forest Service? 

Mr. Cur. Mr. Chairman, I am not prepared at this time to make 
specific recommendations as to authorization or budgetary require- 
ments. The budget has not been released and, as you know, it is under 
preparation at the present time. So in preparing this testimony I 
was not authorized to express recommendations of that kind, but I 
was authorized to give you a picture of the overall requirements 
so that this committee and others can judge for themselves what the 
best kind of program might be. 

Senator Cuavez. Mr. C hairman, may I ask if you are connected 
with the agency of the Government that is supposed to take care of 
the national forests ! 

Mr. Curr. That is correct; yes, sir. 

Senator Gore. I know the workings of the average governmental 
agency. You, Mr. Cliff, are connected with the agency of the United 
States Government that is supposed to take care of the people’s na- 
tional forests, is that correct? 

Mr. Curr. Yes, sir. 

Senator Gore. All right. I also know that there is such a thing as 
a Bureau of the Budget and I know how much attention is paid by 
governmental agencies to that Bureau; but it is Congress which 
has responsibility for appropriating the money to take care of na- 
tional interests. I believe it would be in keeping with your duty, 
irrespective of the Budget Bureau’s attitude for you to tell us now 
whether, when they gave you a $14 million budget last year for the 
entire country, that budget meets the requirements for all activities 
that you think should be carried out in order to take care of that 
national asset. I call upon you to tell us, is $14 million sufficient? 
Is it sufficient for forest needs or should we appropriate more? That 
is the reason for this meeting. After all, you can talk all you want 
to on this and that, but it does take money to build forest roads. 
It takes money to build roads and to take care of the fires. You 
had a big fire only last year in California. I think the damage re- 
sulting was the most extensive that any Congress has ever paid for. 
Please try to tell us the program. 

Mr. Curr. Mr. Chairman, I appreciate your interest in this subject 
and I have attempted in my written statement to picture our needs as 
completely as I possibly can. I have refrained from making estimates 
with dollar signs attached, but I think the information that is given 
you will go a longways in serving the needs of your committee. 

Congressman Drmpsry. Mr. Chairman, during the past several 
years, have you obtained all the money that the Congress voted for or 
has it been in some instances cut in half by the budget ? 

Mr. Curr. The current authorization for forest development roads 
and trails totals er million, Congressman Dempsey, and our current 
appropriation is $24,866,01 10 so the full authorization was not re- 
quested nor appropriated this current fiscal year. 
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Congressman Dempsey. Has any part of the $24 million been held 
up? 

Mr. Cuirr. Yes, sir. We put part of it in a budget reserve to meet 
some of the critical budgetary problems that the administration is 
facing. The total placed in the budget reserve was $1 million this year 
and of that $150,000 has been released for expenditure. 

Representative Dempsry. In the past 4 years, how much of the 
money appropriated by the Congress has been reduced by the Bureau 
of the Budget ? 

Mr. Curr. None of that appropriated by the Congress has been re- 
duced by the Bureau of the Budget until this year when the budget re- 
serve of $1 million was taken out of this fund and that, I must say in 
all honesty, was recommended by the Department and the Forest 
Service. 

Senator Gore. I would like to observe that you see here, ladies and 
gentlemen, an example of what the Congress faces. The people elect 
representatives and under the Constitution the people control the Gov- 
ernment through the elective process, and yet there has grown up in 
Washington an agency over which the people have no control. You 
can vote Jack Dempsey out of office next year, or if you like his serv- 
ices, you can continue his services. You have no way of voting on the 
clerks and the staff of the Bureau of the Budget. You have just 
heard—I don’t mean to imply any criticism of this gentleman at all— 
but you have just heard an example of what has happened. The Con- 
gress appropriates the money for a needed and necessary function and 
yet the Bureau of the Budget undercuts the judgment of the repre- 
sentatives of the people. They have been doing it consistently, not 
only with respect to highways, but with respect to rockets and mis- 
siles, the Air Force, and other national-defense projects involving 
some of the most important functions of the country. It is a trend 
away from a government by the people, of the people, and for the 
people. I regret that this practice is true. It is something to think 
about and give your attention to. Now you may proceed, Mr. Cliff. 

Mr. Curr. We can expect the use of the national forests to con- 
tinue to increase greatly. By the year 2000 the national forest should 
annually produce 24 billion board-feet of timber if they are to carry 
their full share of the job of producing wood to meet the Nation’s pre- 
dicted requirements by that time. This is an increase of 250 percent. 
With water supplies already becoming a limiting factor in the devel- 
opment of parts of the West, the national forest’s share of production 
of usable water cannot be less than the optimum. National forests in 
Western States provide about 7 percent of the total feed reauirements 
of western livestock. ‘The summer ranges hold a key position in the 
yearlong operations of many producers. If these lands are to con- 
tinue to contribute their share of the feed requirements, productivity 
of national-forest ranges must be increased and management intens!- 
fied. 

The large expansion in use of the national forests over the past 10 
years would have been impossible without a road and trail system. 
An adequate system of access roads and trails is an important key to 
proper protection of the increasingly valuable national forests and to 
their proper multiple-use management. There are 24,260 miles of 
forest highways, 129,211 miles of forest development roads and 114,090 
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miles of trails. When fully installed we estimate it will consist of 
about 70,000 miles of highways and 480,000 miles of access roads and 
that the trail network will be reduced to about 80,000 miles. Of the 
existing development system, 52,434 miles of roads and 11,300 miles of 
the trails, which will be retained in the ultimate system are inadequate 
for national-forest purposes and are in need of further improvement. 

Forest highways are sections of State, county, and other important 
public roads in and adjacent to the national forests. They provide 
the network of thoroughfares necessary for the movement of traffic 
in and through the forests. These highways provide primary access to 
and outlet from the forest development road and trail system. As of 
June 30, 1956, the forest-highway system included 24,260 miles of 
public roads in and adjoining the national forests as follows: Federal- 
aid primary roads, 9,054 miles; Federal-aid secondary roads, 9,625 
miles; other State and county roads, 5,581 miles, giving us a total of 
24,260 miles. 

The Commissioner of Public Roads for the fiscal year of 1956 rec- 
ommended improvement of 15,819 miles of forest highways. Although 
not presently in the forest-highway system there are about 20,000 
miles of State, county, and local public roads in the national] forests 
which meet the requirements for designation as forest highways and 
which are in need of improvement for public travel. 

The forest-highway system program is financed by funds appropri- 
ated to the Bureau of Public Roads of the Department of Commerce 
and from Federal funds authorized for the Interstate System, the Fed- 
eral-aid primary and secondary system and public lands highways as 
well as from funds authorized specifically for forest highways. The 
forest-highway program is administered by the Bureau of Public 

toads under rules and regulations approved by the Secretaries of 
Commerce and Agriculture. Authorizations are apportioned for ex- 
penditure in the several States, Alaska, and Puerto Rico by the Secre- 
tary of Commerce according to area and value of the land owned by the 
Government in the National Forests as determined and certified to 
the Secretary of Commerce by the Secretary of Agriculture. There 
has been a change in the forest highway apportionment formula. The 
authorization for the fiscal year 1959 is the first to be apportioned 75 
percent on area and 25 percent on value. All previous authorizations 
were apportioned 50 percent on the basis of area and 50 percent on 
value. 

Senator Gore. Could you tell us why that formula has suddenly 
‘been changed without any notification to Congress or to the State high- 
way department ? 

Mr. Curr. The Federal Highway Act places on the Secretary of 
Agriculture the responsibility for determining the area and value of 
national forests which is the basis as defined by the act for apportion- 
ment of forest-highway funds. The method of setting these values 
is discretionary with the Secretary of Agriculture. Although the 
land and resource values have increased materially the valuation fig- 
ures upon which the formula has been based in the past have changed 
relatively little the past 35 years. They were increased on a rather 
uniform basis but it has been apparent to us for some time that these 
old valuation figures were unrealistic. 

Senator Gorr. How? 
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Mr. Curr. They were too low. They had not kept pace with the 
increased value of national forest resources and they had lost their 
relationship area by area. Timber values for ex: unple had increased 
faster in some parts of the country than in others. In the eastern 
part of the United States the national forests were cut over and burned 
over before being acquired by the Government and their values were 
low originally. "These lands are now supporting fine growths of tim- 
ber and the values have increased very markedly. The evaluation 
figures which we were using prior to _ year did not reflect those 
changes and we have been constantly aware of that. We have con- 
sidered making a new valuation survey hak a number of years and de- 
ferred doing it for two main reasons—first, because of the cost. It 
was estimated that it would necessitate a ‘comprehensive valuation 
survey of all national forests at a cost of between $2 million and $3 
million and this was at a time when we were being pressed for in- 
creased timber cuts and increased recreational facilities. The sec- 
ond reason was that there seemed to be a general acceptance among 
the States of the pattern of distribution of funds which had been 
established by the old values and the old acreage figures. But about 
2 years ago, the Government Operations Committee of the House of 
Representatives requested the Forest Service and other agencies to 
make an evaluation of Federal real estate in connection with the 
committee’s study of Federal real estate holdings. So upon the re- 
quest of this congressional committee, we embarked on a study of na- 
tional forest real estate values which was completed this year. The 
estimated value of national forests was increased by over $5 bil- 
lion. It went from a little over $2,250 million to about $714 billion. 
I would like to correct those figures for the record, but that is approxi- 
mately it. 

Senator Cxavez. Do you happen to have any figures by States? 

Mr. Currr. Yes, I do. 

et Cuavez. Tell us about New Mexico—what do you place as 

ralue on New Mexico forests ? 

aa Curr. The value of the national forest lands in New Mexico 
is estimated at $82,839,000. 

Senator Cuavez. That is for 6 million acres or thereabouts? I think 
New Mexico has around 6 million. 

Mr. Cuirr. 8,551,000 acres and the value is $82,839,000. 

Senator Cuavez. And that is based on the supposed stumpage and 
all of the values including grazing, recreation, wildlife, altogether. 
You took all of those factors in arriving at the value? 

Mr. Curr. No, sir. In arriving at these values we considered only 
the real estate value or in other words the market value. It is im- 
possible to fix an entirely satisfactory dollar value on recreation and 
scenic values, watershed values and in some of the other nonmonet: ury 

yalues which we know are very great in these national forests. How- 
ever, we evaluated all of the national forests on a uniform basis using 
the same guidelines in arriving at the real estate value for them. 

Senator Cuavez. All right, now speaking only of the real estate 

value, ladies and gentlemen, it totals about 8 million acres. I think 
we have real estate properties valued at about $80 million—— 

Mr. Curr. $82,839,000. 

Senator Cravez. So that would make it at $10 an acre. You think 
that is all that 1: indi is worth in the State of New Mexico? 
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Mr. Curr. No, sir. It is worth a great deal more than that. If 
you could put a dollar sign on the watershed values, recreation values, 
and scenic values 

Senator Cuavez. We are fortunate to have just the land itself, even 
without the trees. 

Mr. Curr. Well, that was our best estimate of the market value. 

Senator Cuavez. Let me tell you a little something so far as values 
of forest lands are concerned. The Mescalero Indians up here in 
southern New Mexico have some acreage and they have some timber. 
When they used to sell during the war to the War Production Board 
they sold any footage at $4.60. Now they are selling that timber for 
$15. Don’t you think that adds to the value ¢ 

Mr. Curr. Yes, certainly. 

Senator Gore. Well, when you speak of a market value I hope that 
does not indicate that the Forest Service is contemplating the sale of 
the forest lands. 

Mr. Curr. Absolutely not. The reason that we used the market 

value was because it was the manner in which the Government Opera- 
tions Committee asked us to evaluate the Federal real estate holdings. 
They asked other agencies to do the same so they could get a good 
overall picture of the total holdings of the Government. 

Congressman Dempsey. The eflect of this new formula has caused 
a decrease of every Western State except Washington and Oregon. Is 
that correct ? 

Mr. Curr. That is correct, sir, except that Nevada and Utah re- 
ceived increases as well as Oregon and Washington. 

Congressman Dempsey. It affects New Mexico, I think, to an extent 
of about $56,000 as compared to last year. Is that correct also? 

Mr. Curr. Yes, sir. 

Congressman Dempsey. And you did all that because some com- 
mittee of the Congress asked you to? 

Mr. Curr, No, sir. 

Congressman Dempszy. Well, why ? 

Mr. Curr. We made the new evaluation estimates of the national 
forests because we were requested to by the Government Operations 
Committee. After getting these new values, which we consider to be 
more accurate and more realistic, than the old ‘values used, we examined 
the effect that it would have on the distribution of forest highway 
funds. Had we applied the old 50-50 formula, distributing this 
money with 50 percent going on the basis of area and 50 percent on 
value, the State of New Mexico would have lost $330,325 in the appor- 
tionment and other Rocky Mountain States would hav e lost similarly. 
In other words, the new values and the old 50-50 formula would have 
thrown the distribution pattern completely out of joint and would 
have made some changes which the Forest Service and the Bureau of 
Public Roads felt would be very disrupting to the programs in many 
States. Therefore we proceeded to consider the need for a change in 
the formula. We examined several different formulas in trying to 
arrive at an equitable distribution of the funds. After giving a great 
deal of study to different methods it was our conclusion that a change 
in the formula which would place 75 percent of the weight on area and 
25 percent on the value would be most equitable to all of the States and 
come closest to preserving the general pattern of distribution which 
had prevailed for many years and which we thought had received 
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general acceptance. This 75-25 formula came nearer to doing that 
than any other method we could revise. 

Senator Cuavez. Now where was it that they made this decision for 
the change in formula—was that in Washington ? 

Mr. Curr. Yes, sir. 

Senator Cuavez. Did you consult with anyone in Nevada, Utah, 
New Mexico, did you consult with anyone regarding the change in 
formula? Did you perhaps consult with the regional man at Al- 
buquerque in New Mexico for valuation ? 

Mr. Curr. The regional man made valuation estimates. They were 
made in the field by the fieldmen under the same guidelines which were 
applicable across the country. The recommendation for a change in 
the formula was first proposed by the Forest Service to the Secretary 
of Agriculture when we saw what a disrupting influence the new 
values would have on the distribution pattern. 

Senator Cuavez. Well, now let’s get this understanding for the 
record anyway. The formula you folks devised is an entirely different 
formula that is used in the disposition of the dollar of the roadmap— 
highway roadmap. 

Mr. Curr. That is correct. 

Senator CuHavez. Why ? 

Mr. Currr. Because the basic law prescribes it to be so. 

Senator CuHavez. You mean the State law?. 

Mr. Curr. No,the Federallaw. The Highway Act. 

Senator Cuavez. Now in the Highway Act you have your Federal 
money for interstate highways; $1 is distributed one-third population, 
one-third area, and one-third mileage. What is the difference between 
their formula that you are talking about in the disposition of a dollar. 
Now reading from the act as amended, section 23, reading from section 
23 they are speaking of forest highway funds and it states: 

There shall be prorated and apportioned by the Secretary of Commerce for 
expenditure to the several States equally and proratio, according to the area and 
value of the land owned by the Government within the national forests land 
which the Secretary of Agriculture is directed to determine and certify to the 
Secretary of Commerce from such information as the investigating sources 
and departments as the Secretary of Agriculture may deem most accurate. 

That section of the law provides one thing, that it shall be dis- 
tributed on the basis of area and value and that the area and value 
shall be determined by the Secretary of Agriculture from such infor- 
mation investigation and sources and departments as he may deem 
most accurate. 

Mr. Curr. The 50-50 formula was adopted for disposition of these 
funds way back in the early 1920’s. 

Congressman Dempsry. But for the Western States they take into 
account how much public domain you have and at the present time 
the State of New Mexico quota is predicated not on the 50-50 but on 
the ratio of giving about 64 percent Federal and about 36 percent 
State. 

Mr. Curr. Yes, but the distribution of forest highway funds has 
nothing to do with the unappropriated public domain land in the 
State, but only the area of national forest land when the original 
distribution pattern was established. 50-50 was selected as the proper 
weight as between land values and land acreage. 
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Congressman Dempsey. Our purpose in asking you this is that we 


are having a new bill in January so we may correct any of the things 
that need it now. 


(Off the record.) 

Mr. Curr. Mr. Chairman, the reason we have recommended the 
75-25 basis is to give more weight to area so as to keep a reasonable 
pattern of distribution of the funds we think it logical to give the 
States more credit for area than they had received heretofore because 
nonmonetary values of watershed, wildlife, and recreation which can- 
not be accurately measured in dollars and cents are more closely as- 
sociated with area than anything else. The real estate valuation fig- 
ures did not give those things any weight. We thought it would be 
reasonable and fair to give area 75 percent and value 25 percent, which 
would cause less loss of funds to the Rocky Mountain States. 

Now according to section 23 of the Federal Highway Act, forest 
development roads and trails are of primary importance for the pro- 
tection, administration, and development of the national forests. All 
forest roads, wholly or partly, within or adjacent to the national 
forests and which are not included in the forest highway system are 
placed in the forest development system. 

Trails supplement the road network and extend access into areas 
where roads are impracticable, uneconomic, or prohibited by adminis- 
trative policy. Trails are also of great importance for the adminis- 
tration of livestock grazing and public enjoyment of recreation and 
wildlife resources. Federal funds are made available under the au- 
thorization for forest development roads and trails in the Federal- 
Aid Highway Act and the authority to use 10 percent of the receipts 
from the national forests for roads and trails provided in the act of 
March 4, 1913. Funds under both acts are appropriated to the De- 
partment of Agriculture and administered by the Forest Service. 

Section 103 of the Federal-Aid Highway Act of 1956 authorized 
appropriations for forest development roads and trails of $27 million 
= each of the fiscal years 1958 and 1959. The appropriation for 
fiscal year 1958 was $24,336,000. The 10 percent fund amounted to 

$10,800,000 for the fiscal year 1958. 

The annual program of work on the forest development road sys- 
tem involves the upkeep of existing facilities and the construction of 
new and reconstruction of existing inadequate access roads, trails and 
bridges for all purposes. Since 1941 the demand for national forest 
timber has made it necessary to concentrate most of the funds available 
for construction of access roads to harvest timber. Expenditures on 
access roads and trails needed for fire control and for recreation, 
grazing and wildlife utilization have been held to projects in the most 
critical category. This has unbalanced plans for orderly and progres- 
sive development of the national forests on a correlated multiple-use 
basis. Now work has been programed on forest development roads 
and trails for the fiscal year 1958 as follows 

Senator Cuavez. Before you get to that, you are contempating that 
the authorization was $27 million and Congress only appropriated 


$24 million, but you do have contract authorization for the other $3 
million, haven’t you? 
Mr. Cuirr. Yes, sir. 
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Senator Cuavez. Why don’t you take advantage of it and build 
a few more roads? 


Mr. Curr. Mr. Chairman, when your committee recommended the 
contract authority and it was included in the act, I think 4 years ago, 
the Appropriation Committee of the House, suggested that the con- 
tract authority be not exercised for forest development roads and 
trails. The Department of Agriculture decided to abide by this sug- 
gestion. 


- Senator Cuavez. Then the act of the committee of either the House 
or the Senate in this instance, the House, had no authority. It was the 
act of Congress, itself, rather than the law. 

Mr. Curr. No, sir. The authority of which you speak was permis- 
sive authority. It was not mandatory as I understand it and the 
Secretary of Agriculture could exercise it or not, as he saw fit. 

Senator Cuavez. And he saw fit not to. 

Mr. Curr. The Department decided at the suggestion of the Ap- 
propriations Subcommittee not to do it. 

Senator Gore. Thank you very much, Mr. Cliff. The committee 
would request that you remain for the afternoon hearing with the 
thought that we may ask you to return to the stand a little bit later. 

Mr. Curr. I hand you, Senator Gore, the complete statement which 
I will file for the record. It contains the breakdown for our progean 


rs : P 
and some comments on S. 1136 in which I am sure you will be inter- 
ested. 


Senator Gore. Thank you very much, Mr, Cliff. Your full state- 
ment will appear in the record. I will insert at this point a copy of 
S. 1136. 

(S. 1136 is as follows :) 


[S. 1136, 85th Cong., 1st sess. ] 


A BILL To authorize the appropriation of funds for carrying out provisions of section 23 
of the Federal Highway Act, to enable the Secretary of Agriculture to construct and 
maintain timber access roads, to permit maximum economy in harvesting national forest 
timber, and for other purposes 
Be it enacted by the Senate and House of Representatives of the United States 

of America in Congress assembled, That, for the purpose of carrying out the 

provisions of section 23 of the Federal Highway Act (42 Stat. 218), as amended 
and supplemented, there are hereby authorized to be appropriated for forest 
development roads and trails, including timber access roads to and on the 
national forests in locations and according to specifications which will permit 
maximum economy in harvesting timber from national forest lands tributary 
to such roads, the following sums: $32,000,000 for the fiscal year ending June 

30, 1958: $36,000,000 for the fiscal year ending June 30, 1959; $42,000,000 for 

the fiscal year ending June 30, 1960; $50,000,000 for each of the subsequent nine 

fiscal years; and such sums as may be needed for each fiscal year thereafter. 

Sec. 2 (a) The Secretary of Agriculture (hereinafter called the Secretary) 
is authorized to provide for the construction of timber access roads to and on 
the national forests in locations and according to specifications which will 
permit maximum economy in harvesting timber from national forest lands trib- 
utary to such roads, either (1) directly with appropriated funds, and in such 
case such roads shall be designed to meet the requirements for development and 
management of other national forest resources in addition to timber; (2) where 
desirable, by requirements of purchasers in contracts for the sale of timber from 
such lands and with reasonable allowance therefor in determining the fair 
market value of such timber; or (3) where desirable, by cooperation with public 
or private agencies or persons. In fixing the allowance under clause (2) above, 
an amount which shall not exceed the estimated cost of the construction shall 
be stated in the advertisement of the timber and shall be set forth in the timber 
sale contract. 
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(b) An advisory public hearing shall be held with respect to any proposed 
construction or reconstruction of a timber access road at a place convenient or 
adjacent to the area of construction or reconstruction with notice and reason- 
able opportunity for interested persons to present their views as to the prac- 
ticability and feasibility of such construction or reconstruction. 

(c) The Secretary is authorized in the construction of timber access roads 
to cooperate with owners of or persons hauling timber from other lands and if 
the cooperator contributes an equitable share of the cost of construction and 
maintenance of such roads, as determined by the Secretary, he may be permitted 
to haul timber over such roads under conditions the Secretary may prescribe. 
Any moneys deposited under any such agreement shall be covered into the 
Treasury and shall constitute a special fund which is hereby made available until 
expended for the construction and maintenance of such roads: Provided, That 
any portion of such deposits in excess of the amount found due shall be refunded 
to the depositor. 

(d) Except as authorized in section 2 (c), products from nonfederally owned 
lands may be hauled over access roads only if (1) the quantity of products hauled 
is minor and the Secretary has determined that the interests of the United States 
require ho payment or deposit; or (2) the payment is made of an equitable fee 
to be determined by the Secretary, after consideration of the amount necessary 
to amortize the portion of construction costs allocable to the nonfederal timber 
tributary to the particular road, which fee will be covered into the Treasury as 
a miscellaneous receipt, and a deposit is made to cover the estimated cost of that 
part of the maintenance of the road occasioned by such hauling. Such deposits 
shall be covered into the Treasury and shall constitute a special fund which is 
hereby made available until expended to cover the cost to the United States of 
performing the work specified. Any portion of such deposits found to be in 
excess of the cost of doing the work specified shall, upon determination that it 
is so in excess, be transferred to miscellaneous receipts. 

(e) Deposits received for a number of similar types of work on adjacent or 
overlapping areas, or on areas which in the aggregate are determined to cover 
a single work unit, may be expended on such combined areas for the purposes 
for which deposited and if refunds to depositors of excess deposits are provided 
for such refunds shall be made on a proportionate basis. Where the only prac- 
ticable and efficient manner of performing such specified work involves an inter- 
mingling of other work making it impracticable to keep separate costs on the 
work herein described an estimate based on a cost analysis of the particular type 
of work may be used to determine the cost to the United States of performing 
such work. 

(f) In order to provide access to and across private lands and exchange of 
hauling rights, the Secretary is authorized to grant easements to, or enter into 
leases or permit agreements for definite periods of years with, owners of private 
property in the vicinity of national forests for rights-of-way for roads and bridges 
across the national forests; but such rights-of-way shall not include any more 
land than is reasonably necessary for the purpose thereof, and all or any part 
of such rights-of-way may be terminated by the Secretary for failure to comply 
with the terms and conditions of the easement, lease, or permit or for nonuse 
or abandonment. 

(zg) No agreement under section 2 (f) in connection with which purchasers of 
national forest timber will be required to pay to private landowners a fee for 
the use, or contribute to the maintenance, of the road shall be entered into until 
an advisory public hearing has been held at a place convenient or adjacent to 
the area of the road, with notice and reasonble opportunity for interested persons 
to present their views as to the necessity and reasonableness of such fees or 
contributions. 

Src. 3. Timber access roads are defined for purposes of the preceding sections 
as roads and bridges primarily for use in utilizing timber from national forests 
but which may be made available for utilizing other timber or for other purposes. 

Src. 4. (a) There are hereby authorized to be appropriated, out of any funds 
in the Treasury not otherwise appropriated, sums not in excess of $3,000,000 for 
the purpose of establishing a revolving fund which may be utilized by the 
Secretary of the Interior, under such rules and regulations as he may prescribe, 
for constructing, improving, and maintaining roads and bridges to provide access 
to timber situated on Indian reservations; if Government aid for such purposes 
is not otherwise available under the Federal Highway Act, as amended and 
supplemented. Such revolving fund shall be reirabursed for amounts expended 
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therefrom for the construction, improvement, or maintenance of any such road 
or bridge on any Indian reservation from the proceeds from the sale of timber 
from such reservation, and no moneys shall be expended from such fund for 
such purposes unless such reimbursement has been consented to by the affected 
Indian tribes and/or individuals on such terms and over such period of time 
as may be mutually agreed upon by the Secretary of the Interior and such tribes 
or individuals. 

(b) A report shall be made annually by the Secretary of the Interior to the 
Congress setting forth operations under this section and the status of the fund 
established pursuant thereto. 


PREPARED STATEMENT PRESENTED BY EDWARD P. CLIFF ON NATIONAL 
Forest TRANSPORTATION SYSTEM 


Mr. Chairman and committee members, I appreciate this opportunity to 
testify before your committee on the subject of road and trail problems and 
needs in the national forests. 

As background for this general discussion, I will first summarize what con- 
stitutes the national-forest system and management program for it. This will 
be followed by discussions on the forest highway and forest development road 
systems, timber access roads, and the substantive provisions of Senate bill 1136. 
All of the items mentioned in Senator’s letter of November 16 will be covered 
in the course of these discussions. More detailed information on the road 
situation and operating problems in the national forest regions which the com- 
mittee will visit will be provided in statements which the regional foresters 
are prepared to present at this hearing and those to be held in the Northwest. 


THE NATIONAL FORESTS 


The national-forest system is comprised of about 181 million acres of land 
located in 40 States, Alaska, and Puerto Rico. For purposes of decentralized 
administration these lands are divided into 148 national forests in 10 regions. 

For more than 50 years the national forests have been managed under the 
two guiding principles of sustained yield and multiple use with the objective 
of providing the highest public benefit for the greatest good of the greatest 
number in the long run. Use of the resources serves the needs of individuals, 
families, communities, business industry, States, and the Nation as a whole. 

The national forests contain 37 percent of the commercial timber of sawlog 
size and 20 percent of the commercial forest lands of the United States. They 
comprise the most important watershed lands in the West and the 20 million 
acres in the States lying east of the Great Plains occupy and protect the head 
waters of numerous important streams. Sixty-five percent of the irrigated land 
in the West obtains water from streams which rise largely on the national 
forests. Over 1,800 cities and towns throughout the country get a major part 
of their municipal water supply from national-forest watersheds. These lands 
accommodated 52% million visits for public recreation in 1956. They provide 
food, shelter, and cover for one-third of the Nation’s big game animals and have 
81,000 miles of fishing streams and 2% million acres of ponds and lakes. They 
supply forage for 1.1 million cattle and horses and 2.7 million sheep owned 
by nearly 20,000 ranchers. These are under paid, permit. 

The demand for the national-forest resources of water, wood, forage, wild- 
life and recreation has expanded rapidly in recent years. The following table 
shows the growth in some of the major activities in the past 10 years: 








1947 1956 Percentage 
increase 
I inca sce msetiwincdvidnante dcmmisiacion | 18, 240, 000 52, 556, 000 188 
I cape | 14,944,000 | 113,935, 000 182 
Weer meee eee 11,249,000 | 1 2,673,000 114 
Special-use permits administered --_-_...........-.--...------- 46, 262 56, 000 21 
Timber cut (billion board-feet) -...............-.--.--..-..--- | ae 6.9 159 
Receipts from timber (fiscal year)...............-....-.--.----- | $15, 420, 902 $107, 073, 158 | 594 
Total receipts from all national-forest uses (fiscal year) --...._- $18, 373, 799 | $111, 759, 132 508 





i These figures are included in the total recreation visits. 
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We can expect the use of the national forests to continue to increase greatly. 
For example, by the year 2000 the national forests should annually produce 
24 billion board-feet of timber if they are to carry their full share of the job 
of producing wood to meet the Nation’s anticipated requirements by that time. 
This is an increase of 250 percent. It is predicted that recreation visits to 
the national forests will increase to 66 million by 1962, 100 million by 1975 
and to about 170 million by the year 2000. Over 25 percent of the recreation 
visits presently are for fishing and hunting. In the next 40 to 50 years the wild- 
life habitat of the national forests will be expected to produce fish and game 
for at least twice as many sportsmen as in 1956. Total national requirements 
for water may increase four times by the beginning of the next century. With 
water supplies already becoming a limiting factor in development of parts of 
the West, the national-forest share of production of usable water cannot be less 
than the optimum. National forests in Western States provide about 7 percent of 
the total feed requirements of western livestock, and summer ranges hold a 
key position in the year-long operations of many producers. If these lands 
are to continue to contribute their share of the feed requirements, productivity 
of national-forest ranges must be increased and management intensified. 

The large expansion in use of the national forests over the past 10 years 
would have been impossible without a road and trail system. This transporta- 
tion system is adequate to meet present needs and must be expanded to keep 
pace with the sharply upward trend in use. An adequate system of access 
roads and trails is an important key to proper protection of the increasingly 
valuable national forests and to their proper multiple-use management. 

The road and trail transportation system which serves the national forests is 
a complex of highways and access roads and trails under various ownerships 
and jurisdictions. For administrative purposes, these facilities are grouped into 
a forest-highway system and a forest development road and trail system de- 
pending on their primary iniportance as defined in section 23 of the Federal 
Highway Act (42 Stat. 218). 

The existing system consists of 24,260 miles of forest highways, 129,211 
iles of forest-development roads, and 114,090 miles of trails. When fully in- 
Stalled we estimate it will consist of about 70,000 miles of highways and 480,000 
miles of access roads and that the trail network will be reduced to about 80,000 
miles. Currently the Government and purchases of national-forest timber are 
constructing about 2,800 miles of new roads each year. 

Of the existing development system 52,484 miles of the roads and 11,300 
miles of the trails which will be retained in the ultimate system are inadequate 
for national-forest purposes and in need of further improvement. This year 
the Government and purchasers of national-forest timber will reconstruct 
about 1,100 miles of the roads, The Government is reconstructing about 125 
miles of the deficient trails each year. 


FOREST HIGHWAYS 


Forest highways are sections of State, county, and other important public 
roads in and adjacent to the national forest; they provide the network of 
thoroughfares necessary for the movement of traffic in and through the forests. 
These highways provide primary access to and outlet from the forest develop- 
ment road and trail system. Most of the products of the national forests move 
over them en route to mill or market. They receive heavy use by the general 
public for local and intercommunity travel and by people visiting the national 
forests for recreation and other purposes. 

As of June 30, 1956, the forest-highway system included 24,260 miles of public 
roads in and adjoining the national forests as follows: 


Miles 

SS PREED TPT, SU ie ertecet tetera ne Perper wehbe 9, 054 
en cae ipes rua aeecniiies nist eetidrimanintearcaigks 9, 625 
AC aariars- Nahi, Sh RAIR RR To cacrctepaiosgincin ns mp ier him oe ap iy wr viene 5, 581 
Te kL ea eine etn 24, 260 


According to the report of the Commissioner of Public Roads for fiscal year 
1956, 15,819 miles of forest highways are critically in need of further improve- 
ment. Although not presently in the forest-highway system there are about 
20,000 miles of State, county, and local public roads in the national forests 
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which meet the requirements of section 23 of the Federal Highway Act for 
designation as forest highways and which are in need of improvement for 
public travel. 

The forest-highway system benefits from Federal funds authorized for the 
Interstate System, the Federal-aid primary and secondary systems, and public- 
lands highways as well as from funds authorized specifically for forest highways. 
Section 103 of the Federal-Aid Highway Act of 1956 (70 Stat. 875), authorized 
appropriations of $30 million for forest highways for each of the fiscal years 
1958 and 1959. 

The forest-highway program is administered by the Bureau of Public Roads 
under rules and regulations approved by the Secretaries of Commerce and 
Agriculture (23 C. F. R., ch. 1, pt. 15). Authorizations are apportioned for ex- 
penditure in the several States, Alaska, and Puerto Rico by the Secretary of 
Commerce according to the area and value of the land owned by the Government 
in the national forests as determined and certified to him by the Secretary of 
Agriculture in accordance with section 3 of the Federal-Aid Highway Act of 
1950 (64 Stat. 786, 787). Apportionment is based 75 percent on the area and 
25 percent on the value of the lands in accordance with section 15.2 of the 
rules and regulations (23 C. F. R. 15.2). 


Change in forest highway apportionment formula 


The authorization for fiscal year 1959 is the first to be apportioned 75 percent 
on area and 25 percent on value. All previous authorizations were apportioned 
50 percent on area and 50 percent on value. The new formula was adopted by 
the Departments of Agriculture and Commerce after careful study. The amended 
regulation was published in the Federal Register November 6, 1957 (22 F. R. 
8901). 

The first authorization for forest highways was apportioned January 20, 1922. 
At that time the area of national-forest lands was 156,971,081 acres; their esti- 
mated value was $1,015,547,997. For subsequent apportionments the figures for 
area and value of national-forest lands were revised annually to account for 
changes in ownership. In 1953, the estimates of land value were increased from 
a total of $1.1 billion to $2.3 billion. This did not materially affect the distribu- 
tion of funds among the States. Values totaling $2.3 billion were used for appor- 
tionments through fiscal year 1958. 

During 1955 and 1956 the Forest Service prepared revised estimates of the 
value of national-forest lands at the request of the Committee on Government 
Operations of the House of Representatives for use in connection with their 
broad study of the value of all Federal real estate. These are estimates of the 
market or real-estate value of land and timber. They do not include subsurface 
mineral values, values of improvements, or nonmonetary public values. The new 
estimates reflect the major changes in price levels and development of resources 
that have occurred in recent years. 

If these new estimates had been used for apportionment without changing the 
formula, allocations would have been changed substantially from the pattern 
which prevailed in previous years and which had been generally accepted by the 
States. The attached table, prepared by the Bureau of Public Roads, shows the 
apportionment of the fiscal vear 1959 authorization on the new formula and what 
the distribution would have been under the old formula. 


FOREST DEVELOPMENT ROADS AND TRAILS 


According to section 23 of the Federal Highway Act (42 Stat. 218), forest 
development roads and trails are of primary importance for the protection, ad- 
ministration, and development of the national forests and the use and develop- 
ment of resources upon which communities within or adjacent to the national 
forests are dependent. All forest roads wholly or partly within or adjacent to 
and serving the national forests and which are not included in the forest-highway 
system are placed in the forest-development system. 

Trails supplement the road network and extend access into areas where roads 
are impracticable, uneconomic, or prohibited by administrative policy. In these 
areas trails give primary access for protection of the forests against fire. They 
are also of great importance for the administration of livestock grazing and public 
enjoyment of recreation and wildlife resources. In wilderness and other areas 
which are being retained in their primitive condition, trails are the only means 
of access. It is important that trails be fully recognized and provided for in all 
programs for improvement of access facilities in the national forests. 

Federal funds are made available under the authorization for forest develop- 
ment roads and trails in the Federal-Aid Highway Acts and the authority to 
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use 10 percent of the receipts from the national forests for roads and trails 
provided in the act of March 4, 1913 (37 Stat. 8483). Both funds are appropriated 
to the Department of Agriculture and administered by the Forest Service under 
the rules and regulations of the Secretary of Agriculture (36 C. F. R. ch. II, 
pt. 212). They are programed for work on the forest development system 
according to the relative needs of the various national forests, taking into con- 
sideration the existing transportation facilities, value of timber, or other re- 
sources served, relative fire danger, and comparative difficulties of road and trail 
construction in accordance with section 23 of the Federal Highway Act (42 Stat. 
218). 

Section 103 of the Federal-Aid Highway Act of 1956 (70 Stat. 375), authorized 
appropriations for forest development roads and trails of $27 million for each of 
the fiscal years 1958 and 1959. The appropriation for fiscal year 1958 was 
$24,336,000. The 10-percent fund amounted to $10.8 million for the fiscal year 
1958. 

The road and trail action programs of the Forest Service are based on the 
forest development transportation system plan. This plan is an estimate of 
the system of forest development roads and trails which will be needed to give 
access to national-forest lands and resources for all purposes in the foreseeable 
future. It has been in a continuous state of development since the early days of 
the Forest Service. It is based on forecasts of needs for transportation facilities 
as developed from inventories of the resources of the national forests and plans 
for their optimum protection and multiple-use management, development, and 
utilization at the lowest cost for transportation. 

Keeping the transportation system plan current is one of our “must” jobs in 
which resource and program management personnel at all levels participate. The 
dynamic growth of the timber business, recreation use, and development of the 
water resources of the national forests since 1940, plus expanding resource in- 
ventory coverage and development of multiple-use management plans have all 
served to keep the transportation system plan in a continuous state of change. 

The Forest Service set out a year ago to get the transportation system plan 
thoroughly revised and up to date by June 1958. The broad estimates of new 
development roads and reconstruction needed for all purposes previously cited 
is based on approximations from the revision work now underway. This is 
likewise true of the estimate of needs for timber-access roads which I will dis- 
cuss later on. 

The annual program of work on the forest-development system involves the 
upkeep of existing facilities and the construction of new and reconstruction 
of existing inadequate access roads, trails, and bridges for all purposes. Since 
1941 the demand for national-forest timber has made it necessary to concen- 
trate most of the funds available for construction on access roads to harvest 
timber. Expenditures on access roads and trails needed for fire control and 
for recreation, grazing, and wildlife utilization have been held to projects in 
the most critical category. This has unbalanced plans for orderly and progres- 
sive development of the national forests on a correlated, multiple-use basis. 

Work has been programed on forest-development roads and trails for the 
fiscal year 1958 as follows: 


BY THE GOVERN MENT 


Millions 

Upkeep of the system: of dollars 
maine. maimtenance ‘Bhd Care. 22s 2 sg ork Sa ee eG 8.0 
SetIO PODIACOIION To ee ee ee eR Si eee ol 3.4 
I aia cater cea ree tei asennad iaess biatch keane Re dues 2. é 

Ea an ae 13.7 


Development of the system: 
Surveys and plans for all roads and construction engineering on pur- 


COUN ee eRe eect ee ate ee 4.7 
Construction and reconstruction of all-purpose roads and trails______ 3.6 
Construction and reconstruction of timber-access roads; Government 

projects and supplementary construction on purchaser projects_____ 13. 2 
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: Millions 

BY PURCHASERS OF THE NATIONAL FOREST TIMBER asties 

Construction and reconstruction of timber-access roads__..--.---~-~----- 36. 2 
Ec ica iene tnaresaterestnewaper mera aeon egrapmer eran ware Pe roger ene mae 71.4 


Upkeep of the system involves (1) the routine maintenance necessary for na- 
tional-forest traffic and care necessary to prevent erosion and protect the invest- 
ment; (2) the replacement of wornout bridges as they become unsafe for fur- 
ther use; and (3) restoration of wornout facilities and those damaged by floods 
and storms. In addition to work done by the Government for national-forest 
purposes, contractors, permittees, and licensees of the Government, and private 
parties do the maintenance work on roads made necessary by their own use. 
State and local public-road authorities also do some of the maintenance work 
made necessary from use of development roads as thoroughfares and access to 
private lands for commercial purposes. We do not receive reports of expendi- 
tures by other parties but percentagewise they maintain about 36 percent of 
the existing forest-development road mileage and about 1 percent of the trails. 

The bridge replacement item will continue at the current level for some 
years to come as there are still about 5,100 road and trails bridges remaining 
in the forest-development system which were built of untreated timber under 
emergency programs during the 1930’s and World War II. 

Developing of the system involves the construction of new facilities and 
reconstruction of existing inadequate roads, trails, and bridges to standards 
needed for economical transportation for national-forest purposes. Construc- 
tion and reconstruction includes the supervising, inspecting, actual building, and 
all expenses incidental to the construction or reconstruction of a road or trail 
including locating, surveying and mapping, costs of right-of-ways, and elimina- 
tion of hazards of railway grade crossings in accordance with section 1 of the 
Federal-Aid Highway Act of 1944 (58 Stat. 838). 

The surveys, plans, and construction engineering item involves all of the 
work of locating, surveying, and designing, and the preparation of plans and 
specifications for all road, trail, and bridge construtcion and reconstruction on 
the forest development system. It also includes all the construction engineer- 
ing and inspection required on projects built by purchasers of national-forest 
timber. It does not include construction engineering and inspection on projects 
constructed by the Government. The current program devotes $4.7 million to 
this activity but we estimate $6 million will be required in future years to keep 
pace with the program. 

The all-purpose road and trail item is for the construction and reconstruction 
of roads which are of primary value for fire protection and the management 
and utilization of resources other than timber. About 72,000 miles of the exist- 
ing forest-development mileage—56 percent of the existing system—are classed 
as all-purpose roads. About 23,934 miles of these roads are inadequate for 
present needs and require further improvement. As previously stated, work on 
this segment of the development system has been deferred in order to concen- 
trate most of the available construction funds on timber-access roads. More 
positive action on roads in the all-purpose category and on deficient trails which 
are to be retained in the ultimate development system should not be postponed 
much longer. Present estimates of the ultimate road system include about 
80,000 miles of all-purpose roads. In addition about 80,000 miles of timber- 
access roads will require improvements to higher standards than necessary for 
timber to accommodate all-purpose traffic. 


TIMBER ACCESS ROADS 


The greatest single need for roads on the national forests is to provide for 
timber transportation. A greater mileage and a higher average cost per mile 
is required for adequate transportation to provide intensive timber management 
than for all other multiple uses of the national forests. Timber-access roads 
are needed only to service the commercial forest land which is roughly 47 per- 
cent of the total national-forest acreage. 

National forests are divided into 422 working circles for purposes of timber 
management. One practical definition of a working circle is an area of com- 
mercial forest land with a common transportation system. In each working 
circle there are different combinations of topography, ownership, timber condi- 
tions and existing roads which make the determination of needs for additional 
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roads an individual problem. The priority of action among working circles on 
timber-access road construction is affected by demand for timber products, de- 
gree of community dependency on national-forest timber thrift and silvicultural 
needs for cutting. 

The objective of the Forest Service is to cut the full allowable rate for each 
working circle. The total annual cutting objectives for the national-forest sys- 
tem which are presented to the Budget Bureau and the Congress are a summa- 
tion of the estimates of our field organization of the feasible and practical 
amount which can be cut in each working circle. 


Allowable cutting rates 


Allowable cutting rates are determined from estimates of the present timber 
inventory and growing capacity of the commercial land within each working 
circle. For most western working circles advances in logging techniques and 
in utilization practices have greatly expanded the area of commercially oper- 
able land and have increased the volume per acre which is feasible to harvest 
from these lands. Techniques have now been developed which make it possible 
to inventory timber in a rapid and economical manner. A project is well under- 
way to provide modern timber inventories for all national-forest working circles. 
This work is expected to be completed by fiscal year 1962. 

Twenty-three of the four hundred and twenty-two working circles have small 
allowable cuts of only 2 million board-feet or less and are mostly in areas where 
there is little commercial timber cutting. The status of allowable cut deter- 
mination on the remaining 399 working circles is as follows: 


Working 
circles 
1. New allowable cuts based on new inventories___.___._______-___--______ 109 
2. Allowable cuts adjusted upward on basis of preliminary estimates of 
VI Fae a acc ce ae ae eee een ne tena dae 90 


3. Revision of estimates of allowable cutting capacity waiting completion 
Oe a cas arn wos eae ee ee ee Se A a She ees 


The amount of timber harvested in fiscal year 1956 compared to the allowable 
cuts as adjusted up to April 15, 1957, is summarized in table I. This table 
shows that after elimination of the 23 minor working circles there were 142 
working circles with a cut of 90 percent or more of allowable; 64 working circles 
with a cut of 70 percent to 90 percent of allowable; and 193 working circles 
with a cut of less than 70 percent of allowable. The total allowable cut includ- 
ing the national forests of Alaska as of April 15, 1957, was 9.89 billion board- 
feet per year. The actual cut of 6.91 billion board-feet in fiscal year 1956 was 
70 percent of this total. 


TABLE 1.—Attainment of allowable cut by working circles 





Number of 
Ratio of 1956 cut to allowable cut Working Percent of 
circles total 
90 percent or more. j Lee 142 36 
70 to 90 percent ‘ 64 16 
Less than 70 percent ; 193 48 
ee +s ; i iclaadii atch pian 399 | 100 


There are various factors impeding attainment of allowable cut in the 193 
working circles where a cut of less than 70 percent was attained in 1956. Some- 
what less severe obstacles are encountered in the 64 working circles where a cut 
of more than 70 percent but less than 90 percent was attained. The working 
circles where a cut of 90 percent or more was attained can be considered for all 
practical purposes to be operating at full capacity since a 10-percent leeway above 
or below the computed allowable cut is acceptable for any single year. 

Funds appropriated for timber sales are being fully utilized in marketing and 
supervising the harvest of national-forest timber. Shortages of trained personnel 
have developed in some areas particularly on the Pacific coast. An undesirably 
high rate of turnover in timber-sale personnel has been due in part to inadequate 
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housing for the families of men who must be stationed at places where rental 
housing is not available. We have started to correct this situation through an 
accelerated housing construction program. Without additional timber-sale per- 
sonnel and other associated facilitating measures, timber access road construc- 
tion will not close the gap between allowable and attained annual cut. In the 
analysis which follows it is presumed that these other provisions will be expanded 
to keep step with progress on access road construction. Table 2 summarizes this 
analysis. 


TABLE 2,—Summary of status of development of national-forest working circles 











Number Percent of 
of working total 
circles 
1. Ratio of cut to allowable 90 percent or higher_.-.........---..----..------ | 142 35.6 
2. Ratio of cut to allowable less than 90 percent because: 
(6) LOORK-Ol FORKS. oo ai oe. dc cee ectwecdiicwctictcecostewcdnne 50 12.5 
ee i OG nists bins 0 a ile cdcisieweseecerntereoe~ | 9 2.3 
0 i I tn cuninhan iaiganenebbennenesnansebonpe 138 34.6 
Pt i ond cect a chhecusraenwentsiEet outa rere les eted | 60 15.0 
DO cictietsiniens-certcemnert ile tester 399 | 100. 0 


On the 142 working circles in which cutting was within 10 percent of allow- 
able rates, difficulties impeding attainment of allowable cut were solved at 
least during the year 1956. Additional road construction is required for prac- 
tically all of these working circles but they are needed primarily to maintain 
cutting accomplishments rather than to increase cutting rates. 

Lack of timber-access roads is the major factor preventing attainment of 
allowable cut in 50 of the 399 major working circles. In these working circles, 
there is a market demand for the full allowable cut and additional road con- 
struction is essential before it will be possible to offer the full allowable cut. 

Rights-of-way problems are impeding construction of timber-access roads 
and attainment of allowable cut to a major and significant degree in nine 
working circles. There are lesser rights-of-way problems in many of the 50 
working circles where access roads are needed to attain allowable cut, but 
in these 9 working circles cutting progress is blocked until specific major 
rights-of-way difficulties are resolved. 

On 138 working circles allowable cut is below 70 percent primarily because 
of unsatisfactory market conditions. These marketing problems center in two 
areas: (a) The Rocky Mountain States and Alaska where because of high 
operating costs and relatively low-value timber, milling capacity is lacking 
to use timber at allowable cutting rates, and (b) the forests east of the Great 
Plains where the market demand for low-grade hardwoods is only a small 
fraction of the desirable annual cut for this class of material. In these work- 
ing circles additional roads are needed and will assist in bringing about desir- 
able marketing conditions. 

On 60 working circles cutting at less than allowable rates is due to series 
of miscellaneous reasons Such as (1) unresolved conflicts between timber 
harvesting and other uses of the forests; (2) personnel shortages; (3) where 
sufficient time has not elapsed since solution of rights-of-way problems and 
upward revision of allowable cuts to attain cutting goals: and (4) failure of 
timber purchasers to cut as expected. 

1952 timber access road program 

In 1952 the Forest Service made a study of timber access road needs to get 
the national-forest timber cut up to the then estimated allowable cut of 6.6 
billion board-feet, exclusive of Alaska. The principal findings of this study 
were that in the next 5 years 5,500 miles of publicly financed construction at 
a cost of $90 million and 10,000 miles of purchaser-built roads at a cost of 
$110 million would be needed in the forest-development system. In addition 
the plan developed needs for $22,500,000 of public funds for surveys and supple 
mental construction on purchaser-built roads. 

This 1952 study and the mileages of road herein discussed were not an 
estimate of the total mileage of roads required for hauling timber from the 
national forests. The estimate was for the roads needed to make possible 
initial sales for the full allowable cut in all working circles. It was recog- 
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nized that additional roads would be required to maintain full cutting at allow- 
able capacity. 

In the 5 years beginning with fiscal year 1953 and ending on June 30, 1957, 
the national-forest timber cut increased from 4.4 to 7.0 billion board-feet. 
Thus the total cutting goal for the 5-year period was attained, but it was not 
possible to attain allowable cutting capacity in all working circles. During 
this Same period allowable cutting capacity estimates were increased from 
6.6 billion board-feet to 9.0 billion board-feet, exclusive of Alaska. Public 
construction during the 5-year period amounted to 3,229 miles at a cost of 
$62,432,526. Purchaser built road construction which was added to the national 
forest road development system was 9,476 miles at an estimated value of 
$94,309,587. Government funds spent for engineering and supplementing pur- 
chaser construction amounted to $12,773,863. 

In order to attain the cutting objectives without having available the 
amount of funds for construction of publicly financed roads which was recom- 
mended, it was necessary to place proportionately heavier reliance on purchaser- 
built roads. This emphasis on purchaser construction has caused considerable 
comment and controversy. During the 5-year period from 1952 to 1957 there 
has been an increasing dependence of smaller operators on purchases of 
national-forest timber to maintain their business activity. Ideally to meet 
the trends in national-forest timber purchaser requirements and to foster 
healthy competition it would have been desirable to have increased the propor- 
tion of publicly financed road construction during the last 5-year period. 


Purchaser-built roads 


The Forest Service favors construction of spur or temporary roads by 
purchasers and construction of main or tap roads from public funds. The 
intermediate system roads generally referred to as branch roads can be built 
by either timber purchasers or from public funds depending on the circum- 
stances in individual working circles and the availability of public funds. 
There are éxceptions to this general guideline. Where there are many small 
operators it may be advisable to build with public funds practically all of 
the haul roads in selected areas for offering small sales to meet the needs of 
such operators. Where major sales are required to obtain installation of large 
plant facilities it may be possible to include construction of the main-line roads 
by purchasers. 

On the Pacific coast vigorous competition is obtainable in many working cir- 
cles through sale offerings which involve construction of major branch roads 
and some main-line roads by timber purchasers. For such circumstances and 
because of the large total road costs required to build up the national-forest 
timber cut to the present allowable rate of close to 10 billion board-feet, the 
Forest Service expects that it will be necessary to continue to make major use 
of purchaser road construction for some time. 

The cost of roads which a purchaser must construct to harvest a timber tract 
must come out of total cash outlay the purchaser is willing to make for the 
timber. If publicly financed roads are provided, a purchaser of national-forest 
timber will include as part of his stumpage payment the portion of his cash out- 
lay he would otherwise expend for road construction. If he must build some or 
all of the roads, he deducts the estimated cost to determine the stumpage rates 
he will pay. Hence the cost of required timber-harvesting roads on the na- 
tional forests is borne either directly or indirectly by the United States regard- 
less of whether the roads are built from appropriated funds or by timber pur- 
chasers. 

Restudy of timber-access road needs 

The Forest Service is now engaged in taking a new look at timber access road 
needs for the national forests. The analysis is considering the total road system 
needed on a permanent basis for transportation of the timber products which 
are being grown on the commercial timberlands of the national forests. It is 
taking into account (1) the expanded area of commercially operable forest land 
which modern logging and utilization techniques have made possible; (2) the 
needs to have an installed road system to permit thinnings and salvage of endemic 
losses as they occur wherever light cuts are feasible once the permanent trans- 
portation system has been installed; and (8) the added volumes which must be 
moved annually over the tap roads because of increased allowable cutting rates 
due to modernization of inventories. In short, the objective of the study is to 
determine the mileage and cost of construction for the transportation needed 
to permit intensive management of national-forest timber. 
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There are 57,000 miles of existing forest-development roads which are classed 
as timber-access roads. About 50 percent of this mileage needs to be improved. 
The tentative estimate of the ultimate mileage of timber-access roads is 400,000 
miles—120,000 miles of main line and 280,000 miles of branch roads. Last year 
a total of 3,481 miles of timber-access roads were constructed or reconstructed— 
2,626 miles by purchasers and 855 through public financing. 


Road standards 


The two major considerations in standards for timber-access roads are: 

1. Permanent roads are located, designed, and built to provide the lowest 
eost of transportation consistent with protection of watershed and other values. 

2. Temporary or spur roads are located and built to facilitate timber-harvesting 
operations without injury to the watershed. 

Transportation cost is the sum of costs for road construction plus road main- 
tenance plus hauling. 

Construction specificatiecns are determined by an economic analysis in which 
all items of road and user costs are considered. The combination of alternatives 
which gives the lowest cost for transportation with protection of the watershed 
and other values is used. This is done in every case whether the road is to be 
built by the Government, timber purchaser, permittee, or cooperator. 

For roads on the forest-development system, specifications for purchaser- 
built roads are the same as for publicly financed roads subject to a limitation 
that transportation cost does not exceed the estimated cost a prudent purchaser 
would incur for transportation of the timber under the sale contract. If the road 
standards required for efficient transportation of all the tributary timber in the 
working circle result in higher transportation costs for the timber under con- 
tract than need prudently be expended if only the timber under contract is con- 
sidered, the Forest Service provides either funds or materials necessary for con- 
struction to the desired specification or lower specification. The same principle 
of supplemental financing applies if there is need for a better road to accommodate 
recreation travel or other uses. 


COMMENTS ON 8S. 1156 


The following discussion is responsive to the request from the subcommittee 
chairman for comments on the role which the substantive provisions of 8. 1156 
might play in solving access problems on the national forests. 

S. 1136 is a bill to authorize the appropriation of funds for carrying out pro- 
visions of section 23 of the Federal Highway Act (42 Stat. 218), to enable the 
Secretary of Agriculture to construct and maintain timber-access roads, to per- 
mit maximum economy in harvesting national-forest timber, and for other 
purposes. 

No position on the bill has been established because its provisions are still 
being considered. Therefore my comments in no way commit the Department of 
Agriculture or Bureau of the Budget. My comments are as follows: 

1. Section 2 (a) (2) would give authority to include in timber-sale contracts a 
requirement that purchasers construct roads to permit maximum economy in 
harvesting national-forest timber. Under present authority, as previously dis- 
cussed, the standard of road construction which may be required of a purchaser 
cannot exceed that which is prudent for the particular sale. Such limitation may 
not result in maximum economy in cases where a road will have residual value 
for timber outside the sale area. Under authority of this section it would be 
possible to require a higher standard of construction for roads which will have 
residual value when necessary for maximum economy in harvesting all tributary 
national-forest timber. This would save the extra cost of construction in stages 
and reduce overall capital requirements. 

2. The requirements of section 2 (a) (1) that roads constructed with appro- 
priated funds meet the needs for development and management of other national- 
forest resources as well as timber would also save the extra cost of construction 
in stages and provide for balanced forest management and utilization at the 
outset. 

3. The authority of section 2 (e) to use an estimate to determine cost of work 
which is intermingled with other work and for which deposits have been re- 
ceived, would simplify administration and save a great deal of book and record 
keeping. 

4. With stated exceptions, section 2 (d) would requ: re persons hauling products 
from nonfederally owned lands over timber-access roads to pay a fee and deposit 
funds to cover estimated maintenance costs. This requirement for pro rata shar- 
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ing of construction and maintenance costs would provide for equitable distribu- 
tion of road costs to benefiting properties and reduce capital requirements and 
maintenance costs for harvesting national-forest timber. 

5. Section 2 (f) would authorize granting of easements to or entering into 
long-term leases or agreements with owners of private lands for rights-of-way 
across national forests. This would simplify rights-of-way problems in areas of 
intermingled ownerships. In many cases, the granting of easements to adjacent 
landowners for the purpose of crossing national-forest lands would materially 
facilitate obtaining access to Government lands without recourse to condemna- 
tion of private lands that have to be crossed in order to gain such access, 


U.S. TER aon of Commerce, Bureau of Public Roads 














py ny cr ng of apportionment of forest- | Comparison of apportionment of forest- 
highway funds for fiscal year 1958 with highway funds for fiscal year 1959 if 
apportionment for fiscal year 1959 based based on formula of 50 percent area and 

| on formula of 75 percent according to area 50 percent value with apportionment as 

| and 25 percent according to value of actually made based on formula of 75 

Government-owned lands in the na- percent area and 25 percent value 
State tional forests 
a cient cities — a Mi 
| Increase (+) | | Increase (+) 
1958 appor- | 1959 appor- or 1959, 50-50 1959, 75-25 | or 
tionment, tionment, | decrease(—)| formula formula | decrease (—) 
50-50 | 75-25 | from 1958 ap- | | | from 50-50 
portionment | formula, 1959 
1 | 

Alabama........- $85, 906 | $124, 403 | +$38, 497 $145, 803 $124, 403 —$21, 400 
Arizona.. a | 1, 688, 596 1, 539, 728 — 148, 868 | 1, 198, 628 1, 539, 728 | +341, 100 
Arkansas. - - --- 407, 824 483, 398 | +75, 574 574, 840 483, 398 —91, 442 
California... 4, 296, 368 4, 102, 197 | —194, 171 4, 895, 376 4, 102, 197 —793, 179 
Colorado-_-- 2, 154, 398 1, 842, 142 | -312 256 1, 406, 120 1, 842, 142 | +436, 022 
Florida -- jal 174, 270 188, 416 +14, 146 198, 568 188, 416 —10, 152 
Georgia. - 105, 692 130, 620 +24, 928 150, 611 130, 620 | —19, 991 
Idaho-- L 3, 054, 441 2, 882, 854 —171, 587 2, 401, 076 2, 882, 854 +481, 778 
Illinois... 34, 575 32, 659 —1, 916 | 30, 327 32, 659 +2, 332 
Indiana. -- é 20, 110 17, 292 —2, 818 15, 150 7, 292 +2, 142 
Iowa. » 973 663 —310 539 663 +124 
Kentucky Lien 61, 668 76, 575 +14, 907 77, 206 76, 575 —631 
Louisiana... _- : 69, 224 99, 340 +30, 116 105, 656 99, 340 —6, 316 
Maine - aca alidl 11, 236 8, 146 —3, 090 8, 681 8, 146 —535 
Michigan ___-_- 321, 916 370, 668 +48, 752 | 318, 399 370, 668 +52, 269 
Minnesota... ~~. 414, 879 380, 625 —34, 254 304, 320 380, 625 +76, 305 
Mississiopt- - - 141, 519 229, 774 +88, 255 285, 793 229, 774 —56, 019 
Missouri... 153, 327 185, 149 +31, 822 | 144, 516 185, 149 +40, 633 
Montana.......-- 2, 391, 346 2, 248, 368 | - 142, 978 1, 736, 090 2, 248, 368 +512, 278 
Nebraska_-.-_.----- 28, 004 27, 280 —724 20, 360 27, 280 +6, 920 
Nevads........-.- 538, 155 649, 044 +110, 889 458, 752 649, 044 | +190, 292 
New Hampshire-- 160, 310 119, 264 —41, 046 126, 115 119, 264 —6, 851 
New Mexico------ 1, 202, 119 1, 145, 486 —56, 633 871, 794 1, 145, 486 +273, 692 
North Carolina_-- 184, 833 195, 839 +11, 006 205, 341 | 195, 839 —9, 502 
North Dakota_ --- 107 87 —20 86 87 stl 
tine daa el 16, 429 16, 125 | —304 14, 681 16, 125 +1, 444 
Oklahoma. ------- 20, 690 32, 556 | +11, 866 34, 931 32, 556 —2, 375 
Cn icceseunee 4, 132, 640 4, 306, 115 | +173, 475 6, 151, 766 4, 306, 115 — 1, 845, 651 
Pennsylvania... _- 80, 067 72, 598 | —7, 469 67, 060 72, 598 +5, 538 
South Carolina. -_- 98, 345 133, 206 +34, 861 168, 962 133, 206 —35, 756 
South Dakota..... 235, 032 168, 644 — 66, 388 151, 563 168, 644 +17, 081 
Tennessee... -..-- 100, 565 105, 996 +5, 431 113, 292 | 105, 996 | —7, 296 
TOROS, 6d. <ibckites 94, 966 181, 980 +87, 014 | 254, 765 181, 980 —72, 785 
epi Fierce, 996, 285 1, 027, 214 +30, 929 | 759, 588 1, 027, 214 +267, 626 
Vermont__........ 53, 676 40, 509 —13, 167 42, 790 40, 509 —2, 281 
Virginia... ........ 195, 081 214, 101 | +19, 020 188, 454 | 214, 101 +25, 647 
Washington --_---_. 2, 085, 098 2, 498, 417 | +413, 319 3, 388, 947 2, 498, 417 —890, 530 
West Virginia____- 118, 387 132, 591 +14, 204 115, 306 | 132, 591 +17, 285 
Wisconsin-.-...... 167, 768 211, 954 +44, 186 180, 731 211, 954 +31, 223 
Wyoming......... 1, 279, 738 1, 121, 046 — 158, 692 820, 541 1, 121, 046 +300, 505 
pS eer ae 2, 614, 976 2, 651, 993 +37, 017 1, 862, 082 2, 651, 993 +789, 911 
Puerto Rico....... 8, 461 4, 938 —3, 523 4, 394 | 4, 938 +544 
Fae sates 30, 000, 000 Wap CE focennaccceneag: 30, 000, 000 Oe WOES ledsecacuteenso 

















Senator Gore. The Chair would like now to call a series of witnesses 
from a list which the clerk has prepared. The first one on the list is 
Mr. T. A. Skillman, president of the Silver City-Grant County Cham- 
ber of Commerce. You may take the chair. 
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Mr. Sxiuman. Mr. Chairman, we have here our spokesman Mr. 
Francis Parsons. He is chairman of our committee and he will make 
the presentation to you. 

r. Parsons. Mr. Chairman and members of the committee, we 
want to express our appreciation for this opportunity on behalf of the 
Silver City-Grant County Chamber of Commerce together with the 
Committee for Gila Cliff Monument Road. 

The people of Grant County in southwestern New Mexico through 
the Chamber of Commerce of Silver City are bringing to the atten- 
tion of your committee the urgent need for the construction of an all- 
weather road from Sapillo Creek to the Gila Cliff Dwellings National 
Monument, by way of Copperas Canyon. The distance is approxi- 
mately 20 miles. Today the large area to which the road would lead 
is accessible only by a rough fair-weather jeep trail. 

The urgent reasons for constructing this road as soon as possible 
are as follows: 

A. It will be the only access road to the unique Gila Cliff Dwellings 
National Monument. The monument, created in 1907 by Theodore 
Roosevelt, is almost as inaccessible today as when established 50 
years ago. Located on the edge of the Gila wilderness area, in the 
heart of the vast Gila National Forest, the monument possesses great 
scenic and archaeological interest. Near it are many prehistoric sites 
that bear a definite relationship to the cliff dwellings. So important 
are these that the National Park Service is planning to greatly enlarge 
the monument. When this is done a permanent park headquarters 
with a year-round staff, and a small museum will be built there. The 
monument must be accessible to the growing number of people who 
wish to visit it. Hundreds now make the rough trip; but thousands 
are yearly turned away because of the impassible jeep road—and as the 
monument is placed on all road maps. People cannot understand its 
inaccessibility. 

B. The New Mexico Fish and Game Department owns a large ranch 
at the confluence of the Middle and West Forks of the Gila River. 
Through this property the trail to the Gila Cliff Dwellings National 
Mounment passes. The full usefulness of this ranch to the fish and 
game department is hampered by lack of a good road. The proposed 
road will remedy the situation. 

C. The principal point of entry to the Gila wilderness area is close 
to the monument. A 500,000-acre paradise of forest, river and canyon 
scenery buried in the vast Gila National Forest; this region would, 
after the construction of the road, be accessible to larger numbers of 
hunters, fishermen, and nature lovers. 

D. Much of the difficulty of the Forest Service in supplying fire 
fighters in the large area adjacent to both road and national monu- 
ment, will be obviated by the construction of the access road. ; 

E. A large and beautiful area of stream and forest would be opened 
for recreational purposes. Campsites along the Gila River would be 
established and supervised by the National Forest Service, all within 
the Gila National Forest. 

The Forest Service has set aside in the Gila National Forest a cor- 
ridor 1 mile wide. Through this the present jeep trail goes. Com- 
petent engineers assure us that ample land for locating the proposed 
road is thus available. The Grant County road superintendent has 
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provided an estimate of the cost of constructing the major portion 
of the road, and a copy of this is attached to this statement. 

Mining activity in Grant County is today at a minimum due to the 
low price of metals. As a result unemployment with its attendant 
hardship are felt there, and Silver City has been hard hit. 

At 6,000 feet elevation, Grant County and Silver City mney an un- 
surpassable climate. It is the gateway to the 2,500,000 acre Gila Na- 
tional Forest which includes within its boundary 4 mountain ranges 
and the 3 forks of the upper Gila River. Magnificent scenery for 
the nature lover, fish and game in abundance for the sportsman, and 
for the scientific minded, ruins and prehistoric sites of a people long 
vanished are here. Too long have the people been shut out of this fair 
section of their country. 

May we ask your careful consideration of the road, as outlined 
above, making possible the greater Gila Cliff Dwellings National 
Monument. 

Please enter this memorandum as part of the minutes of the meeting. 

Senator Cuavez. I was in Silver City one time and met with you 
boys in reference to this matter and I can tell you that this is not 
going to be forgotten. 

Mr. Parsons. Thank you. We have attached a contour map of the 
proposed road in the extent of the roads covering 50 miles and I would 
be glad to answer any questions in that connection at this time. 

Senator Gore. Well, would you be satisfied with this 120- to 150- 
year proposition that was just mentioned by Mr. Cliff? 

Mr. Parsons. No, sir. We want to make that area accessible as soon 
as We can. 

Senator Gore. The residents of the area which you represent want 
to see some developments within their lifetimes? 

Mr. Parsons. Yes. Yes indeed, and within the lifetime of the very 
old people too. 

Senator Gor. Well, the committee appreciates your testimony and 
with the support which has already been expressed here by the chair- 
man of the Senate Public Works Committee and with the interest of 
the senior Congressman of the State and Senator Anderson, I am sure 
that this development will have expeditious consideration and the 
committee thanks you very much. 

Mr. Parsons. Thank you. May I make one brief statement? We 
can’t expect the Forest Service to enlarge the monument but if we 
could have the road first, the enlarged monument would follow. It 
is not a question of which will come first, the chicken or the egg. The 
egg must come first. 

Senator Gore. Thank you. The next on our list is Mr. Mike Rex- 
road who is here from the Las Vegas, N. Mex., Chamber of Commerce. 

Mr. Rexroap. I appreciate the opportunity to appear before this 
committee this day in behalf of the forest road into the Santa Fe 
National Forest from Gallinas Canyon to Pecos River Valley. With 
your kind permission I will not read all of this statement which I have, 
but I will merely summarize it and file the statement for the record. 

Senator Gorr. The committee appreciates that and your statement 
will be printed in the record and the committee will now be pleased to 
hear your summarization. 
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Mr. Rexroap. Mr. Chairman, for many years this road from Gal- 
linas Canyon to Pecos Valley has been advocated by the people of 
northeastern New Mexico. In fact in 1906 during the administration 
of Theodore Roosevelt this road was surveyed and in 1923 the State 
of New Mexico by legislative action passed a law authorizing this 
road. From 1923 to the present time the road has not been built. The 
reasons for this road are both economical and recreational. In fact, 
I might digress a little bit there and say that in San Miguel County 
and part of northeastern New Mexico, our county has the lowest in- 
come per capita of any section of the United States. It has an average 
income per capita of $720. Mora County over north here, has an 
average income of $570. 

Senator Gore. You can’t send many children to college on that, can 
you? 

Mr. Rexroap. No, sir. I might even give you figures on that, too, 
sir. In New Mexico an average of 19 percent of the students graduat- 
ed from high school go to college. In our area, only an average of 7 
percent of all students graduate from high school and go to college. 

Senator Cuavez. May i interrupt? 1 know Mr. Rexroad and I 
know the area he is referring to. Mr. Rexroad and Dr. Donnelley of 
the Highland University have informed me that many of the students, 
boys, fine young men, I am sure, cannot even pay for their meals. Is 
that correct ? 

Mr. Rexroap. That’s correct, sir. 

Senator Cuavez. And if they could receive the proper education 
they would make fine citizens and a real contribution to the community. 

Senator Gore. I would like to observe at this point, Mr. Chairman, 
that recently I was in Russia. I went through the University of Mos- 
cow. I don’t think we ought to ape the Soviet system for to do so 
would be to lose the basic way of life that we want to preserve, but I 
must say that they have found a way to afford every boy and girl] with 
the mental capacity and the determination and the desire to do so, a 
college education. I have heard you express your views that this coun- 
try should make college education more readily available, not just to 
the privileged economic groups, but to all the boys and girls of our 
country. I think that the plight, the crisis, that we are in now in the 
cold war contest makes the situation more urgent and illustrates the 
views you have been expressing and I wish to bring this to your 
attention. 

Mr. Rexroap. The building of this road will bring in a total esti- 
mated volume of timber of 40 million board-feet from the Santa Fe 
National Forest where they have selected timber cutting. If this pro- 
jected forest road is built it will also provide a great wide recreation 
area that is now not available to the people of New Mexico for recre- 
ation purposes. It has been said that this area probably contains some 
of the finest scenic views and recreational area in the whole of the 
Southwest and I will file with the committee pictures and maps to sub- 
stantiate this statement. The general elevation of the Santa Fe Na- 
tional Forest ranges from 8,220 feet to 11,661 feet, on Elk Mountain 
up to 13,306 feet on South Truchas Peak. Indeed, it is a most grand 
sight when you travel through this area on horseback, Now this pro- 
posed road, the first section of 6.7 miles extends from State Road 65 
to Evergreen Valley. I have been given figures by the United States 
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Forest Service, these are only estimated figures, as to the cost to re- 
build the 6.7 miles of road which is estimated at the approximate cost 
of $35,000. The second section of 8.6 miles of nonexisting road ex- 
tends from Evergreen to Elk Mountain Divide. To rebuild this 
timber access road will cost approximately $76,000. The design of 
this road to be constructed will be a 16 foot timber access road and will 
serve for one-way travel. Now the third section of the road, 12.2 miles 
extends from Elk Ridge on Elk Mountain in a westerly direction to 
State Highway 63 in the Pecos Valley and the rehabilitation of this 
road will cost $120,000, making a total of $231,000 for rebuilding and 
building new roads. 

The Santa Fe National Forest is one of the finest forests in the 
whole southwestern area. It contains 1,274,289 acres. Now located 
in the Santa Fe National Forest is the Pecos wilderness area and I 
want to make it very clear that this road will not in any way interfere 
with the Pecos Wilderness. However, it will make it possible that if 
in this magnificent Pecos Wilderness, should ever a fire break out, that 
the Forest Service would be able to get fire equipment in this area. At 
the present time, due to the condition of the road, that would not be 
done. They would not be able to get fire equipment into that area 

Senator Crravez. May I tell Senator Gore that the Pecos Wilderness 
is one of the 10 or 12 wonders of the United States? When you say 
Pecos Wilderness, the whole United States would enjoy its beauty, but 
you cannot touch a tree and you cannot have a picnic. It is just a 
wilderness such as they have in other States of the Union. 

Mr. Rexroap. The recreational possibilities if this road is built are 

ractically unlimited, but due today to the inaccessibility of the road 
into the Santa Fe National Forest, particularly to the eastern side, the 
recreational facilities are very limited. This road will make available 
about 214 times probably the recreational areas that are now available, 
particularly in the Gallinas Canyon, and while there are 186 miles of 
fine trout streams in the Santa Fe National Forest, and also mountain 
lakes—I am not saying that this road would make it possible for every- 
one to race to the streams—however it would make access much easier. 
The saddle to the north of Elk Mountain in which Hollinger Canyon 
heads and through which the supposed road would pass contains an 
area on the east slope which has good possibilities for development into 
a winter sports area. The average elevation of this point is at least 
11,000 feet and ski runs up to 1 mile in length could be developed as 
well as slopes for beginners, intermediates and experts. It is a natural 
ski area, so I have been told by individuals who know this area, and 
the scenery which I have mentioned before is probably the grandest 
that there is in all New Mexico, and construction of a combination ski 
run and summer resort would make it possible for greater numbers of 
people to enjoy the outstanding recreational values. Mr. Chairman, 
that completes the summarization of my statement. I would be glad 
to answer any questions that any of you might have. 

Senator Gorr. Thank you for your statement. We appreciate it. 

Senator Cuavez. May I for just one moment state while Mr. Rex- 
road is here, that I notice from the record the chart attached to his 
report, that the Santa Fe National Forest, that of the allowable cut, 
only 44 percent is cut and on the State 53 percent of the allowable cut 
is going to be cut in Santa Fe County. The county revenue loss, 
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statewide, is going to be $119,300, and the genera] treasurer loss will 
be $477,200 a year because the timber can’t be cut because there is no 
road available to get into there to do it. I would like to insert that 
into the record. 

Mr. Rexroap. Senator Chavez, I want to point out that this road 
we wish to construct would greatly alleviate this situation and make 
available 4 million feet of timber a year if we had this proposed road. 

Senator Gore. Thank you. The table to which Senator Chavez 
referred will be printed in the record at this point. 

(The table is as follows :) 


New Mesxico 


























1956 1957 
= et ate tee an ote apna—aee 
| Allow- | Actual Per- | Payment| Payment} | Per- | Payment) Payment 
Forest and percent | able | cut, cent | to coun- | if full cut | Actual | cent | to coun- | if full cut 
in New Mexico | cut! 1956! | cut | ties, tim-| had been! cut! cut | ties from | had been 
bercut | made | timber | made 
———— | ___ i etl acettarete Al al elect | —| — 
Cattom........ ----| 22,500 11, 452 51 $25, 600 $50, 200 | 10, 431 46 $24, 100 | $52, 400 
Cibola. : | 18,000 | 22,527 125 | 62,750) 62,750 | 19,843; 110| 54,150 54, 150 
Gia 0). -- 32, 700 16, 412 | 50 | 226,500 | 253,000 15, 696 4844 | 220, 400 2 42, 500 
Lincoln... ------ | 12,400 | 15, 585 125 41, 700 41,700 | 10,122; 82) 19, 400 23, 650 
Santa Fe____.._______| 41,000 | 18,709! 46! 39,250 85, 300 18,071 | 44) 35,900 | 81, 600 
Apache (57) _-..._._-- 68, 500 49, 254 7 58,050 | 80,600 51, 172 75 | 55, 550 | 74, 050 
Coronada (4)_ _-____- 6, 000 1, 052 18 100 | 500 | 1, 470 25 | 150 600 
Total...._._.| 201,100 | 134,901 | 67 | 253,950 | 374,100 | 126,805 | 63| 209,650 328, 950 
County revenue loss _|-_-__--- | } 120, 150 a 119, 300 
Total treasury loss___|_-._.-_-.|- i 480, 600 1S -| sais ess 





' Thousand board-feet. 
2 These figures represent the percent of payment to New Mexico counties. 





(The prepared statement is as follows:) 


STATEMENT PRESENTED BY MR. REXROAD OF THE CHAMBER OF COMMERCE, LAS 
Veeas, N. Mex., oN Forest Roap THROUGH THE SANTA FE NATIONAL FOREST 
FROM GALLINAS CANYON TO THE Pecos RIVER VALLEY 


For many years interested individuals in the State of New Mexico have 
advocated a road west from the Gallinas Canyon, which lies northwest of 
Las Vegas, N. Mex., to Rosella in the Pecos River Valley. The recommended 
road will lie entirely within the Santa Fe National Forest and outside the 
southern boundary of the Pecos wilderness. This proposed road according 
to accounts in the Las Vegas Optic, a daily newspaper, was advocated as 
early as 1906. 

In 1923, the State of New Mexico, by legislative action, voted a State high- 
way from the Gallinas Canyon west to the Pecos River Valley by the way of 
Elk Mountain ; however, the road was never built. 

From 1923 to the present time, the people of Las Vegas and northeastern 
New Mexico have long requested that the Federal or State government take 
positive action to build a road. The reasons for the road are both of an 
economic and recreational nature. 


ECONOMIC REASONS 


San Miguel County is a part of that complex of northeastern New Mexico 
counties that have the lowest income per capita of any area in the United 
States. The estimated income per capita in San Miguel County is $720 per 
year while Mora County, on the northern boundary, has a $570 per capita in- 
come. The United States Forest Service advises that there are an estimated 
40 million board-feet of timber in the Santa Fe National Forest that will be 
made available for selective timber when the projected forest road is built. 
Timber cutting and lumber processing from this 40 million feet will be a great 
help to an economically depressed area. 
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CLIMATE 


The annual average moisture fall ranges from between 28 to 36 inches in the 
Santa Fe National Forest. Snow in the high country lasts generally from 
November 1 to April 15. The sun shines 320 days out of the 12-month period. 
However, there are rapidly changing weather conditions, both pleasant and 
unpleasant. The weather is deceptively mild and the spring and fall have 
characteristics of suddenly changing to inclement weather. Upper portions 
of the Pecos high country and Elk Mountain area have a near subalpine climate 
above timberline. 

TERRAIN 


The general elevations of the Santa Fe National Forest ranges from 8,220 
feet in Evergreen Valley, to 11,661 feet on Elk Mountain; 12,000 feet on San 
Bernadino Mountain to 13,306 feet on South Truchas Peak. 


PROPOSED FOREST ROAD 


The road in question starts from State Highway 65 near Gallinas, 2 miles 
outside the forest boundary, and extends in a westerly direction approximately 
27.5 miles to State Highway 63 near Rosella. 

The first section of 6.7 miles of existing road extends from State Road 65 
to Evergreen. The road in this section is low class, narrow, with sharp curves, 
and steep grades. The estimated cost to improve this road for timber hauling 
is $35,000. 

The second section of 8.6 miles of nonexisting road extends from Evergreen 
co Elk Mountain Divide. This section is scheduled for future construction 
under the timber access road program. 

The design of the road to be constructed will be suitable for timber hauling 
but not for tourist travel, and will be 16 feet wide, with grades up to 8 percent 
and curves with a minimum radius of 100 feet. The estimated cost for this 
section, for a 16-foot road suitable for one-way traffic is $76,000. 

The total estimated volume of timber that is planned to come over this 
road, once the preceding sections are constructed from the Las Vegas area is 
40 million board-feet. It is planned that this will be removed at a rate of 
about 2 million to 4 million board-feet per year. 

The third section of 12.2 miles of existing road extends from Elk Ridge in 
a westerly direction to State Highway 63. This road is suitable only for jeep 
travel at the present time. It is 9.5 miles from Elk Ridge to Willow Creek. 
The 2.7 miles from Willow Creek to State Road 63 is 12 to 14 feet wide, with 
grades up to 10 percent. 

The estimated cost to improve this section to a 1-lane Forest Service ad- 
ministration road is $120,000. This portion of the road is not scheduled for 
improvement under the timber access road program. 

The total estimated cost to construct the 27.5 miles of road to a Forest 
Service administrative timber access road is $231,000. Although the Forest 
Service does not construct roads for fast tourist travel, it is estimated that 
a road suitable for that travel will be 26 feet wide with 6 percent grades and 
cost about $87,000 per mile for 25 miles, or $2,175,000. 


SANTA FE NATIONAL FOREST 


The Santa Fe National Forest contains 1,274,289 acres. Within this area is 
located the Pecos wilderness area comprised of 165,000 acres. The area, lying 
in the north central section of New Mexico covers parts of three counties, San 
Miguel, Mora, and Santa Fe. 

The only appreciable highway extending into this area runs from the village 
of Pecos north along the Pecos River to Cowles, N. Mex., in the upper Pecos 
River Valley. 

Information covering the recreational and scenic attributes are covered in 
detail later in this report. 

RECREATION 


Recreation use on the Santa Fe National Forest, including the Las Vegas 
and Pecos areas which the proposed highway would serve, has increased tre- 
mendously during the past 5 years. It is anticipated that this trend will con- 
tinne making it necessary to provide additional campsites and facilities in 
order to meet the demand. Last year approximately 5,000 people visited Santa 
K'e National Forest. Most of these individuals entered through Pecos, N. Mex. 
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At least 75 percent of the reported use of the Las Vegas district occurred in 
the Gallinas Canyon area. Had the Pecos-Las Vegas Highway been con- 
structed, it would undoubtedly have been used by many of these visitors and 
attracted many others. The use reported on the upper Pecos district for the 
period 1952 through 1956 indicated an increase of recreation visits of at least 
214 times for the 5-year period. Here, too, it is probable that a large percent 
of the users of the Pecos Canyon would also make use of the recreational 
values along the Pecos-Las Vegas Highway if and when it is constructed. 

That part of Gallinas Canyon from the forest boundary to Evergreen Valley 
would be more adequately served by the proposed highway. The present inade- 
quate road furnishes access to 10 forest camp and picnic areas having a capac- 
ity of 41 sets. The area also contains 1 organizational camp, the Gallinas sum- 
mer home area consisting of 19 summer homes as well as private accommoda- 
tions for recreational users located on private lands in the canyon. 

With the construction of approximately 1 mile of spur road up Gallinas 
Canyon from the proposed Pecos-Las Vegas Highway, at least 2 miles of fishing 
stream and 30 acres of good camp and picnic sites would be made easily 
accessible for public use above private lands in Gallinas Canyon. 

The proposed route would also make available stream bottom camp sites and 
open to public use approximately 1% miles of fishing stream in Burro Canyon. 

Along the proposed route on the east bank of Burro Canyon are suitable 
locations for organizational camps and summer home areas if needed. 


HUNTING AREA 


The hunting in the Santa Fe National Forest is counted as one of the better 
areas of New Mexico. The forest abounds in wild game of all the species to 
be found in the Southwest. Deer and bear are plentiful and ruffed grouse 
hunting is the best to be found in New Mexico. An elk herd in excess of 800 
ranges in the forest and is the largest to be found in the Southwest. The whole 
of the Santa Fe National Forest contains 186 miles of fine trout streams, and 
11 mountain lakes. 


SKIRUN 


The saddle to the north of Elk Mountain in which Hollinger Canyon heads 
and through which the proposed road would pass, contains an area on the east 
slope which has good possibilities for development into a winter sports area. 
The average elevation at this point is at least 11,000 feet. The snow load is 
heavy and the skiing season can be expected to be near the maximum for this 
territory. Ski runs up to 1 mile in length could be developed as well as slopes 
for beginners, intermediates, and expert skiers. 

The south boundary of the Pecos wilderness area is about 1 mile north of 
the proposed winter sports area. Construction of a combination ski lodge and 
summer resort with accommodations for pack trips into the wilderness area 
would make it possible for greater numbers of people to enjoy these outstand- 
ing recreation values. The only such accommodations now available are at 
Cowles at the end of the road on the Pecos River. 


SCENERY 


The proposed route extending east along the top of the main divide to 
Willow Canyon is exceptionally scenic, perhaps one of the best in the State. 
It affords outstanding views of the snow-covered peaks in the wilderness area to 
the west and north, and of Hermits Peak to the east of the plains beyond. 
There are attractive sites along this portion for the route which could be 
developed for public camping and picknicking to accommodate the many fish- 
ermen, hunters, hikers, and sightseers who would likely be attracted to the 


area by a good road. 

Senator Gore. Due to the unexpectedly large turnout and the large 
number of witnesses who have asked to appear before this committee, I 
would like to request that each witness, as he appears before us, try 
to conclude his statement in 5 minutes. Otherwise, we cannot accom- 
modate the number of Roope who have come here today. Next on 


our list is Mr. Duncan M. Lang. We will be pleased to hear from 
you, Mr. Lang. 
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Mr. Lane. Thank you, sir. I have no specific ax to grind 

Senator Gore. Would you speak a little louder so that the people in 
the back of the room can hear you. 

Mr, Lana. I have no specific ax to grind. I am representing the 
Duke City Lumber Co. located here in Albuquerque. The Duke City 
Lumber Co. operates 2 medium-sized mills in northern New Mexico 
and they have from 2 to 3 contract mills operating on national forest 
stumpage. The lumber yard finishing plant, molding plant, dry 
kilns and other appurtenances and facilities are located here in Albu- 
querque, where their output from their mills are consummated and 
further processed. The company has been, not only delayed, but 
purely prevented from poner lumber at its mills and delivering it 
to their finishing plant for periods of from 1 to 2 days to as much as a 
month or 6 weeks, and in winter, for several months. It is a deplor- 
able situation, the condition of the roads in that portion of New 
Mexico, where the mills are located. 

Senator Gore. If you could operate on an annual basis ? 

Mr. Lane. How is that, sir? 

Senator Gore. If you could operate on an annual basis, it would 
result in not only more, but a steadier income, to both the Federal 
(yovernment and the State and county government. 

Mr. Lana. State and county government and other local people 
who work at the mills. That is State Road 96, I believe it is, that ex- 
tends from Rio Chama through to Coyote, and eventually Espanola. 
1 think this present road is a disgrace to the State of New Mexico. It 
is entirely unsurfaced from a point about 8 miles from the town of 
Regina and after even a little shower lasting 15 to 20 minutes, this 
road becomes an impassable quagmire. It is just impossible to travel 
down there if you ever saw a road like that. You probably have never 
seen a road like that one. The situation is surely deplorable and I 
understand that funds are available now and the contracts will be 
let. Also I understand that the contracts could not be let at the time 
because the contractors could not get on the ground to do the road. 
The operators on national forest lands have of necessity had to con- 
struct access roads on a piecemeal basis to meet the needs of compara- 
tively small areas of national forest timber offered for sale from time 
to time. I want to say that the Duke City Lumber Co. whom I repre- 
sent is highly favorable to Senate bill 1136, which would provide for 
adequate authorization for funds for construction of forest highways 
and access roads, 

Senator Gore. Let me ask you if you think that, in addition to pro- 
viding adequate authorization, Congress should undertake to require 
the actual use of the authorizations and the expenditures of the funds 
which it appropriates ? 

Mr. Lane. I certainly do. I think that that should be an absolute 
requirement and the funds should be allocated and expended for an 
iull-surface road, I mean by that a lumber surface all-weather road 
that can be used by all users of national forests and the general public 
as well. 

Senator Gore. Thank you very much for your appearance here to- 
day. Your statement will appear in the record. 
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(Mr. Lang’s prepared statement is as follows :) 


STATEMENT OF Mr. DuNCAN M. LANG, OF THE DUKE City LUMBER CO., ALBUQUER- 
. QUE, N. Mex. 


The Duke City Lumber Co., with lumberyard, finishing plant, molding plant, 
dry kilns and appurtenances located in Albuquerque, N. Mex., processing some 40 
million feet of lumber annually, most of which comes from national forest lands, 
is deeply interested in the provisions of 8. 1136. 

Duke City operates 2 company-owned mills in northern New Mexico, pro- 
ducing in normal years upward of 15 million feet of lumber, and has for a number 
of years operated from 2 to 3 contract mills, cutting national forest timber 
and producing an additional 10 to 12 million feet. In addition, Duke City pur- 
chases largely from local mills an additional 15 to 20 million feet for processing 
at its Albuquerque plant. 

Duke City’s operations have been heavily curtailed for periods of from a 
few days to as much as several months, due to inability to deliver logs to mills 
and lumber to the central plant at Albuquerque over the unsurfaced dirt roads 
which become impassable quagmires during periods of heavy precipitation. 

At the present time Duke City has under contract some 40 million feet of 
national forest timber and hopes to continue sustained yield operations on na- 
tional forest lands for many years to come. 

Duke City is also interested to the extent of some 60 million feet in private 
holdings in Arizona, where they own the timber on odd sections and the even 
numbered sections are national forest lands. 

There is a crying need for orderly development of an adequate system of all- 
weather national forest highways and access roads to develop the production 
potential of the public timberlands of the Southwest up to sustained-yield 
limits. 

In the past, with some exceptions, the operators on national forest lands have 
of necessity had to construct access roads on a piecemeal basis to meet the needs 
of comparatively small areas of national forest timber offered for sale from time 
to time. Under this system the Forest Service has of necessity had to consider 
largely the needs of the immediate future and consequently have not been able to 
require as high standards in road construction as would be desirable were it 
possible to plan for long-time road development which would open up exten- 
sive bodies of timber situated 10 to 20 years ahead of present operations. 

Further objections to the past system are: 

Heavy investment by operators for road construction equipment over and 
above equipment needed for logging purposes. 

High per-thousand cost of road construction to tap a given unit of timber un- 
der contract, when further on a much greater volume of timber will become 
available by extension of the operator constructed road—with the danger al- 
ways inherent in open competitive bidding of the operator losing the chance 
to continue operating. 

Operators are primarily loggers, not road builders, and since their roadbuild- 
ing is usually confined to construction to tap individual sale units, instead of 
an overall program designed to tap the entire body of timber feeding to one or 
more central locations, they are at a distinct disadvantage in endeavoring to 
contract road construction since well equipped and efficient contractors are not 
interested in minor construction projects. 

Operators are capable and are equipped to construct minor spur roads needed 
to bring logs from woods to main access roads, and the construction of these 
secondary roads which are usually cross-drained and abandoned upon comple- 
tion of logging may well be left to them. 

Primary road construction serving multiple use of the national forests should 
be a function of the Federal Government. A Federal program with long-range 
planning of well constructed and designed all-weather roads to meet the long- 
time overall needs of the public agency concerned seems to be the answer. 

Under such a program, straight timber access road would be largely self- 
amortizing, since appraised stumpage values will be increased because of the 
relief of the burden of main road construction and savings in logging and lum- 
ber delivery costs due to cheaper hauling cost over such roads. 

Senate bill 1136 would seem to meet the needs of the situation, as the bill— 

1. Authorizes substantial funds to carry out a long-range program on the 
national forests. 
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2. Provides for cooperative deposits by private timber owners where applicable. 

3. Provides for an equitable fee system for the use of Federal constructed 
access roads where this system best meets the needs of the situation, and 

4. Where needed, provides for granting easements to, or enter into lease of 
permit agreements with owners of private property in the vicinity of national 
forests. 


Duke City Lumber Co. is deeply interested in the development of an adequate 
system of all-weather highways and access roads on the national forests of the 
Southwest, since it is firmly of the opinion that moneys so spent will be fully 
returned in longtime benefits to the people of the Nation, and is in favor of 
legislation such as 8. 1136 to accomplish this end. 

Senator Gore. The committee will next hear Mr. J. G. O’Connor. 
However, before we start, I would like, in order to save time in chang- 
ing witnesses, to read the list of the following witnesses names so 
that they may be ready to take the chair. I hope the proceedings may 
go a little more rapidly. 

(Senator Gore then read list of witnesses. ) 

Senator Gore. Our next witness will be J. G. O’Connor, manager 
of the Gallup-McKinley County Chamber of Commerce. 

Mr. O’Connor. Gentlemen, I would like to speak to you today on 
Highway 32, which is one of the largest undeveloped stretches from 
U. S. 60 south to a point north of Reserve, N. Mex. and lies almost 
entirely in the Apache National Forest. I represent in addition to the 
McKinley County Chamber of Commerce, the roads committee of the 
town of Gallup, the county commission of the county of McKinley. 
I am here also on behalf of the town board of the town of Gallup and 
Silver City, Catron County board of commissioners, and I also rep- 
resent people from Fencelake, Kimato, Apache Creek, Aragon, Re- 
serve, Glenwood, Pleasonton, and other interests beyond that point. 

Senator Gore. I would like to inquire at this point whether this 
road would be within the United States forests area ? 

Mr. O’Connor. Parts of it; yes, sir. 

Senator Gore. What part of it? 

Mr. O’Connor. About 40 miles in Catron County. 

Senator Gore. And what is the mileage of the road involved ? 

Mr. O’Connor. The total mileage of the whole road would run in 
excess of 250 miles. 

Senator Gore. Then only a 40-mile section is related to the forest 
highway program and the rest would be under the secondary road pro- 
gram for which the Federal Government would provide 50 percent. 

Mr. O’Connor. Yes, sir. 

Senator Gore. Have you discussed this with the State highway 
department ? 

{r. O’Connor. Yes, sir. Several of us met on October 20, 1957, 
and made an inspection trip of this road into Reserve, N. Mex., and 
I have here notes which I would like to go into the record giving our 
observations from this inspection trip as to the condition of that road. 
As we have stated in here, the project would take the New Mexico State 
highway department as scheduled through the fiscal year 1959 to 1960. 
Now 30 some miles of this stretch is national forest and the county is 
hard pressed financially due to the fact that a large portion of the 
county is Federal land and they are hard pressed to provide roads from 
those funds, and therefore we particularly refer that item to this 
committee. I would like to point out that our intent in the overall 
road is to provide a road from Colorado to El Paso. The completion 
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of this route from the Colorado State line to El Paso, Tex. will create 
the only north-south road in the western half of the State. This road 
will serve over 30 New Mexico communities. With New Mexico’s 
interests primarily in mind, this route will open up for development 
an area from U. g. 66 south to a line through Silver City, and from 
the Arizona State line to the Rio Grande River. This area comprises 
approximately 20,000 square miles over relatively virgin country. 
Approximately 12,000 miles of this area is without even telephone 
service and the nearest doctor to the Quemado area is about 50 to 55 
milesaway. Itis particularly important to note, and I mention again, 
the fact that this area of approximately 12,000 square miles without 
any telephone service is an area equal in size to many of our Eastern 
States. 

Senator Gore. Not Tennessee. 

Mr. O’Connor. No, not Tennessee. This road would open up this 
vast country there and provide opportunity for communication be- 
tween the various communities. It would make available to the public 
various national monuments including the Four Corners uranium 
area where there is uranium reserve. 

Senator Gore. I would like to make it clear for the record I didn’t 
refer to Tennessee as an Eastern State. We are South. 

Mr. O’Connor. I think that this should be very pertinent to this 
committee’s interests primarily in regard to forest and park areas and 
national monuments, and completion of this road is imperative, par- 
ticularly in regard to the matter of this 40 miles of undeveloped land 
we need to be provided with a park to park road that would serve the 
area. Beginning with the Cibola National Park on the east side of 
the State through the Carlsbad National Park ending up with the Gila 
Cliff Dwellings National Monument, it would serve a total of 18 to 19 
national parks and monuments, including forests and Indian reserva- 
tions. To the people of Catron County, the road would open up a vast 
new area in western New Mexico. 

Senator Cuavez. Tell me this, has the county of Valencia or the 
State of New Mexico or the Government spent anything on the road 
from Grants to Fence Lake ? 

Mr. O’Connor. From Grants to Fence Lake; yes, sir. That isa com- 
pleted road. 

Senator Cuavez. It is not black topped, but it is completed ? 

Mr. O’Connor. Yes. A good portion of it is black topped. 

Senator Cuavez. Now we are talking about the road from Fence 
Lake in Catron County ? 

Mr. O’Connor. That section would be from the Junction of New 
Mexico Road No. 36 and New Mexico Road No. 53 south to Fence Lake. 
That whole section is in poor condition. There is some gravel surface 
on that section of the road. 

Senator Gore. I gather you are not entirely for the 150 years to 
accomplish this. 

Mr. O’Connor. We have been talking about this particular road for 
25 years now, and I guess another hundred years isn’t going to make 
muh difference. 

Senator Gore. The committee thanks you very much for your ap- 
pearance here today. 





FEDERAL HIGHWAYS AND FOREST ROADS 35 


(Statement of J. G. O’Connor is as follows:) 


A REQUEST FOR ASSISTANCE IN THE DEVELOPMENT OF NEW Mexico HicHway No. 
32 SUBMITTED TO THE SUBCOMMITTEE ON PUBLIC ROADS OF THE SENATE COMMITTEE 
ON PUBLIC WoRKS. 


Presented by J. G. O’Connor, manager, Gallup-McKinley County Chamber of 
Commerce for— 


Roads Committee, Gallup-McKinley County Chamber of Commerce, the 
town of Gallup, N. Mex. 
The County Commissioners, County of McKinley in New Mexico, and also 
on behalf of the—County Commissioners of Catron County; and 
An association of representatives from the following communities: Fence 
Lake, Quemado, Apache Creek, Aragon, Reserve, Glenwood, Pleasonton, 
Cliff, Buckhorn, Riverside, and Silver City, N. Mex. E 
(Copy of letter sent to Dennis Chavez United States Senator on November 15, 
1957 : 
; GALLUP-MCKINLEY COUNTY CHAMBER OF COMMERCE, 
Gallup, N. Mex., November 15, 1957. 
DENNIS CHAVEZ, United States Senator 
Chairman, Senate Committee on Public Works, 
Through D. F. Mollica, Gallup, N. Mev. 


DeAaR SENATOR CHAVEZ: At the meeting on September 25, 1957, when you met 
with representatives of the Gallup City Council and the Gallup-McKinley Coun- 
ty Chamber of Commerce we discussed the development of New Mexico High- 
way 32 south from Gallup. 

It is our hope, and evidently yours, that through cooperative efforts we will 
be able to realize, in the not too distant future, a completely paved road serv- 
ing the western half of the State of New Mexico from Colorado to El Paso, 
Tex. 

As you will see from the enclosed map, one of the largest undeveloped 
stretches (39 miles) from U. 8S. 60 to south to a point north of Reserve, N. Mex., 
lies almost entirely in the Apache National Forest. It would seem to be a hard- 
ship on the taxpayers of Catron County to underwrite this development in view 
of the fact that such a large percentage of Catron County acreage is forest 
lands which produce little or no revenue in taxes for the county. We under- 
stand that you and Senator Albert Gore of Tennessee are holding a hearing in 
Albuquerque during the first part of December relative to national park, monu- 
ment, and forest roads. We might suggest to you that from this meeting some- 
thing might come to provide the necessary funds for this road. 

In the enclosed report of condition of New Mexico 32, in the last section you 
will find some comment that may be helpful to you in establishing New Mexico 
32 as an outstanding “park to park” route. 

We hope that the enclosures will be of assistance to you in assisting us, the 
people of western New Mexico, on completing this all important north-south 
route. 

If we can provide you with any additional assistance we are at your disposal. 

Hoping to hear from you in the near future in regard to this matter, I re- 
main 

Very sincerely yours, 
J. G. O’Connor. 


Copy of highway condition report made by Gallup-McKinney County Chamber 
of Commerce Road Committee: 

On October 20, 1957, Mr, Allen Rollie, chairman of the Gallup-McKinley County 
Chamber of Commerce Road Committee, Mr. M. L. Woodard, member of the 
committee, and Mr. J. G. O'Connor, secretary-manager of the chamber of com- 
oe made an inspection trip on New Mexico State Highway 32 to Reserve, 
N. Mex. 

The inspection trip indicated that the road as of the date of the trip was in 
the following condition: 

(1) The 10 miles south from the junction of N. M. 32 and N. M. 53 is dirt, 
undeveloped, and is the worst section on the entire route. 

(2) The balance of New Mexico State Highway 32 south to Fence Lake, N. 
Mex., is a graded but unsurfaced road. 
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(3) The route from Fence Lake, N. Mex., to Quemado, N. Mex., via Salt Lake, 
is relatively undeveloped with some grade. 

(4) The alternate route from Fence Lake, N. Mex., to Quemado, N. Mex., via 
Trechado, N. Mex., was not traveled. It is our understanding that this route is 
up to grade and that 5 miles north from Quemado, N. Mex., is graveled. 

(5) The section of U. 8. 60 between Quemado, New Mexico State Highway 32 
to the south is fully paved. 

(6) South on New Mexico State Highway 32 from the junction N. M. 32 and 
U. S. 60 to Apache Creek, N. Mex., is relatively unimproved with some gravel 
on the southernmost end north from Apache Creek. 

(7) At Apache Creek, N. M. 32 joins with N. M. 12 which is paved to Re- 
serve, N. Mex. 

(8) West from Reserve, N. M. 12 joins with U. S. 260 which would be the log- 
ical routing to Silver City, N. Mex. According to information available, all of 
this road is paved. 

Construction schedules on this route through fiscal 1959-60 include the follow- 
ing, according to Burton Smith, chief engineer, secondary roads division, New 
Mexico Highway Department. 

(1) 1958-59, McKinley County: 9 miles south from the junction on N. M. 32 
and N. M. 53 as a participating project, costing a total of $370,000. 

(2) 1958-59, Catron County : Gravel 8 miles north on N. M. 117 from the north- 
ern end of the present gravel out of Quemado, N. Mex., costing a total of $240,000. 

(3) 1959-60, Catron County: Gravel 7 miles north from the end of the 1958-59 
project, costing a total of $250,000. 

(4) 1959-60, McKinley and Valencia Counties: Oil N. M. 32 north from Fence 
Lake to the junction of N. M. 32 and N. M. 53. 

Advance priorities tentatively agreed to by the various county commissions 
concerned as filed with the secondary road division of the New Mexico State 
Highway Commission: 

(1) Catron County: Following the completion of item (3) above, the first 
priority will be the completion of N. M. 32 north to the Catron-Valencia County 
line. 

(2) Catron County: The next priority will be for the first project of approxi- 
mately 35 miles (total) from the junction of U. 8S. 60 and N. M. 32 south to 
Apache Creek. It should be noted that all except about 5 miles of this road 
lies within the boundaries of the Apache National Forest. 

At the completion of the two above-mentioned advance priorities in Catron 
County the north-south highway from the Colorado State line to El Paso, Tex., 
would be in the following condition: 

(1) U. 8S. 666 from Colorado to Shiprock, N. Mex.: Paved. 

(2) U.S. 666 from Shiprock, N. Mex., to Gallup, N. Mex. : Paved. 

(3) N. M. 32 from Gallup, N. Mex., to the junction of N. M. 32 and N. M. 53: 
Paved. 

(4) N. M. 32 from the junction of N. M. 32 and N. M. 53 to Fence Lake, 
N. Mex.: Oiled. 

(5) N. M. 36 and N. M. 117 from Fence Lake, N. Mex., to the Valencia-Catron 
County line: Unimproved. 

(6) N. M. 117 from the Catron-Valencia County line south to Quemado, 
N. Mex. : Gravel up to grade. 

(7) U.S. 60 from Quemado, N. Mex., to the junction of U. 8. 60 and N. M. 32: 
Paved. 

(8) N. M. 32 from the junction of N. M. 32 and U. S. 60 to Apache Creek, 
N. Mex. : Gravel up to grade. 

(9) N. M. 12 from Apache Creek, N. Mex., to the junction of N. M. 12 and 
U. S. 260: Paved. 

(10) U. S. 260 from the junction of U. 8. 260 and N. M. 12 south to El Paso, 
Tex., via U. S. 260 to Silver City, N. Mex., to Deming, N. Mex., via U. 8. 70 
and 80 to Las Cruces, N. Mex., and via U. 8. 80 and 85 to El Paso, Tex.: Paved. 

The completion of this route from the Colorado State line to El Paso, Tex.., 
will create the only north-south road in the western half of the State. This road 
will serve over 30 New Mexico communities. 

This route will provide a rapid communicating highway from the oil, gas, and 
uranium rich “four corners area” to El Paso, Tex., where a substantial number 
of the parent companies maintain their home offices. 

From a purely New Mexico point of view this route will open up for develop- 
ment an area from JU. S. 66 south to a line through Silver City and from the 
Arizona State line to the Rio Grande River. This area comprises approximately 
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20,000 square miles of relatively virgin country. It is of particular note, particu- 
larly in this day and age that approximately 12,000 miles of this area is without 
even telephone service and that the nearest doctor to the Quemado area is about 
50 to 55 miles away. 

Specifically the opening up of this vast area will mean to the State of New 
Mexico: 

(1) An increase in the cattle, sheep, and agricultural interests of the area. 
It will mean to this area an opportunity to connect with transcontinental rail- 
roads at the Gallup railhead which will serve to expedite and economize on the 
shipment of stock to the west coast markets. 

(2) At the present time all of the “‘four corners” to El Paso traffic must either 
go east to connect with U. S. 85 or west to U. S. 666. The establishment of this 
new north-south road would save considerable time, mileage, and cost. 

(3) The development of this new road would improve to a considerable degree 
the economic condition of many of the 30 plus communities served by this road. 

(4) From a tourist point of view the development of this route will attract a 
large percentage of traffic from south-western Colorado and south-eastern Utah. 
This route could conceivably become one of the finest scenic, park to park routes 
in the country. This concept would immediately begin at Arches National 
Monument in Utah and end near the Gila Cliff Dwellings National Monument 
in the Gila National Forest and pass through or near the following: 

1. Natural Bridges National Monument 
2. Hovenweep National Monument 
3. Yucca House National Monument 
4. Mesa Verde National Monument 
5. Ute Mountain Indian Reservation 
3. Navaho Indian Reservation 
7. Aztec Ruins National Monument 
8. Canyon de Chelly National Monument 
9. Chaco Canyon National Monument 
10, Petrified Forest National Monument 
11. Painted Desert National Monument 
12. Zuni Indian Reservation 
13. El Morro (Inscription Rock) National Monument 
14. Cibola National Forest 
15. Apache National Forest 
16. Gila National Forest 
17. Gila Cliff Dwellings National Monument 
18. Through Las Cruces and El Paso this route would also connect with 
White Sands National Monument and the Carlsbad National Park. 

It is doubtful if there is a road in the entire country that serves as many 
national monuments, parks, and forests and other scenic attractions as this 
road would when paved to a point where it would attract transcontinental 
traffic. 


DECEMBER 1957. 


CATRON COUNTY’S MOST URGENT HIGHWAY NEEDS AS RECOMMENDED FOR STUDY 
COMPILED BY THE CATRON COUNTY BOARD OF COMMISSIONERS IN COOPERATION 
WITH THE ROAD PLANNING COMMITTEE 


Individual roads and need for service 


Highway 32—Gallup, Fence Lake, Salt Lake to Quemado, south from 
Quemado to Appache Creek at junction of Highway 12. 

1. Maps attached showing roads. 

2. By the completion of this road the possibility of an all weather route 
from Alaska to Mexico. 

8. By means of a north, south western New Mexico road you could keep the 
travelers and tourists in the State all the distance from Colorado to the 
Mexican border. 

4. As a tourist attraction this road would be accessible to 17 national and 
State monuments, on the route from Utah to Silver City, N. Mex. 

5. Such a road would link El Paso and the southern end of the United 
States with Gallup, the Indian capital of the world. 

6. Would give the oil companies working the four corner area an access to 
El Paso, Tex., where most of the major oil companies in the four corner area 
have headquarters. 
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7. Would intersect the highway coming from St. John, Ariz., to Quemado, 
which would bring tourists from Arizona into New Mexico, enroute to and 
from the Petrified Forest, Painted Desert, Grand Canyon, and Bryce Canyon. 
This would lead them by New Mexico's large Salt Lake with its large extinct 
voleano. This lake produces untold tons of salt for New Mexico and Arizona 
which is a source of revenue for the State of New Mexico as weil as a tourist 
attraction. 

8. Would make available virgin timber which at the present time cannot 
be harvested due to lack of roads. This would bring additional revenue to 
the county and Government. 

9. Would also make an ideal farm to market road. 

10. Two mail routes and four buses use this road, which at times is hazardous 
and impassable due to mud and snow. It is also used for people to get to the 
doctors and hospitals which are 50 to 70 miles of road travel for a lot of the 
people. There is no communication for miles which also makes it necessary to 
depend on roads. 

11. Over one-half of the taxable wealth of Catron County is in this area but 
it is not able to boast a north-south access road that is passable all the year 
round. 

12. There are three things that are essential to have a good thriving com- 
munity—churches, schools, and good roads. 


Highway 32—Gallup to Quemado, N. M. (north) 


A mail route three times a week goes from Quemado on present State 117 and 
State 36 to Fence Lake and returns via State 32 to Quemado. Two school buses 
pass over this route. Approximately 362 sections would be served by this road 
in Catron County, with an estimated cattle capacity of 3,000 head. One sheep 
company with approximately 4,000 head is in the area. 

In the future a large volume of cattle will move over this road to the rail 
center at Gallup and thence to the west coast, which is a much faster route to 
market, if highway construction is adequate. We estimate that the cattle ca- 
pacity of 3,000 head would produce approximately 1,700 head of saleable cattle 
yearly with a tonnage of 425. Sheep estimated at 4,000 head in the area produce 
on the basis of 1950 agriculture census 2,000 lambs at an annual tonnage of 
70. Sheared wool would be about 16 tons; 1,712 eultivated acres in the area, 
one-half of which would be planted to beans, which would yield at 3 sacks per 
acre, or 2,568 sacks. Fence Lake produced beans moved over the highway would 
would be 481 tons or a total of 609 tons of beans moved to market over the road. 
Other produce in the Fence Lake area moving over this road to market would 
be wool, lambs, hogs; with an approximate tonnage of 117. Total annual ton- 
nage moving out would be 1,237; 450 tons of feed, 48 tons of salt, and approxi- 
mately 62 tons of food, 30 tons of seed would move in on the highway for Catron 
County. An additional 815 tons of cotton-seed meal, 1,000 tons of hay are used 
in the Fence Lake community. Most of this would move into Fence Lake com- 
munity over proposed highway because of shorter route from hay and cotton 
producing areas. This makes a total tonnage of 2,505 tons. 


Highway 82, Quemade to Apache Creek 

Apache Creek to junction of U. S. 60. Distance of 39.5 miles. Needs re- 
construction and widening especially on Apache Mountain. A direct connection 
between Reserve junction west of U. S. 260 and junction on U. S. 60, 10 miles 
west of Quemade linking Catron County north and south. More than 30 families 
live along this route. 

In its present status it is not a passable route at all times of the year and 
people from Quemade and the north coming to Reserve must either go by Datil 
or Springerville, Ariz. Each a distance of about 114 miles. Over this route 
the distance is 61.5, or about half that of going by Datil or Springerville. This 
would be a shortent used extensively by people traveling from Silver City. 
Lordsburg, and Deming north to Gallup, Farmington, and into Colorado. The 
school-bus route for this area serves 27 students. Condition of this road in 
its present repair makes it often impassable. 

In the past approximately 5 million feet of lumber passed over this route 
yearly. At the present time 2 sawmills operate in the area, with a capacity 
of 2,500,000 feet per year, with a tonnage of 7,500. Livestock moved in and 
out for pasture are 900 head yearly. Total annual tonnage out is 9,397; incom- 
ing is 641. 
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Highway 12, west of Horse Springs, N. Mez., to Collins Park, Willow Creek, 
Mogollon to Alam. Highway 78, from Collins Park to Alma, intersecting 
at U. 8S. 260 at Alma 

1. A road in this area would make accessible a vast area of virgin-forest 
timber which at the present time due to lack of roads is not available for har- 
vesting. If this timber could be harvested it would bring additional revenue 
to the county and the Government. 

2. This road would give the ranchers and people living in the area a good 
farm-to-market road. 

3. A road into this area would open up additional fishing, hunting, and recre- 
ational areas that cannot be reached at the present time except on horseback. 
This would bring in more people and additional revenue for the county and also 
the State. 

4. This road would tend to open up the wonderful Gila Wilderness area which 
is noted for its beauty, hunting, fishing, and recreation. 

5. Also an access to the ghost town of Mogollon which is a worthwhile attrac- 
tion in any tourists’ trip. 

6. Only means are roads for reaching a doctor or hospital for some of the 
people it means many miles of travel, as roads are the only mode of travel 
in order to get out. 


7. In addition it is one of the best spots in the whole country to get out and 
forget it all. 
FAS 1154 and 141, lower Frisco to State Road 78, intersecting at Negrito air- 
strip, near (N. Bar) ranch 


1. A road into this area would make accessible virgin-forest timber which due 
to lack of roads cannot be harvested at the present time. This road would make 
it possible to harvest this timber and bring the county and Government much 
needed additional revenue. 

2. This would also make for a good farm-to-market road for the ranchers and 
individuals residing in this area. 

3. Beauty for the traveler is unlimited as well as an entrance to fishing, 
hunting, and recreational areas not before accessible. This is a mountain area 
that is out of this world as to scenery. 

4. Would be a good road out to the county seat and to the services of a doctor 
and hospital. 


Senator Gore. We will now hear from Mr. Fred H. Kennedy. 


STATEMENT OF FRED H. KENNEDY, REGIONAL FORESTER, SOUTH- 
WESTERN REGION, FOREST SERVICE, UNITED STATES DEPART- 
MENT OF AGRICULTURE 


Mr. Kennepy. Mr. Chairman and committee members, the national 
forests of Arizona and New Mexico comprise the southwestern region. 
In the 2 States there are 12 national forests embracing over 11 million 
acres of federally owned land in Arizona and over 8.5 million acres 
in New Mexico. The resources of these forests are important to the 
Nation; they are also important locally to the citizens of New Mexico 
and Arizona. These forests now are being heavily used under the 
well-established principle of multiple-use land management, but it is 
evident that this level of use will be expanded as the population grows. 
The forests are producing essential resources such as wood products, 
wildlife, water, and forage. Also the forests are providing outdoor 
recreational opportunities. These forests must be protected from fire, 
insects, and diseases. All uses are increasing sharply, which demands 
intensified protection and an expanded road system. I am glad there- 
fore to have this opportunity to discuss access-road problems in the 
southwestern region. 

First, I will discuss roads and timber. 

20738—58——4 
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The commercial forest land in the national forests of the south- 
western region total about 5.5 million acres. About 50 percent of this 
acreage is in New Mexico and the balance is in Arizona. This com- 
mercial forest land is presently supporting a sawtimber volume of 
about 23 billion board-feet. 

In order to organize and regulate the management of the timber 
resource the national forests are divided into 37 working circles. A 
sustained-yield allowable cut is computed for each such management 
unit. Allowable cuts are of course subject to adjustment in the event 
there are catastrophic losses in growing stock through fire or insect and 
disease epidemics. Adjustments are also made to accommodate new 
inventory data and changes in utilization practices employed both in 
the noel and at manufacturing plants. As presently computed the 
total allowable cut in the southwestern region is just over 370 million 
board-feet per year. Of this some 73 percent is based on modern 
inventories while 27 percent is based on inadequate date. As this 27 
percent of the region’s cutting capacity is reinventoried, it is expected 
that increases will be made. Roughly 218 million board-feet of the 

resently estimated allowable cut is in Arizona and 152 million is in 
New Mexico. Actual cut on most of the working circles annually is 
below the allowable cut. For example, the actual cut in fiscal year 1957 
totaled about 269 million board-feet with a value of nearly $2.5 
million. 

None of the working circles are completely developed with roads, 
but generally the disparity between actual cut and allowable cut is 
not caused entirely by the lack of access roads in the southwestern 
region. Along with road problems, other factors, particularly fluctu- 
action in markets, account for the difference. Nevertheless road needs 
have an important relationship to timber harvesting in the area in that 
new roads must be constructed each year to secure the cut. For ex- 
ample, in order to make a planned cut of 726 million board-feet during 
the 2-year period, fiscal year 1958 and fiscal year 1959, it is estimated 
that a total of nearly 660 miles of system road must be constructed. 
This sort of programing will need to be continued for many years 
until cutting and management have extended to all areas of com- 
mercial forest land and installation of the ultimate road system is 
completed. 

The ultimate road system needed in commercial timber areas alone 
is presently estimated to be about 10,000 miles. Like allowable cut, 
this planned total miles of ultimate access-road system is subject to 
adjustment to accommodate changes due to such things as new inven- 
tory data and changes in logging techniques. In fact, a new estimate 
is being prepared now which may result in an upward revision of the 
above estimate. To date, about 4,500 miles have been installed. Some 
of this existing road, however, needs reconstruction to a higher 
standard. 

As I have stated, the lack of access roads is not the sole factor inter- 
fering with attainment of allowable cut in this wegion. Whether 
roads are built by purchasers or by the Government, however, is an 
important factor. During the past 5 years mainline roads have been 
built by the Government with appropriated funds totaling about 
$1,900,000. During the same period timber purchasers constructed 
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about 800 miles of secondary roads at an estimated cost of $114 million 
on routes surveyed by the Forest Service. There are drawbacks to 
depending so heavily upon purchaser construction and there would 
be advantages in expanding the amount of Government construction: 

1. In this area there are a greater than average number of small- 
sized operators. In fiscal year 1957, 1,629 commercial sales were made 
in the southwestern region. Of these 1,538 sales were less than $300 
in value. Such small operators do not have the equipment, capital, 
or organization to build roads to the specified standards—particularly 
where unusual or difficult engineering problems are encountered. 

2. In certain areas only large-sized sales can be made if purchaser 
construction is required since sufficient volume must be included in 
one sale to amortize the road cost. If a Government-built road exists 
the cost can be captured through several sales thus widening the op- 
portunities for all interested parties to buy timber. 

3. Reliance on purchaser construction makes it difficult to provide 
balanced logging programs as between areas suitable for winter log- 
ging and those suitable for summer logging. Larger capital outlays 
are required if a purchaser must develop his winter and summer 
shows so he can use them as such, 

4. The need for emergency salvage resulting from catastrophic fires, 
or insect or disease attack, can be met best as a rule when Government- 
financed roads are built. Then several sales can be offered and sev- 
eral operators can be concentrated simultaneously in the salvage area. 

5. When a purchaser builds a road the standards of construction 
specified must be limited to the needs of his particular sale. Often 
such standards are not adequate to serve the permanent needs of fu- 
ture sales in the general area. Subsequent reconstruction of pur- 
chaser-built roads must be undertaken later. This is more costly than 
progressive construction of the correct standard at the outset. This 
is a particular problem in this region where many small sales must 
be offered for the many small operators. 

6. As is true elsewhere the more accessible timber areas in the South- 
west have been developed ahead of inaccessible areas, mainly through 
purchaser construction. The remaining areas are becoming more dif- 
ficult to develop. For example, the spruce and mixed conifer forests 
in northern New Mexico are yet largely inaccessible. And it will be 
more difficult and more costly to develop them than has been the case 
in the lower elevation pine zones. There is need for Government 
construction in such areas. 

This concludes the discussion of roads and timber. Next, I wish to 
discuss multiple use and the multiple-purpose aspects of the national- 
forest road system in the southwestern region. 

More and more the forests are becoming valuable national assets as 
use of them increases. Roads in the forests may be built primarily for 
one purpose such as for timber hauling but coincident with multiple 
land use such roads will be used, sometimes heavily, for other pur- 
poses. A purchaser-built timber road, built under specifications which 
adequately served only the traffic from a sale area, often is inadequate 
subsequently for the traffic of other forest uses. This is a problem in 
this region. 

Recreation is “in season” yearlong in New Mexico and Arizona. 
In winter, the ascending popularity of winter sports is demanding all- 
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weather roads. In summer, people in centers such as Albuquerque, 
Tucson, Phoenix, El Paso, and from more distant points in neighbor- 
ing States, find the nearest relief from the season’s heat in the high 
mountains of the national forests. Frequently, big-game hunters also 
travel extensively in the forests during the wet season, creating a need 
for more all-weather roads. 

In 1946, some 800,000 recreationists visited the national forests. 
With the postwar population and economic surge, this doubled—by 
1950 about 1,600,000 visits were made. The upward trend has con- 
tinued, more than doubling again by 1956 to reach almost 4 million 
visits. The growth in recreation use has exceeded the trend in popu- 
lation growth in the two States: Arizona’s population increased 45 
percent from 1950 to 1956, and in New Mexico the increase was 19 
percent during that period. The point is that the national forests are 
within a few hours’ travel time for several million people residing in 
the adjacent plains country of eastern New Mexico, Texas, and Okla- 
homa. Therefore, the forests have become focal points of outdoor 
recreation pressure, receiving visits out of proportion to the local 
population which surrounds them. It is expected that the upward 
trend in recreation use will continue. The Forest Service estimates 
that, by 1967, visits in the national forests of Arizona and New Mexico 
will total nearly 8 million per year. If this happens, it will represent 
a 1,000-percent increase in a 20-year period. 

The livestock industry of the Southwest has a stake in the national- 
forest road system, too. In Arizona, in 1956, nearly 150,000 cattle 
and 84,000 sheep grazed on national-forest ranges. During that year, 
in New Mexico, some 80,000 cattle and 85,000 sheep were grazed on the 
forests. It has become common practice to truck stock to and from 
the national-forest ranges wherever adequate roads permit. As a 
general result of trucking, as compared to driving stock, there is less 
damage to the forests and less loss to the producer. 

In the Southwest region, mining activities on the national forests are 
placing added heavy demands on the national-forest road system. 

In closing, I wish to mention the forest-highway program adminis- 
tered by the Bureau of Public Roads. This program comprises an 
important supplement to the national-forest road system. Forest 
highways are sections of State, county, and other important public 
roads in and adjacent to the national forests. They are heavily used 
by the general public for local and intercommunity travel, and by 
people visiting the national forests for recreation and other purposes. 
These highways provide primary access to and outlet from the system 
of development roads and trails used for the protection, administra- 
tion, and utilization of the forests. According to the Report of the 
Commissioner of Public Roads for fiscal year 1956, deficiencies in the 
forest-highway system amount to about $116 million in Arizona and 
869 million in New Mexico. The Federal-Aid Highway Act of 1956 
authorized an appropriation of $30 million for forest highways for 
fiscal year 1959. Arizona received an apportionment of $1,539,278 
from this authorization, and New Mexico received $1,145,486. 

In summary, we see that providing an adequate road system for the 
national forests of Arizona and New Mexico is a large job, which will 
take many years to complete. The problem includes construction of 
roads to standards adequate for ever-increasing, multiple-use traffic 
demands. 
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Senator Gore. Next we will hear from Mr. Yale Weinstein. 

Mr. WernsTEIN. Senator and members of the committee, I am glad 
to speak to you this morning. I am Yale Weinstein, and would like 
to be referred to as forester of New Mexico Timber Co., of which 
company I am also vice president. I have here a signed statement 
which I will submit as my report to your committee. 

Senator Gore. It will be placed in the record. 

Mr. Wetnstern. I will make my comments very brief. Our com- 
pany has been in operation for two decades. In addition to cutting 
timber from national forests and other Government lands, we own 
and manage timber on approximately 150,000 acres in New Mexico. 
Now we are appearing before your committee in support of Senate 
bill 1136. We believe that the title of the bill, in itself, contains the 
very key to successful and intensive forest management. We make 
no prayer for any specific road or particular road. We do feel most 
particularly that the Southwest is in need of forest-access roads and 
these forest-access roads, we feel, are being constructed as quickly as 
the appropriations are forthcoming. We would like to see equipment 

allocated to a particular area, and these programs can be carried out 
on a cooperative basis between the Government and industry. We 
urge that appropriations be specifically made for the construction of 
timber-access roads, and that it is seen to that those are applied prop- 
erly. 

Senator Gore. We appreciate your attitude in not applying for a 
particular project or particular road. 

Mr. Wernstern. I am here to tell you what I know and what I can 
about this problem. 

Senator Gore. To give a specific example, you feel, then, that the 
development of the forest roads would be, in your opinion, beneficial 
to the local government, the State government, the Federal Govern- 
ment, and to the timber ‘industr y, as well as to others? 

Mr. Wernstern. Yes, sir. It would seem to us that the maintenance 
of a healthy forest industry is important to the economy of the South- 
west, and the future of this industry is heavily dependent upon the 
continued availability of national-forest timber. Therefore, the cost 
of publicly built timber-access roads is soon returned in the form of 
increased stumpage receipts. Now, specifically, in addition to the 
mills we operate in Arizona and New Mexico, we have an interest in 
a very small sawmill operation in southern Colorado which is outside 
of the forest area. Consequently, some of the land is reaping 4 million 
board-feet a year. 


Senator Gore. I understand, by Tennessee standards that is a pretty 
good-sized sawmill. 

Mr. Wernsrtetn. I believe it would be considered just an average 
sawmill. Most of our timber, the aggregate production, is compara 
tive to a small-sized sawmill. Now, from this area, we can take out 
approximately 10 million board-feet a week, but, before we could get 
any timber out from this area, there were approximately 8.8 miles of 
road that had to be constructed, which was at an estimated cost of 
almost $50,000, and for a small company with limited finances, 
it really places a hardship. However, the road must be constructed 
in order to get this business and timber on the road, and it will be 
necessary, probably, to borrow the money and pay the current, grow- 
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ing interest rates, whereby, if these roads were constructed with public 
funds, prior to the time that the timber was prepared for sale, the 
Government would receive more for their money just from the stump- 
age, and the cost of the road would more than pay for itself. Now, 
that is a specific example of a case where a particular operation would 
be helped, if Federal funds for forest-access roads were available and 
such roads were constructed. The cost of publicly built timber-access 
roads, as I said before, is soon returned in the form of increased 
stumpage receipts. 

Senator Gore. That is a particularly illustrious example, which 
would apply to timber-access roads but would not apply to forest 
highways. 

Mr. Wernstern. I think, of course, it depends a great deal upon 
the circumstances and the location. It doesn’t particularly apply to 
this one particular situation that I am personally familiar with, but I 
think the same application should be made in our case here in New 
Mexico and the Southwest. One thing that concerns us more than 
anything else is that, here in the Southwest, we have always had 
additional problems—the terrain is so different and the access much 
more difficult. I do know that, in the 2-State area of New Mexico and 
Arizona, it is estimated that in 1956 we suffered insect and disease 
losses amounting to at least 800 to 900 million board-feet. Now, roads 
through the forest land would not eliminate this, but, above all, it 
would enable us to get in there, whereby we could take the necessary 
precautions against such things. We could certainly cut down on the 
volume of such losses, and we are surely in favor of more forest-access 
roads. 

Senator Cuavez. What about forest-fire hazard? 

Mr. Wernstern. Well, without any question, it would make a tre- 
mendous contribution to the hazard of forest fires if we had more 
access roads whereby we could get in there. It is the accessibility that 
is so important. If we send in our fire fighters, we have got to have 
some means of getting in to the fire and protecting the rest of the 
area. In the case of fire protection, there is no question but what we 
can get the best fire protection through a system of access roads and 
our losses could, thereby, be cut immeasurably. In the Southwest, 
we are not subject to weather adversity, where a system of access roads 
could make all] areas available to protection in this manner. 

Senator Gore. All in all, the addition of more access roads in the 
forest area would provide a steadier and more adequate income for 
the people who work in the timberlands, together with protection. 

Mr. WernsteErn. Yes, sir. 


‘ New Mexico TIMBER Co. 


Albuquerque, N. Mez., December 9, 1957. 
Hon. DENNIS CHAVEZ, 


United States Senate, 
Chairman, Committee on Public Works. 
Hon. ALBERT GORE, 
United States Senate, 
Chairman, Subcommittee on Public Roads. 


Dear Strs: I am Yale Weinstein, vice president and forester of New Mexico 
Timber Co., Albuquerque, N. Mex., and Arizona Timber Co., Winslow, Ariz. Our 
companies have operated in the Southwest for almost three decades and, in 
addition to cutting timber from national forest and other Government lands, we 
own and manage timber on approximately 150,000 acres in New Mexico. We 
appear before your committee in support of S. 1136 because we believe that the 





FEDPRAL HIGHWAYS AND FOREST ROADS 45 


title of the bill in itself contains the very key to successful and intensive forest 
management. 

There are many advantages in access-road construction prior to offering timber 
for sale, and these are cited as supporting statements to the bill: 

1. Intensive protection can be afforded against fire, disease, insects and other 
destructive agencies. In the two-State area of New Mexico and Arizona, it is 
estimated that in 1956 we suffered insect and disease losses amounting to at 
least 800 million to 900 million board-feet. In addition to these losses, there are 
immeasurable losses from windthrow. While a complete timber access road net- 
work would not eliminate this mortality, we could effect prompt salvage over a 
much greater area. We cannot afford to lose the volume that we could capture. 

2. In the Southwest we are still operating in many deteriorating, overmature 
stands. These stands should be harvested first, and immature and intermediate 
stands of timber should be bypassed. With adequate road development, desir- 
able cultural practices could be carried out on intermediate stands with resulting 
increases in growing capacities. 

3. All timber product operations in the Southwest are subject to seasonal 
adversities. With adequate roads, better balance between winter and summer 
operations could be maintained, thus stabilizing employment. 

4. As dictated by proper forest management practices and current economic 
conditions, timber could better be offered for sale in areas, amounts and times 
commensurate with these conditions. 

It is not felt the United States Government must carry out this program alone. 
Many of these programs can be carried out on a cooperative basis between Govern- 
ment and industry. Objectives to be carried forth should provide for: 

1. The best road for the least money. 

2. Locations which are the shortest and best routes from the timber to the mill. 

3. Proper applications of specifications to safeguard erosion control and 
drainage. 

4. Flexible standards and limitations to be applied, for when hauls are over 
20 miles increased payloads may be necessary. 

The maintenance of a healthy forest industry is important to the economy of 
the Southwest, and the future of this industry is heavily dependent upon the 
continued availability of national forest timber. The cost of publicly built 
timber access roads is soon returned in the form of increased stumpage receipts. 

It is urged that appropriations be specifically made for the construction of 
timber access roads, and that equitable allocations be made to Arizona and New 
Mexico, thus benefiting both the forest industries and public interests. 

Respectfully submitted. 

YALE WEINSTEIN. 

Senator Gore. Thank you very much for your Pts Now 
according to our list here our next witness, Mrs. R. L. Prestridge will 
be the first lady to make her appearance before this committee. 

Mr. Cy Anscuutz (a gentleman). Ladies and gentlemen 

Senator Gore. Now after my pretty speech you see what we come 
up with. 

Mr. Anscuurz. I would like to state for the record, my name is 
Cy Anschutz. I am president of the Grants and Western Valencia 
County Chamber of Commerce. This the group of which Mrs. Prest- 
ridge is our secretary. I merely direct and she does the work. Now 
my first comment today is to express my appreciation to our whole 
congressional delegation for a very, very fine representation, and 
the fine support that you have given us in connection with our prob- 
lems in the past, and I certainly want to say that we do not intend 
to plague you with details that are not important in trying to seek 
your counsel. Now you will have here a report which we have pre- 
pared and will submit to you and for that reason, I will make very 
few statements at this time. I would like for you to take back to 
Washington with you as our senatorial delegation this fact, I believe 
they seem to have the impression back there that New Mexico is a 
State that is now in the money and I think it is important to state 
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that our income is directly dependent upon the development of our 
mineral resources and I should say our natural reserves and we are 
also dependent upon the tourist industry. Now first with respect 
to minerals, I would like to say that we in Grants are 25 miles from 
some 72 percent of the Nation’s reserve of uranium ore. Now when 
you are talking about New Mexico being a rich State, I feel that 
we are talking about something in the nature of $400 million worth 
of proven reserves. 

Senator Gore. I might say at this point that I am chairman of the 
Raw Materials Subcommittee of the Joint Committee on Atomic 
Energy. Ten years ago we didn’t think we had very much uranium 
in this country. We thought then that we would have to depend 
upon the Belgian Congo for our principal supply of fissionable ma- 
terials for our atomic energy program for both military purposes and 
peacetime uses. Through ingenuity, effort and exploration insofar as 
we know now, or are advised, the United States, has extensive proven 
reserves of uranium and, as you say, a large portion of those reserves 
is located very near here. 

Mr. Anscuurz. Yes, sir. 

Senator Gorr. The Nation can feel a great sense of security be- 
cause of that fact. 

Mr. Anscuutz. I just wish, Senator, you could capture some of the 
enthusiasm we feel about this thing. We have in this State the 
greatest latent potential in the country in mineral reserves alone and 
also in natural resources. I wonder if you know how many people 
come here on a trip and if they stay as long as 6 months, it 1s almost 
certain they will be here permanently cd Vata of this fact, it is 
vitally important that we have sufficient access roads to some of the 
scenic spots in our State so that these tourists once attracted here will 
want to stay. There is no question in our minds but that New Mexico 
is making a tremendous contribution to the overall national economy. 
The fulfillment of our future lies in the proper development of our 
mineral resources and our tourist trade and we cannot ignore the 
fact that tourist trade is a major source of revenue and only through 
having the type of roads that these tourists will want to come back 
again and perhaps settle down here can we hope to keep their in- 
terest in our State. After all, as we all know, Federal money is the 
representation of taxes from more populated areas of the United 
States. For every dollar they spend here is a source of revenue to 
the State and thus, to the Federal Government. 

We have discovered that our tourist industry yearly is some 27 
percent of our total economic gains; 27 percent of our revenue is di- 
rectly related to the tourist business in that sense. And along that 
line, I think it is very important that our community of Grants in 
Grants, N. Mex., not be bypassed by any highway program. The 
tourist industry is vital to this State and at present we are getting a 
very small percentage of the full potential of the tourist trade because 
we do not bins adequate roads to our attractions for tourists. The 
improvement of our Interstate Highway System will ultimately bring 
more people into our State but it is the access roads to the additional 
attractions that will be important in order for these tourists to stay 
over and visit the various national monuments and scenic beauties 
that we have to offer. I would like to say with regard to the present 
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highway program that you are funneling more through our State 
and I want you to know that we are in no way being critical of that 
program. It isthe finest thing in the world. 

Senator Cuavez. So long as it doesn’t bypass Grants. 

Mr. Anscuutz. That’s very true, yes, sir. 

Senator Gore. I would like to say that, in my own State, we are 
facing the very same problem with regard to the tourist trade with 
not enough access roads. As one person has put it, a tourist is worth 
as much to Tennessee as a bale of cotton, and is a lot easier to pick. 

Mr. Anscuutz. That’s excellent, Senator, and that’s just the way 
we feel in this State. 

Senator Gore. I had an idea that you would agree with me on that. 

Mr. Anscnurtz. It’s the same philosophy that if you get the food 
out where the calf can get it, then they’re bound to get full. If-we 
can just arrange the system in such a manner to get the tourists off 
the freeway and into some of the side are as to see ‘the scenic beauties 
and appreciate our natural resources here in the State and, as I have 
stated previously, by providing roads to the State the Government will 
find it will pay ‘for themsely es many times over in the exploitation of 
our natural resources. 

Senator Gore. I would like to point out that in line with this bill, 
in which the three of us are indirectly involved, we undertook to take 
into consideration the local interests. We also tried to provide for 
access to historic points and areas of scenic beauty. It is specified 
that new highways be located with equal regard to local interests 
and national interests. Another provision was that this be a limited 
access system. In this way new facilities on a new highway could not 
completely destroy the value of existing facilities at, for instance, 
Grants and other communities. Signs will be provided to give ade- 

uate notice of the facilities in the various communities to safeguard 
the interests of the communities and the investment made by the 
citizens of those communities. Also, points of scenic beauty could 
be posted. These are points that will receive our attention when we 
begin our hearings in January. 

I have already as chairman of the subcommittee announced the be- 
ginning of a thorough review and hearing on the highway program on 
January 8. The Congress meets on January 7 7 and we start the very 
next day on this highw ay program. Congressman Dempsey’s com- 
mittee in the House expects to start likewise in January, so we are 
determined that the highway program should not be just a program 
in words but that it shall be ‘developed actively, keeping i in considera- 
tion all of the interests of the communities and the States and the 
resources and attractions of each of the areas in the United States. 
{ Applause. ] ; 

Thank you. And if you have an opportunity to come to Washing- 
ton at that time, we will be happy to hear you then. 

Mr. Anscuutz. As a matter of fact, we appreciate what you say, 
Senator, and I am going to leave this stand directly so someone else 
will have an opportunity to speak, but I do want to say one thing more 
and that is that I do think there is merit to the idea in considering this 
bypassing, but I think it should be postponed for a number of years. 
I think it should be something of a long-range view to when the in- 
crease of population and tourist travel reaches that point, but I do 
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feel that at the present time and with the present circumstances it 
would be a very serious thing to cut off some of these communities from 
the main highway by bypassing them. I don’t believe it would be 
right and I don’t think this is the time. We're not ready for it yet, 
but I certainly think that you people are on the right track and that if 
we can get this program underway, get the proper amount of dollars 
in order to accomplish it it will be a very fine thing, and I certainly 
appreciate the time you have given me here this morning Senator. 

(A statement presented by Mr. Anschutz is as follows:) 


CHAMBER OF COMMERCE, GRANTS AND WESTERN VALENCIA CouUNTY, 
Grants, N. Meaw., December 2, 1957. 
Senator ALBERT GorE, 
United States Senate, 
Room 412, Senate Office Building, 
Washington, D.C. 


DEAR SENATOR GORE: In accordance with instructions in your recent letter we 
are submitted a statement from the Grants and Western Valencia County Cham- 
ber of Commerce to be read at the committee hearing on public roads in Albu- 
querque, N. Mex., on December 9. 

We could not conscientiously present our ideas as to some of the road problems 
in western New Mexico without first expressing our gratitude to those of you 
who have made Federal funds available to areas like ours, where local taxes 
will not carry a burden of road construction and maintenance. 

One need refer only to recent publications which enjoy national circulation to 
know that the Southwest in general, and the northwestern portion of New 
Mexico in particular, is making a tremendous contribution to the overall national 
economy. Speaking of western New Mexico, the fulfillment of our future lies 
in the proper developing of, 1, our mineral resources and 2, our tourist trade. 

Without agriculture these two segments of our economy assume magnificient 
proportions in terms of our continued well being. It does not seem illogical to us, 
therefore, that Federal money, representing taxes from more populated areas of 
the United States, could and should be used in the State of New Mexico, for the 
development of those two major sources of revenue. 

Specifically, some 25 miles north of Grants lies approximately 72 percent of 
the Nation’s known uranium ore reserves. It is our feeling that more financial 
aid should be made available for these areas whose development will so ob- 
viously make tremendous important economic contributions to this State. Two 
roads should be given particular attention. These are: 

1. The 8 miles of State Road 53 north of Grants, which remains unimproved 
(this road is in such poor condition that the State highway department does not 
feel maintenance is practical). 

2. The 6 miles from State Road 53 into the heart of the Ambrosio Lake area 
(this road was graveled last year with AEC funds, but it is carrying such a 
large volume of heavy traffic, which will increase, that it is proving inadequate). 

We want to repeat that the well-being of the State of New Mexico lies in the 
development of its mineral resources. We most urgently ask the assistance of 
this committee in providing roads that can pay for themselves many times over 
in the exploitation of natural resources. 

As you know, the tourist industry is vital to this State. We are getting today 
a very small percentage of the full potential because we do not have adequate 
roads to our tourist attractions. We are not concerned with whose authority 
these roads be built by, but they must be built to keep New Mexico growing at 
the same rate of the Nation as a whole. We feel that the improvement to 
our Interstate System may ultimately bring more people into our State, but 
little benefit will accrue to us unless we get them off Highway 66 and other 
interstate routes to see our national monuments and additional attractions. 
This is a serious matter in that at present our road building will merely funnel 
traffic through our State much faster, whereas every effort should be expended 
to properly accommodate those people who want to see our State. 

As an example, we have 9 miles of road from Highway 66 to Bluewater State 
Park, which is little more than a trail and at times is virtually impassable. 
Bluewater Lake is the most important single recreational facility in the entire 
northwest part of this State. 
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We certainly have appreciated the efforts expended to provide hearings in 
this area, but obviously we need your further help. 
If there is any way we can help your committee, plase do not hesitate to let 
us know. 
Respectfully submitted. 
Cy AnscHutTz, President. 


(The following statement was presented by Homer C. Pickens, 
director of the New Mexico Department of Game and Fish, Santa Fe, 
N. Mex.) 


STATE OF NEW MEXxIco, 
DEPARTMENT OF GAME AND FISH, 


Santa Fe, N. Mexv., December 9, 1957. 
Hon, ALBERT GORE, 


Chairman, Subcommittee on Public Roads 
of the Committee on Public Works, 
United States Senate, 
Room 412, Senate Office Building, 
Washington, D. C. 


DEAR SENATOR GORE: On behalf of the New Mexico Department of Game and 
Fish, I would like to present to your committee our recommendations concern- 
ing an access road into the Gila National Forest. The location is approximately 
30 miles north of Silver City and the road is to follow the route provided at 
this location. 

The potentially high recreational values of the Gila wilderness, together with 
the contingent economic value to New Mexico, have long been recognized. To 
date, the area is contributing only a small percentage of its potential value to 
the State and the Nation. 

This situation is chiefly due to the fact that the eastern side of the area is 
practically inaccessible via conventional passenger vehicles. Because of the 
present lack of a passable road, comparatively few people visit the Gila National 
Monument which lies just within the eastern boundaries of the wilderness area. 
The number of people who take advantage of the hunting, fishing and other 
recreational opportunities of the vast Gila wilderness area is also drastically 
restricted by the lack of a passable road to the eastern and southern sides of 
the area. 

The New Mexico Department of Game and Fish is cooperating with the United 
States Forest Service in restoring and improving big game and fish habitats in 
this area to build up the game and fish populations for a greater utilization by 
the public of these renewable resources. The inaccessibility of the area, how- 
ever, can contribute to inadequacy of future harvests of deer and elk from the 
wilderness. Inadequate harvests could result in a serious overpopulation of 
the area by these species and a resultant overuse and lasting damage to the 
habitat. The watershed could thereby be seriously damaged and considerable 
reduction result for many years thereafter in the region’s recreational value 
and contingent economic benefits. The present road condition also makes it 
impractical to plant catchable-size fish in the Gila River and its tributaries, 
thus causing a loss of fishing opportunity to the public. 

We recommend through exploration of the possibilities of constructing an all- 
weather road through the adjacent primitive area, which is largely national-forest 
land, to the eastern boundary of the wilderness area in the vicinity of the Gila 


National Monument. We recommend construction of a road over the most feasi- 
ble route in the near future. 


Respectfully submitted. 
Very truly yours, 


Homer C. PIcKENs, Director. 


NEw MExtco SERVICE STATION ASSOCIATION, 


Albuquerque, N. Mex., December 9, 1957. 
SUBCOMMITTEE ON PuBLIc Roaps, 


Public Hearing, United States Courthouse, 
Albuquerque, N. Meg. 
SENATOR ALBERT GORE, CHAIRMAN: The lack of adequate roads into our na- 
tional forests in New Mexico has been a serious handicap to development of the 
State because so much of our State is covered by national forest. The condition 
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of roads into some of our attractive areas in the forest is so bad many of our 
service-station operators hesitate to direct tourists to the attractions. 

The short 6-mile forest road that leads from New Mexico 44 to the Sandia 
Crest northeast of Albuquerque is so bad during the summer traffic that conserva- 
tive estimates indicate its 100,000 cars a year will jump to 300,000 when it is sur- 
faced. Such improvement is not an expense but a sound business investment. 

It is hoped that the committee will look with favor upon an investment in ade- 
quate road and trail improvement within our national forest. These roads have 
been neglected since 1942 because of the war and its aftermath of foreign aid 
and other heavy expenses. Due to such neglect, many of our beautiful forest 
roads and horse or foot trails have fallen into a very sad condition, with most 
of even the directional signs gone or unreadable. 

Respectfully submitted. 


DUNCAN Simmons, Manager. 


Pnclosures: Buick magazine, article Turquoise Trail, Albuquerque’s Fascinat- 
ing “Loop Drive,” Offers a Series of Splendid Sights. 

New York Motorist, article in travel and vacation section, New Mexico Stirs 
Travel Adventures. 


Senator Cuavez. At this time, Senator Gore, we will present to the 
committee former Goy. A. T. Hannett. I believe he has a few words 
he would like to say. 

Mr. Hannerr. Mr. Chairman and members of the committee, I 
represent the Downtown Business Association of the City of Albu- 

uerque that has been incorporated to protect their interests in various 
things and promote the general welfare of the general downtown area. 
I appear here today to present their views on the establishment of an 
Sindaaeks rather than an overpass at the crossing of Lomas Boulevard 
and the Santa Fe Railroad tracks in this city. The group I represent 
consists of approximately 120 members of businessmen actively en- 
gaged in operating businesses in the downtown area. 

(The following statement was read by Gov. A. T. Hannett:) 


Gentlemen of the committee, I appear here in behalf of the Downtown 
Association of Albuquerque, Inc., to present their views on the wisdom of an 
underpass, rather than an overpass, at the Lomas railroad crossing in this 
city. The association I represent has 120 members of businessmen actively 
engaged in operating businesses in the downtown area. So far as we have 
been able to ascertain, no citizen or taxpayer of the city of Albuquerque is 
opposed to an underpass, or prefers an overpass at said crossing. 

We understand that the State highway engineer and his staff insist on the 
overpass, rather than the underpass. The type of grade separation to be con- 
structed at the crossing of Lomas Boulevard and the Santa Fe Railroad tracks 
has become a point of contention. The directors of the group whom I repre- 
sent have given careful and well-considered thought to all the proposals and 
arguments therefor and have reached the conclusion that the city of Albu- 
querque will be greatly benefited by construction of an underpass rather than 
a viaduct for the following reasons: 

(a) Construction of an underpass will tend to lessen any artificial 
division of the city: 

(b) An underpass will present a much better physical appearance than 
a viaduct; 

(c) An underpass will lend itself to the natural flow of traffic; 

(d) Viaducts depreciate adjoining and abutting properties, limiting the 
aceesS thereto, and tend to devaluate adjacent heighborhoods, further 
creating additional blighted areas. 

We are opposed to the erection of the type of structure which will tend to 
create a blighted area. 

We have been informed that the construction of an underpass at the point 
under discussion would be impractical and unfeasible. We are not technicians 
and the technical points involved have been or will be well covered by others 
who are qualified within the fields of traffic and engineering. A. comparison 
of the blighted business areas adjacent to the Coal Avenue viaduct to the 
business structures adjacent to the Central Avenue and Tijeras Avenue under- 
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pass present a vivid picture of the merits of an underpass as against an 
overpass. At this time I would like to add to this file recent photographs taken 
of the area at Coal Avenue and First Street, Central Avenue and First Street, 
and Tijeras Avenue and First Street. 

Nowhere in print have we seen any indication that any citizen of Albu- 
querque has expressed himself as desirous of having this grade separation 
accomplished through the construction of a viaduct. To the contrary, this 
organization, comprised of downtown retail businesses and property owners, 
the city of Albuquerque as represented by the city commission, and the board 
of directors of Albuquerque Chamber of Commerce, broadly representing the 
community, have seen fit to put themselves on record in favoring the construc- 
tion of an underpass and opposing the construction of a viaduct. I do not 
know the reasons why the city commission or the board of directors of the 
chamber of commerce have taken the positions mentioned; there are persons 
here from those groups who will or have spoken for the people they represent. 

There is one most essential consideration not touched on within this imme- 
diate controversy to which I should like to direct your attention: The Lomas 
grade separation (for obvious reasons of engineering) is going to set the 
pattern for the grade separations which eventually must be constructed at 
Marquette Avenue, Mountain Road, Indian School Road, and Manual Boule- 
vard—the people of Albuquerque who have realization of this fact have little 
or no appetite for a series of viaducts (at the points mentioned) which will 
result in blighted areas comparable to that in the vicinity of the present Coal 
Avenue viaduct. Please keep these additional potential points of grade sepa- 
ration in mind while I state that our position and analysis have been presented 
to the city commission, the Governor of New Mexico, each member of the 
New Mexico congressional delegation, to the chairman of the board and chief 
executive officer of the Atchison, Topeka & Santa Fe Railway system, as well 
as to the president of that railroad. I quote in part from the reply received 
from the chairman of the board of the Santa Fe Railway system under date 
of November 21, 1957: 

“Our understanding is that there are definite differences of opinion between 
your group and other public bodies.” 

So far as we can determine, the only difference of opinion between our 
group and any other is with the chief engineer of the New Mexico State High- 
way Department, who is advocating construction of a viaduct in the face of 
the announced opposition thereto by the city of Albuquerque, the Albuquerque 
Chamber of Commerce, and the Downtown Association of Albuquerque. 

Our association members own property, both business and other property, 
in sections other than the downtown business section. They own property in 
the uptown business section and property west of the river. 


Mr. Hannert. Now gentlemen, I will leave this statement with you 
as a memorandum as I have read it rapidly at this time in order to save 
time and you will have an opportunity to go over it at a more con- 
venient time. 

Senator Cuavez. There is only one trouble, Governor, irrespective 
of how the Senator or I or Congressman Dempsey feel about it, the 
State of New Mexico, and possibly the Bureau of Public Roads, can 
determine the matter of how best to correct this situation and au- 
thorize the necessary money it will take. 

Mr. Hannetr. We understand that and we are merely taking this 
opportunity to advertise to the whole wide world, including the State 
highway department, our position in the matter. 

Senator ig Governor, we are happy to have you here today to 
present your views on this matter; but, as Senator Chavez has pointed 
out, the problem must primarily be resolved by the State Highway 
Department of the State of New Mexico. However, this hearing is 
for the purpose of allowing all citizens, private or public official, to 
present whatever problem they desire with respect to the highway 
program. The Chair welcomes your comments in that respect. 
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Senator Cuavez. Thank you, Governor; and I might say at this 
time that I believe this matter should be decided immediately. They 
have already delayed the construction of either an overpass or an 
underpass too long. What we need now is some action either one 
way or the other but they should get this Lomas Boulevard situation 
taken care of. 

Mr. Hannert. To that, I can say “Amen,” sir. 

Senator Gore. I would like to observe at this time that I feel com- 
tn that so many people have expressed an interest in this 

earing and that so many people have listened and participated. 
Frankly, I did not expect more than just a very few witnesses and be- 
fore attending this hearing I had made an engagement in Arkansas 
for tonight. I had thought I would be able to conclude the hearing 
here between the hours of 9 and 12 o’clock noon. Obviously that is 
not now going to be possible. I have conferred with Senator Chavez 
about the advisability of canceling my engagement for tonight and 
he has consented to continue the hearing this afternoon and tomorrow 
if necessary in order that each of you who desires to be heard may 
be heard and your problems, your statements and your views will be 
made a part of this record. I certainly appreciate Senator Chavez’ 
willingness to do this for me. Now, in view of my situation, and 
since this is a regional hearing, I wonder if it would be all right with 
the other witnesses from the State of New Mexico if I could have the 
benefit of the testimony of some of the witnesses who have come here 
from Arizona. I have here for the record a telegram addressed to 
the chairman, Senator Chavez, from the Honorable Ernest W. Mc- 
Farland stating he will be unable to attend this meeting here today, 
but that the Arizona State Highway Department will be represented 
at this meeting by Mr. C. B. Browning. Therefore, at this time, if 
there is no objection, I would like to call these witnesses from out of 
the State. You may come forward, Mr. Browning. 

Mr. Brownrnea. I am C. B. Browning, deputy State engineer of 
the Arizona Highway Department. 

Senator Gore. And the Chair will next hear from Mr. James T. 
O'Neil, chairman of the Maricopa County, Ariz., Board of Super- 
visors, and after that the Chair will hear Mr. James F. Hart and Mr. 
F. R. Goodman from Winslow, Ariz., Chamber of Commerce. All 
right, now, Mr. Browning, you may proceed. 

Mr. Browntnc. I haven’t any prepared statement in view of the 
shortness of the time that I was advised to attend this meeting. I 
do have some information here relative to the forest-highway program. 
Now, I think it has been stated by other witnesses that we do need 
more forest highways in order to increase productivity. We in Ari- 
zona have no complaint against the 75-25 ratio but we do feel that the 
reduction of the forest values certainly seems farfetched. As you 
originally set up a larger ratio of 50-50 based on area and land pro- 
ductivity or market value, we feel that it should not reflect any loss 
to the State of Arizona by giving 75-25. In this evaluation it ap- 
parently exceeded the resources like mineral resources and in our mone- 
tary value such as recreational] areas which I believe other witnesses 
have amply described, so I think, and it has been expressed before, 
that. a greater appropriation could be made because naturally the 
stumpage moneys would be increased which would be of value to the 








FEDERAL HIGHWAYS AND FOREST ROADS 53 


counties and the various States. I don’t know that I have anything 
further, Senator, except to state that I am sorry that I had no pre- 
pared statement. 

Senator Cuavez. Well, in brief, Mr. Browning, you do believe in the 
forests ¢ 

Mr. Browntina. I certainly do, Senator. 

Senator Cuavez. Then you believe that the forests should be pro- 
tected ¢ 

Mr. Brownine. That’s correct, sir. 

Senator Cuavez. Because they are quite a national asset and belong 
to the people of the United States, am I right ? 

Mr. Brownina. You're right, sir. 

Senator Cuavez. And in bringing about protection it is necessary 
to build access roads? 

Mr. Brownrne. That’s right. 

Senator Cuavez. And in going through the forests in many in- 
stances, either in rural areas, it is true, is it not, that our Interstate 
System does not go through the forests in some areas? 

Mr. Browntinc. That’s right. 

Senator Cuavez. And, therefore, access roads are very necessary. 

Mr. Browntne. Very much, very much so, yes, sir. 

Senator Cuavez. Now, you are familiar with the West and the for- 
ests in the West—now we are concerned today not with the Southern 
States or the Northern States but only with the Western States—tell 
me, do you think that $14 million will in any way, shape or form even 
build 10 percent of the highways we need ? 

Mr. Browntine. Definitely not, Senator. There is too much involved. 
I think perhaps that it would open up the productivity of the forests 
to spend this appropriation for certain forest roads which would re- 
flect for the smaller timber operators. I think too that Arizona, the 
market value of $11.63 is rather ridiculous when the value itself of the 
lands adjacent to the forest are selling between $1,500 and $2,000 an 
acre. 

That would be the value of just one tree that you would cut so we 
do think that the value should be raised. As I said before, I see no 
conflict. I think it is good for all the States—the 75-25 formula and 
I sincerely think that is good for the Western States especially 
where you have an abundant amount of forest lands. I thank you 
Senator, I believe that is about all I have to say. 

Senator Gore. Thank you very much, Mr. Browning. I hope you 
will take back to Governor McFarland my best regards. 

Mr. Browntna. Thank you, sir. 

Senator Gorge. The Chair will next call Mr. James T. O’Neil who 
is also from Arizona. The Chair would like to state also that after 
the Arizona people are heard Senator Chavez and Congressman 
Dempsey have suggested, and I agree, that the people from New 
Mexico from a distance be scheduled ahead of those from the Albu- 
querque area. Congressman Dempsey tells us there is one delegation 
from some 200 miles away and therefore we would like to call them. 
I hope this will be agreeable to the people from Albuquerque. All 
right, Mr. O’Neil, we will hear you now. 

Mr. O’Net. Mr. Chairman, gentlemen of the committee, the Mari- 
copa County has filed with the clerk our statement, however I would 
like to take just a few minutes and I will make it brief. I do want 
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to call your attention to some of the comments we have here in our 
statement and I will read from that at this time. 

Senator Gorr. We will be pleased to hear from you if we are not 
in too big a hurry to do so. 

Mr. O’Nem. Thank you. It is important to all whether directly 
or indirectly concerned with the use of the finished commodity or 
not to have available an adequate system of roads to provide access 
to and from areas adjacent to those fast growing centers of popula- 
tion. Maricopa County is experiencing phenomenal growth and from 
all indications will, we are sure, continue to increase for many years 
to come. The population of Phoenix and Maricopa County include 
192,000 at the present population of the city of Phoenix, with an 
estimated population in 1965 of 380,000. The estimated population 
of Arizona, the State of Arizona, in 1965 is 1,500,000 a they are 
filed with the committee—photostats—to support these facts. It is 
important then that this concentration of people and motor vehicles, 
and the retail sales, be provided with suitable areas in which to spend 
their leisure time, and to improve their recreational activities and to 
provide them with suitable summer home sites and for the construc- 
tion of adequate roads to take them to and from these various areas. 
Maricopa County has since 1952 spent over $600,000 in matching 
funds with the United States Bureau of Public Roads for the con- 
struction of one road alone leading into the Pine-Payson recreational 
area. Maricopa county has during the past year spent $40,000 in 
matching money with the Untied States Forest Service in the con- 
struction of the Cave Creek Road which lies within the forest 
boundary and has spent some $250,000 previously in improving and 
paving the road from Phoenix to the forest boundary. It is the 
opinion of the board of supervisors that additional Federal-aid sec- 
ondary road fund should be allotted to areas that are experiencing 
such phenomenal growth as in this area to be matched by the county 
on the same proportion that they are now providing matching funds. 
The construction of roads alone wiil not get the job done in provid- 
ing recreational facilities for our citizens. The provision must be 
made to provide the proper campground recreational areas and sites 
to accommodate these one-quarter million citizens of Arizona. The 
board recommends that recreational areas within the national forest 
be increased to take care of this added use and to accommodate the 
anticipated increase in population for this area of Arizona. 

Thank you gentlemen, for hearing me this morning. I believe that’s 
all I have to say. 

Senator Gore. Thank you, we appreciate your coming the great 
distance that you have traveled to give your testimony here today 
before the committee. We are very interested in the highway situation 
which you have explained. 
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(Statement of James T. O'Neil, chairman, Maricopa County, Ariz., 
Board of Supervisors is as follows :) 


Maricopa CouNTY HIGHWAY DEPARTMENT, 
Phoenizaz, Ariz., December 6, 1957. 
Re forest highways, forest development roads and trails, public lands, and other 
highways. Public hearing, Albuquerque, N. Mex., December 9, 1957. 
Hon. ALBERT GORE, 
Chairman, Subcommittee on Public Roads, 
United States Senate, Washington, D.C. 


Gentlemen: The board of supervisors of Maricopa County, presents for your 
consideration the following general information and data in regards to the 
various road matters, which, we as representatives of the people of Maricopa 
County and other counties in central Arizona, feel are of vital importance to all 
who live within this area. 

It is important to all, whether they are directly or indirectly concerned with 
the use of the finished commodity or not, to have available an adequate system 
of roads to provide access to and from areas adjacent to those fast-growing 
centers of population. 

The boards of supervisors are greatly concerned, and rightly so, over the 
problem of recerational areas, summer home sites and cabin areas, primitive 
areas, and many other diversified facilities, and in the development of the many 
roads and trails which will take the citizens of this county to these various 
places throughout our national forests. 

Maricopa County, is, as all of you know, experiencing « phenomenal growth 
and from all indications, will, we are sure, continue to increase for many years 
to come. 

The population of Phoenix and Maricopa County, and I am mentioning these 
figures so as to better state our problems, is as follows: 

1. The present population of the city of Phoenix is 192,909 

2. The estimated population of the city of Phoenix in 1965 (8 vears) is 380,000. 

3. The population of the area within 30-mile radius of Phoenix is 490,000. 

4. Estimated population of area within 30-mile radius of Phoenix in 1965 
(8 years) is 700,000. 

5. The present population of Maricopa County is 550,000. 
6. The estimated population of Maricopa County in 1955 is 750,000. 
7. Estimated population of Arizona in 1965 is 1,500,000. 

We wish to show by the above figures that central Arizona which embraces 
the city of Phoenix, Mesa, Tempe, Glendale and various other towns or cities, 
comprises 50 percent or better of the entire population of the State of Arizona. 
It also has 49% percent of the registered motor vehicles of the State of Arizona, 
it consumes 421% percent of all gasoline used within the State of Arizona, and 
accounts for 52.8 percent of all retail sales made within the entire State. 

It is important, then that this concentration of people and motor vehicles, 
and the retail sales, be provided with suitable areas in which to spend their 
leisure time, and to improve their recreational activities and to provide them 
with suitable summer home sites and for the construction of adequate roads to 
take them to and from these various areas. 

The summer temperatures within the Salt River Valley, in which the city 
of Phoenix is located, usually runs fairly high during the three or four summer 
months of the year, and although all homes, stores, offices, and factories have 
air-conditioning, it still has a tendency to cause the greater percentage of the 
population to seek those desirable mountain areas, at higher elevations and 
cooler atmosphere, for weekend recreational trips, and for the establishment 
of summer homes and recreational enjoyment, than will be found in other loeali- 
ties of similar size and population. 

It is very fortunate for Maricopa County that there is available many recrea- 
tional and potential recreational areas, close to this center of population, to make 
it feasible to extensively develop these various areas. 

It has been estimated that approximately 75 percent of the population of 
greater Phoenix area are seeking, at one time or another during the venr, some 
kind of recreation outside the residental area facilities provided for them at 
their homes or within their neighborhood. It has been estimated that 50 percent 
of the population within a 30-mile radius of Phoenix, which now consists of 
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490,000 persons, is continually seeking out various and diversified forms of 
recreation away from their regularly frequented places of amusement and en- 
tertainment. 

It is therefore necessary for the board of supervisors of Maricopa County, 
along with the various city governments, to provide, if at all possible, recrea- 
tional areas and facilities for some 245,000 persons who are now desirous of 
availing themselves of what recreational facilities are available, and for double 
that number within the short period of 10 years. 

The people seeking these various forms of recreation, rest, and enjoyment, 
in the way of forest home sites, campgrounds, fishing, boating, and scenic drive, 
must, if at all possible, be provided with the necessary, well-designed and well- 
built roads and trails, built to the standards that the traffic warrants and de- 
mands. 

The Maricopa County Board of Supervisors have long recognized the need for 
the construction of roads leading to recognized recreational areas, and they have 
joined with the Bureau of Public Roads and with the United States Forest Serv- 
ice in the financing and the construction of these connecting links to these areas. 
Maricopa County has, since 1952, spent over $600,000 in matching funds with the 
United States Bureau of Public Roads for the construction of one road alone 
leading into the Pine Payson recreational area. Maricopa County has during the 
past year spent $40,000 in matching money with the United States Forest Service 
in the construction of the Cave Creek road, which lies within the forest boundary, 
and spent some $250,000 previously, in improving and paving the road from 
Phoenix to the forest boundary. 

The county of Maricopa is also preparing to call for bids on the construction 
of the Saguaro Lake road, which is located within the Tonto National Forest, 
within a few days, which will require an estimated expenditure of some $125,000, 
and they have spent during the past year on the south extremity of the same 
road, for the construction of 2 miles, $40,000, and are now preparing plans 
for the construction of another 244 miles, some of which will lie within the 
boundary of the national forest. This road is considered entirely a recreational 
road. The expenditures of these various amounts on recreational roads that 
lead from this heavily populated area, amounts to over $800,000 and has been ex- 
pended within the short span of 5 years. The Board of Supervisors of Maricopa 
County has felt that the expenditures of these highway funds from its road 
budget was justifiable and of mutual benefit to a great many of the county 
motorists and citizens, but in so doing, it has eliminated the construction of many 
miles of much-needed roads within the congested areas of the county. 

It is the feeling of the Board of Supervisors of Maricopa County and the 
majority of the people within this area, whom they represent, that Federal 
assistance should be given for the construction and maintenance of roads, trails, 
and recreational facilities, to serve this rapidly growing population. 

It is the opinion of this board that money should be made available to con- 
struct, reconstruct, and relocate, some 240 miles of forest roads and trails lead- 
ing into the various areas of which approximately 215 miles are within the Tonto 
National Forest, and some 25 miles within the Prescott National Forest, a map 
of which is herewith attached. 

The construction of these various roads and trails, to acceptable standards, 
would require the expenditure of over $4,500,000 (estimated amount), and to 
accomplish this the board feels that it will be necessary to appropriate and make 
available in the United States Forest Service, Bureau of Roads, and other gov- 
ernmental agencies, sufficient funds to construct and improve the various high- 
ways, roads, and trails leading into these recreational and primitive areas. 

It is also the opinion of the board of supervisors, that additional Federal aid 
secondary road funds should be allotted to areas that are experiencing such 
phenomenal growth as is this area, to be matched by the county, on the same 
proportion that they are now providing matching funds. This board is in a 
position to provide the matching funds for 3 or 4 times the amounts that are 
now being made available from Federal sources, for the construction of Federal- 
aid highways. . 

The construction of roads alone will not get the job done, in providing 
recreational facilities for our citizens, but provision must be made to provide the 
proper campground recreational areas and sites, to accommodate these one- 
quarter-million citizens of Arizona. 

The recreational and campground areas of the United States Forest Service 
throughout the State of Arizona have not been noticeably improved or enlarged 
upon, since the days of the discontinuance of the Civil Conservation Corps camps 
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in 1941. These areas and their facilities have not been increased nor have they 
been improved upon, yet the population has increased, and this increase amounts 
to 2.3 times what it was at the time these recreational facilities were constructed. 

It is evident from records that recreational areas within our national forest, 
as far as Arizona is concerned, have remained dormant since that time. No 
new recreational areas have been built nor has sanitary facilities in the old areas 
been increased or improved since 1941, to meet the demand of the increase in their 
use. Many of the present areas are unsanitary and undesirable for recreation, 
because there are a great many more users in this area today than there were 
ever designed to accommodate. 

This board recommends that recreational areas within the national forests be 
increased to take care of this added use and to accommodate the anticipated 
increase in population for this area of Arizona. 

The State of Arizona has only 15.51 percent of its area that is privately owned, 
the balance being divided between the Federal Government, Indian Service, and 
the State of Arizona. The Federal Government and the Indian Service control 
70.92 percent of the total area of the State. It is evident from these figures that 
it would be necessary that the Federal Government aid and assist in the con- 
struction of these many miles of road which are traversing their own controlled 
land, and that additional Federal aid secondary road funds be made available to 


Maricopa County and other Arizona counties which are experiencing this 
phenomenal growth in their population. 
Very truly yours, 


JAMES T. O’NEIL, 
Chairman, Maricopa County, Ariz., Board of Supervisors. 


ZANE Grey Tonto Rim HicgHway ASSOCIATION, 
Clay Springs, Ariz., December 6, 1957. 
UNITED STATES DEPARTMENT OF AGRICULTURE, ForEST SERVICE, 
Sitgreaves National Forest, United States Courthouse, 
Albuquerque, N. Mex. 


GENTLEMEN: The Zane Grey Tonto Rim Highway Association has been in ex- 
istence for some time as an organization to promote a route from Showlow, Ariz., 
to Prescott a portion of which (State Highway 160) is already in the State 
System. 

Since the State of Arizona already has designated that portion of the route 
from Showlow to Heber, a distance of about 42 miles, we are directing your 
attention to that segment of the route which traverses the forest lands from 
Heber. to Prescott. Already approximately 15 miles directly west of Heber has 
been widened, realined and graveled and is now ready for oil or cake. We would 
like to have this road put into the Federal Bureau road system. And we would 
appreciate any effort you can make to add any additional miles in the Rim Coun- 
try so we eventually can have an oiled road across the Mogollon Rim terrain. 

This road will serve such towns as Camp Verde, Pine, Payson, Heber, Over- 
gaard, Clay Springs, Pinedale, Linden, and Showlow and needless to say it would 
open up to the traveling public the last scenic domain in Arizona which now 
is very inaccessible. In addition to that, this road which in essence is the old 
military route from Camp Verde to Fort Apache, would allow sufficient growth 
for this country, commensurate with its vast resources in lumber and possible 
mineral wealth. 

We will be happy to designate on a map the approximate course of this Zane 
Grey Tonto Rim Highway and assist you in understanding the program we have 
set up for the creation and promotion of this road. 

We want to thank you for your past favors and we are looking forward to hear 
what plans you may have for the Mogollon Rim country. 

Sincerely, 


WILLIAM A. Hunt, 
President, Zane Grey Tonto Rim Highway Association. 


Senator Gore. We will now hear from Mr. James B. Herd. 

Mr. Herp. I would like to go along with Mr. O’Neil on what he has 
just stated and I have a few other things in that regard that I would 
like to mention with regard to forest highway roads. I am sure Mr. 
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O’Neil and the rest of us do not want to wait 125 years for this 
program. 

Senator Gore. I would like to say that I myself am completely out 
of sympathy with such a schedule. 

r. Herp. I would like to say, Senator, if I may, that in addition to 
the highways which Mr. O’Neil mentioned I w ould like to mention the 
road from Phoenix, Ariz. to Payson, Ariz., and beyond to Winslow, 
Ariz. We have now completed the road from Payson to Phoenix 
which is an 80-mile stretch but from Payson to Winslow, I under- 
stand this is what is commonly referred to as a trouble road. In Mari- 
copa County we have two of the largest permanent military training 
bases in the United States and we realize the importance and the ne- 
cessity of having sufficient access roads to get to these areas. I would 
like to refer to this situation as a beeline highway. Actually, we have 
30 miles that are incomplete on the road that goes from Phoenix to 
Winslow, which if it were fixed would save 280 miles. 

Senator Gore. You have been fighting a bumblebee, or you will be 
fighting a bumblee next. 

’ Mr. Herp. Yes, and I have got stung, too. 

Senator Gore. Your bee-line reference reminds me of an experi- 
ence I had one time. One Sunday in the fall a few of us boys would 
go out and break up bumblee nests and when it got too hot we would 
just run and lie down—lie on the ground—and they would pass over 
us. We made a mistake by taking a very bad dog with us one time 
and every time we would run he would lie down with us—he would 
follow us. So this bee-line reference of yours has brought back some 
fond memories. 

Mr. Herp. Thank you, Senator. I would like to say that when I 
refer to beeline roads, I am referring to the forest highway s—High- 
way No. 10 in Arizona and also Highway No. 165. We refer to those 
as beeline highways because there is a constant stream of traffic, 
whether it be lumber or cattle, they are always in use, and Senator, 
we would like to take this opportunity to invite you to visit us in 
Arizona, the Valley of the Sun and through these new highways we 
will be able to bring Arizona closer to New Mexico. 

Senator Gorr. Next, we will hear from the Winslow Chamber of 

Jommerce. 

Mr. GoopMan. My name is F. R. Goodman. I am chairman of the 
chamber of commerce highways committee of Winslow, Ariz. I 
want to thank you very much for the privilege of appearing here be- 
fore you today. It is a real privilege to be able to come out Phere and 
discuss our problems and we have here a statement that-we would 
like to present to your hearing. 

Senator Gore. Thank you, I will examine it and you may be sure 
it will be included in the record. 

(The statement referred to is as follows :) 


STATEMENT OF WINSLOW, ARIz., CHAMBER OF COMMERCE HIGHWAYS COMMITTEE 


Gentlemen, we respectfully submit the following material pertinent to forest 
and other highways in relation to Winslow and northern Arizona. 

1. One of the most important highways from the viewpoint of economic benefits 
and convenience to Winslow is that known as the beeline highway between 
Winslow and Phoenix by way of Clint’s Well (Long Valley), Payson, and the 
old Bush Highway. (Part of this is known as Forest Highway No. 10 in Arizona, 
and State Route 65.) 
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The portion of the beeline highway between Phoenix and Pine via Payson 
will be completed, with oiled surface by the end of the current fiscal year. Part 
of the remainder, from Clint’s Well toward Winslow to the north boundary of the 
Coconino National Forest is badly in need of realinment and widening, plus a hard 
surface. 

A survey has been completed, we are told, on this portion of the route, and 
further work, including construction, now awaits the availability of funds. 

We urgently request that work be started on construction of this portion of 
Forest Highway No. 10 in the fiscal year beginning July 1, 1958, especially for 
the few miles east from Clint’s Well where the present road is winding and nar- 
row. This portion to the intersection of the Mack’s Crossing Road, over Blue 
Ridge, is needed urgently. The rest, to the forest boundary, should be completed 
as soon as possible, because the remaining distance to Winslow will be com- 
pletely hard surfaced by June or July of 1958 according to present plans. 

In this regard, Arizona Highway Commissioner Frank Christensen has set 
up $300,000 for finishing the project, 16 miles, and says $100,000 is now available 
and the remainder will be available with the advent of the new fiscal year, July 
1, 1958. 

2. It should be understood that a continuation of the Beeline Highway north 
from Winslow via the Hopi Buttes to the Hopi Indian villages, Pipon, and the Four 
Corners area of Arizona, would give the most direct and scenic route from that 
rich and rapidly developing district of northeastern Arizona to Phoenix and 
south-central Arizona that could be found. It offers better grades, less heavy 
construction, more recreational facilities, more scenic beauty, and the most 
direct route between these two important regions. 

Navajo County is making plans to improve that section between United States 
Highway 66 east of Winslow and the southern boundary of the Navaho Indian 
Reservation, while committees are working now on the possibility of a single 
route through the Navaho and Hopi Indian Reservations to a point on Navaho- 
Hopi Route No. 3 at the center of the Hopi population in the vicinity of Toreva 
village at Second Mesa. 

The above-mentioned route from the Hopi Indian village of Toreva runs south- 
westerly to a point between the Seba Delkai Indian School and the Tees Toh 
trading post, thence to Cedar Springs, Dilkon, and Castle Butte trading posts 
and to Winslow. (A map is attached herewith for your information.) This 
road will serve a large Navaho population in the area adjacent to the three 
trading posts mentioned. 

There is a Navaho Indian School dormitory of 300 children attending public 
schools, as well as an Indian hospital at Winslow, both being served by this road, 
which is impassable in bad weather. This route was agreed upon, September 10, 
1957, by all parties concerned, and has since been approved by the Navaho and 
Hopi Indian Councils and our Members of Congress. 

Construction from Indian Route No. 3 north and eastward through Pinon 
and off the mesa toward Tees Nos Pos and Shiprock would complete this impor- 
tant highway. 

It has been suggested that, if funds cannot be made available under the Navaho- 
Hopi long-range rehabilitation program for the improvement of these sections 
of the important highway, maybe public-lands money could be obtained for such 
highway improvement. 

38. In connection with the forest roads and trails, there is a growing need for 
improvement—possibly routine but regular grading and some gravel or cinder 
surfacing on the Mogollon Rim road that leads eastward from the Beeline High- 
way toward Heber byway of the new Woods Canyon Lake. 

This is an important recreation route, used in summer by many tourists who 
have heard of the grandeur of the Tonto Rim country, and who want to get into 
the cool mountain areas of Arizona, both from the Little Colorado Valley and 
from United States Highway 66. 

Development by the Forest Service, Wildlife, Game and Fish Commission, or 
other agencies of the recreation opportunities in the Sitgreaves and Coconino 
National Forests makes this road an increasingly important one. In the autumn, 
it is particularly well traveled because of the importance of deer, elk, and turkey 
hunting which bring hundreds of motorist-hunters into the area. 

4. In connection with all forest roads in the Winslow and northeastern Ari- 
zona area, there is a need for more adequate road signs. Some of those now 
existing do not permit the traveler to know the dangers he may encounter if 
he follows the signs. One in particular is a sign directing travel from the 
Mogollon Rim Road to Winslow via Mack’s Crossing. The crossing is all but 
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impassable most of the year, and proper highway signing at that junction, and 
others, would prevent many travelers from difficult, out-of-the-way trips that 
lead them only into trouble. 


It would be well, when time and funds permit, to improve such canyon 
crossings as Mack’s Crossing. 

5. In a discussion of general highway problems, the status of United States 
Highway 66 (to be known also as Interstate Highway No. 40) is of primary 
importance to all of northern Arizona. 

The people along United States Highway 66 in Arizona are anxious that 
the coming of the limited-access interstate highway not bankrupt those who 
might, under present laws and regulations, be denied access to the route, or, 
rather, have traffic denied access to their trading posts, service stations, cafes, 
and motels. 

This point is of extreme importance, whether considering roadside businesses 
between communities, or whether considering presently established businesses 
of this kind that might be left off the penetration routes from the interstate 
highway into the communities. 

Those who face almost certain bankruptcy are those whose businesses exist 
by the power of roadside advertising and the power of suggestion, selling 
thousands of items that are not essential to the feeding, housing, or travel 
needs of the tourists, but nonetheless, hundreds of thousands of dollars are 
spent by the tourists each season on souvenirs, Indian arts and crafts, and a 
multitude of other items of merchandise that in themselves would not attract 
the tourists off the interstate high-speed highways. 

Northern Arizona, once selected as the route for the new Interstate System, 
will welcome the four-lane, divided highway for ease of travel, but they are 
not at all happy with the unreasonable limitations placed on access to the 
highways. They would prefer an excellent primary highway without the limi- 
tations of access. They see no reason for such limitation in this western country 
of great open spaces and long distances between communities (96 miles, Gallup 
to Holbrook; 59 miles, Winslow to Flagstaff), gasoline supplies, motels, and 
eating houses. 

The businesses along United States Highway 66 across northern Arizona are 
unanimous in their opposition to bypassing communities, and believe the Federal 
Interstate and Defense Highway Act of 1956 should be amended to provide that 
communities shall only be bypassed at the request of the businesses of said 
communities. 

United States Highway 66 is the last of the primary routes in Arizona to 
receive proper consideration in modern construction improvements, but now 
the limitations placed upon use by local traffic, and by access of the motoring 
public to local businesses, is causing no little consternation among the business 
people of the entire region. 

Gentlemen, we submit these problems, as outlined above, for your serious con- 
sideration. They are matters of great importance to our people, who do their 
share, as all good citizens should, in helping to bear the taxload, that highway 
improvement makes necessary. 

They are not unmindful of the source of highway-construction funds, but, in 
these areas of great distances, highways make the difference between life and 
death, economically, for individual business and entire communities. 

Respectfully submitted. 


F. R. GoopMan, Chairman. 
DECEMBER 9, 1957. 


Mr. Dreca Aseyta. The people of New Mexico want to extend their 
appreciation for the opportunity to be at this hearing and the people 
of our State, not only with regard to highways but in other matters in 
the development of resources, have some very specific recommendations 
that we would like to make. Our first is an observation to your com- 
mittee in regard to the work you are doing on the construction of high- 
ways. There have been quite a few definite impasses placed on the 
tourists business, and it is of vital importance to the States of Arizona 
and New Mexico. A large part of the tourists come up to see the 
Indians, reservations, and national monuments. We have to think of 
them and take them into consideration. 
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Senator Gorr. You want to do a little cotton picking, too, out there; 
I know. 

Mr. Aneyra. Well, some of us do. There has also been some state- 
ment made, in regard to certain local areas, that the income of the 
people does not enable them to get better use out of their resources be- 
cause of the lack of sufficient highways. Another situation that we 
would like to point out is the opportunity for Indians to get higher 
education. I must say it is astounding in this regard if you w ould go 
among the Pueblo Indians and look for college graduates— those with 
more education. It is amazing how many ‘of them, who would like 
the opportunity for higher education, are unable to seek it because 
of the poor travel situation and transportation. A lot of the fault in 
this respect comes from the schooling facilities offered right there on 
the reservations and in the pueblos. So frequently they have deleted 
their prerequisite subjects that are required by the colleges for college 
credit and for the entrance requirements. Many of those Indians, 
when later they do go to college, find themselves not prepared to follow 
the courses as an average student. 

Senator Cuavez. Let me interrupt you here for just a moment. Mr. 
Abeyta, you are talking about the Albuquerque Indian School and the 
Santa Fe Indian School. 

Mr. Asryta. That’s right. 

Senator Cravez. You are not talking about our regular public 
schools that the Indians can go to here in Albuquerque or in Grants? 

Mr. Aveyta. No. 

Senator Cuavez. You are talking about Government-owned high 
schools ? 

Mr. Aseyta. Government-controlled high schools. That’s what I’m 
talking about. 

Senator Cravez. This, of course, is a typical example of the slow 
progress that has been made in some parts of the United States, par- 
ticularly in the western areas where the majority of the Indian popu- 
lation live. These boys and girls, or any other group, should certainly 
have the same advantages as any American boys and girls—the op- 
portunity for training and higher education. 

Mr. Aneyta. That is our point, Senator. The Indians have con- 
tributed a lot to this country, and they have the same intelligence that 
other people have, but they’ve got to be able to receive the education 
in order to contribute the most to their community. 

Senator CHAVEz. I am in hearty agreement with that and, as a mat- 
ter of fact, we are seeing to it in the best way we can that your boys and 

girls do have the opportunities for education that they deserve. We 
Rise made a good start in that direction, and we highly recommend it. 

Mr. Aseyta. We are interested in having our roads linked together 
with other regional accesses especially in the forest areas and in the 
wooded areas ‘from the standpoint that we want to be able to produce 
in commercial quantities and we have to have the roads to get them 
into the communities. We have large watersheds in our area which 
contributes a great deal to our forests and by the construction of these 
highways it will enable us to have some control as to the timber and 
getting our production to the market and of course, I would like to 
make another point—we would like to have one of the first considera- 
tions, the safety factor. We know that there is a large number of 
people being hurt and killed on the highways because of the great 
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amount of traffic and by these access roads it will keep a great many of 
the people in our communities off the main highways which would 
certainly add to the safety factor. Now as to the bill that we have, I 
want to say just a word or two here regarding the establishing of the 
revolving fund as relating to the Indians, as it affects the Indians. 
I understand that this fund is to be set up in order to conduct construc- 
tion, improvement and maintenance of roads and bridges to provide 
access to timber situated on Indian reservations, but there is a reim- 
bursable clause in that bill that doesn’t look very good to me. We 
don’t look upon this with very much favor. I don’t see why this should 
have to be reimbursed by the Indians. We pay a gasoline tax. We 
pay a tax on anything that we purchase and this allocation is for the 
purpose of improving our roads. Now I think that the reimbursable 
clause should be struck out and it should be the responsibility of the 
Federal Government to provide these roads from the standpoint of 
protecting the watershed if nothing else. We have some important 
watersheds in the Jemez District, in the Manzano District and around 
Tularosa and I am speaking on behalf of that class of people. I’m 
here to represent all the people in the Taos area too and in this valley, 
Senator Gore, when we are talking about the drought, we are also 
talking about the flood. It it’s not one, then it’s the other and when 
those floods come they come in a big hurry. 

Senator Gore. I came to Clovis—I guess it must have been several 
years ago to make a speech, and on the way when I came out here I 
was reading in the papers about the drought. When I got to Clovis 
the cars there could hardly navigate because there was so much water. 
There had just recently been a flash flood. 

Mr. Aseyta. You're right. Out here we are able to have a drought 
and a flood all at the same time. 

Senator Gore. I didn’t know it was quite that bad. 

Mr. Aneyta. Well, Pueblo Isleta is only 12 miles south of here and 
while you are here we extend an invitation for you to come out and 
look at our Indian reservation. 

Senator Cuavez. I was born within 10 miles of that pueblo. 

(Statement from representatives of Taos County is as follows:) 


{From office of Dennis Chavez, United States Senator; release upon receipt, please] 


WASHINGTON, November 27.—Senator Dennis Chavez announced today a change 
in the date for hearings in Albuquerque by the Senate Committee on Public 
Works in its inquiry into forest road needs. 

The hearing has been reset for December 9, Senator Dennis Chavez said 
after a conference with Senator Albert Gore of Tennessee, chairman of the 
Roads Subcommittee. The hearing had been planned for Saturday, Decem- 
ber 7. 

“It is very possible the hearings in New Mexico will run into a second day, 
and therefore Senator Gore asked that the hearings be put over until Mon- 
day in order not to have a break in the New Mexico inquiry,” Senator Chavez 
said. - 

The Senator said he had broadened the New Mexico inquiry under an agree- 
ment with Gore. 

“While deficiencies in forest roads will be the bosic purnose of these field 
hearings, nevertheless the committee would not restrict the hearings,” said Sena- 
tor Chavez, “Any matter by any person or public official desiring to take it up 
with the committee probably will be heard.” 

Senator Chavez said he plans to attend the New Mexico hearings, but doubts 
he will continue on with the Gore group in its swing on through the Western 
States. 
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COMMITTEE ON PUBLIC WoRKS, 
UNITED STATES SENATE, 
SENATE OFFICE BUILDING, 
Washington, D. O. 
NOTICE OF PUBLIC HEARINGS 


The Subcommittee on Public Roads of the Senate Committee on Public Works 
will hold public hearings at the following locations on the subject of forest 
highways, forest development roads and trails, public lands highways, and other 
general highway matters: ' 

December 9, 1957: Albuquerque, N. Mex., 9 a. m. in the Federal courtroom, 
United States Courthouse, Fifth and Gold, SW. 

December 11, 1957: Portland, Oreg., 10 a. m. in the Department of Interior 
auditorium. . 

December 12, 1957: Seattle, Wash., 10 a. m. in the Federal Building. 

December 13, 1957: Lewiston, Idaho, 10 a. m. in the Spanish Room, Lewis 
and Clark Hotel. 

December 14, 1957: Missoula, Mont., 10 a. m. on the campus of Montana State 
University. 

All interested parties are invited to be present, or to be represented at the 
above times and places, especially those interested in specific highway prob- 
lems or general highway matters and the officials of the State, counties, cities, 
towns, and local associations whose interests may be affected. Interested par- 
ties will be given an opportunity to express their views on these matters. 

Oral statements will be heard but for accuracy of the record all important 
facts and arguments should be submitted in writing in advance of the hearing. 
Written statements may be delivered to members of the committee staff at the 
hearing or mailed to the committee in Washington beforehand. Witnesses should 
advise the committee staff prior to the hearings of their desire to testify. 

Please bring the foregoing to the attention of persons known by you to be 
interested in this matter. 

ALBERT GORE, 
United States Senate, 
Chairman, Subcommittee on Public Roads. 


Taos CouNty DEMOCRATIC CENTRAL COMMITTEE, 


Taos, N. Mex., December 3, 1957. 
Hon, DENNIS CHAVEZ, 


United States Senator, 
Albuquerque, N. Mea. 


DEAR SENATOR CHAVEZ: I am enclosing herewith a summary and brief out- 
line of the various county roads which in my opinion are of primary importance 
to the people in Taos County. 

A number of these stretches of road have been black topped in parts or sec- 
tions and need to be completed. 

Next to the last on the list is the Ranchos to Mora Road which runs through 
the Carson National Forest. This road as you know was black-topped as far 
as the foot of the United States Hill this year. It should be completed. 

I trust the brief outlines may serve as a stepping stone toward an honest-to- 
goodness program of highway construction in Taos County. 

Trusting that I may see you in Albuquerque on the 9th, I remain 

Sincerely yours, 
J. B. MARTINEZ, 
Taos County Democratic Chairman. 


SUMMARY 


State or U. 8S. No. 38—FA or FAS No. 1529, Questa to Colfax County line 
{secondary system.) 

State or U. 8S. No. 196, FA or FAS No. 1531, Amalia to Costilla secondary 
System. 

NM-3 Federal-aid primary road—Taos to Colorado State line. 

Gravel road between Arroyo Hondo on NM-3 to Tres Piedras across the Rio 
Grande. 
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State or U. S. No. 75, FA or FAS No. 1516—Penasco to Dixon on the Rio Arriba 
County line (secondary system). 

State or U. 8. No. 73, FA or FAS No. 1515—Penasco to Llano secondary system. 

Unimproved stretch of road between No. 75 near Penasco south through 
Chamisal and Trampas to Rio Arriba County line. 

NM-3, FAS 1426—Ranchos to the Mora County line. Federal-aid secondary. 

An unimproved stretch of road through the Rio Grande Canyon beginning 
on U. 8.-64, just south of Ranchos de Taos, running west to connect with the 
Ojo Caliente-Colorado Line State road. 


State or U.8. No. 196; FA or FAS No. 1581 (secondary) 


Location: Amalia to Costilla a distance of 5.7 miles. Gravel type of road, 
except for about 5 miles blacktopped last year. This leaves about 0.7 mile with 
gravel before reaching the community of Amalia and some 6 miles beyond the 
town to the Costilla Livestock & Water Power Co’s line or fence. 

This road serves a large number of families along which are farms and 
ranches through which traffic is quite heavy in the summer months due to fish- 
ing and camping by Taos County people as well as by people from outside 
the county. 

It is a mail route and also a school bus route. It is usually poor for traveling 
when it rains or snows. 

Remarks: None. 


State or U. 8S. No. 38; FA or FAS No, 1529 (secondary) County road 


Location: East from Questa through Red River to Colfax County line. 
Length 17.6 miles. Gravel type of road except for about 6 miles blacktopped a 
year or so ago. Line to Eagle Nest 13 miles. The road is passable at all times 
and will help Taos County, mostly in the summer months due to the tourist 
business entering the State via Raton and Eagle Nest. 

From Questa the tourist travels to Taos and other parts of New Mexico. 
Daily traffic volume has been reported as over 500 by the Taos planning committee. 

The 6 miles of blacktopping is from Questa to Columbine, leaving a portion 
of gravel road between Columbine and Red River town and from there on to 
the Colfax County line, which should measure about 11.6 miles. 

This road is on a secondary system. 

Remarks: Government matching dollar for dollar on molybdenum—on a mil- 
lion dollar exploration. 


HAROLD LINTGENICH. 
ERNEST BOYDSTON. 
NM-3, Federal-aid primary road 

Location: This is one of the most used roads in Taos County since it con- 
nects traffic from Denver and other points in the State of Colorado with traffic 
from Taos, Santa Fe, and other New Mexico points. Length 50 miles between 
Taos and the Colorado State line. This road is all blacktopped except for a 
stretch of about 10 miles between Costilla and Questa. 

The blacktopping of a 10-mile stretch south from the Colorado line was com- 
pleted this fall. 

Remarks: None. 

Gravel road between NM-3 (top of Arroyo Hondo Hill) through the Rio 
Grande Canyon to Tres Piedras, a distance of about 30 miles. 

This piece of road was graveled some 2 years ago and because of its location 
to U. S. 285 running north from Ojo Caliente to the Colorado line on the west 
side of the Rio Grande as well as for the volume of travel it would develop, we 
feel it’s of great importance that same should be blacktopped. 

Remarks: None. 


State or U. 8. No. 75; FA or FAS No. 1516 (secondary)—County road 


Location: From Penasco to Dixon a distance of 16.3 miles. This is the most 
direct outlet to U. S. 64 (from Taos to Santa Fe) from the southern part of Taos 
County, which includes the communities of Penasco, Rio Lucio, Vadito, Rodarte, 
Liano, Llano Largo, Chamisal, El Valle, and Trampas. 

Some 12 miles of this road has been blacktopped, that is from Rockwall 
through Penasco and Rio Lucio. This leaves about 4 miles of dirt road to the 
community of Dixon. 

The entire stretch is used as a mail route and most of it as a school bus route. 

Remarks : None. 
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State or U. 8. No. 78; FA or FAS No. 1515 (secondary system)—Oounty road 


Location: Penasco to Llano, through the community of Rodarte a distance of 
about 3 miles. 


This is a school bus route and mail route at the same time. This stretch of 


road is one of the worst in the entire county. It is narrow, rocky, and has a lot 
of curves. 


Remarks: None. 


There is also a piece of road leading from the Penasco-Dixon Road No. 75 
through the communities of Chamisal and Trampas to the Rio Arriba County 
line on the south on which no improvement has ever been made. 

The length of this piece of road must be about 15 miles and is widely traveled. 
A school bus goes over this road and is also a mail route. 

Remarks: None. 

NM-3, FAS 1426 (Federal-aid—secondary) 


Location: From Ranchos to the Mora County line. A portion of this road 


from Ranchos de Taos to the foot of the U. S. Hill has been graded and black- 
topped. 


The remainder which runs through the Carson National Forest south to the 


Mora: County line is unimproved and gets plenty bad during rainy season as well 
as in the wintertime when it snows. 


This road is the only direct route to Mora and Las Vegas and is widely trav- 


eled. It is of great importance to all the Penasco area and Taos Valley as well. 
Remarks: None. 


An unimproved stretch of road leading from U. S. 64 Taos-Santa Fe Road 
west to Taos Junction and on to Ojo Caliente. This piece of road crosses the Rio 
Grande Canyon over which a steel bridge has been recently constructed. 

This is a direct route west to Ojo Caliente and its Mineral Springs connecting 
with the State highway to Espanola and Santa Fe on the south. 


A widely traveled road by farmers and sheepmen on the west side of the 
river (Rio Grande). 


Remarks: None. 


Senator Gore. The Chair will recognize the next witness. 

Congressman Drempsry. Mr. Chairman, many people here have 
talked about bypassing our town and I have talked to the chief en- 
gineer of the highway department, Mr. Wilson, and he made a trip to 
Las Cruces several days ago and he assured the people there that 
there would be no bypassing for sometime to come but they are not 
going to do any bypassing so long as the present roads are sufficient 
to take care of the present situation. I have talked to Mr. Keller of 
the Bureau of Public Roads and I used the word “bypass” and he 
suggested that I use the word “alternate.” He did not like the word 
“bypass.” I think if Mr. Wilson would tell the people, the public 
here, the position of his department with regard to these alternates 
then perhaps more of the people here would understand just exactly 
how the program is going to operate. There seems to be a great deal 
of misunderstanding in this respect. So I think if Mr. Wilson would 
say a word or two at this point regarding the Bureau of Public Roads 
it would be a help to us. 

Senator Cuavez. Now I don’t object to a bypass or an alternate road 
if it is necessary. 

Congressman Dempsey. You're right. That’s the way we all feel. 

Senator Cuavez. But until the community—until that time comes to 
where the community does need it, I don’t see why there should be 
alternate road to Valencia or Socorro or Los Lunas, and to call them 
bypasses is still wrong since it would be better to refer to them as 
an alternate. : 

Congressman Dempsey. I can tell you this, going home to Las 
Cruces through Belen and Socorro, Hot Springs, I have gone by so 
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many landmarks and familiar places that I know, I believe if you put 
me on another road, an alternate, bypassing the rural road, I don’t 
believe I would know whether I was in the Las Cruces area or perhaps 
in the county of San Juan and when you consider all the small busi- 
ness there along the highway it would be, would cause them a great 
deal of expense and damage if you were to suddenly take them off 
the highway. 

Senator Cuavez. I believe if Mr. Wilson would explain himself on 
this situation it would probably clear a great many of these doubts 
up. 
Senator Gore. Mr. Wilson, we would like for you to make a state- 
ment at this time. 

Mr. Wixson. I would be most glad to, Senator. 

Senator Gore. The Committee will be pleased to hear you. 

Mr. Wisson. Chairman Gore, Senator Chavez, and Congressman 
Dempsey, I am L. D. Wilson, chief highway engineer of the State 
of New Mexico, State highway department. This matter of bypassing 
has stirred up considerable interest and certainly caused considerable 
controversy here in the State of New Mexico. Naturally, many of our 
communities depend to a large extent upon the closest traffic that is 
traveling to those towns on the present highway routes and when 
the matter of bypassing those communities through this Interstate 
Highway System is raised the people become excited and become very 
apprehensive about the situation for fear that they are going to be 
put out of business. I think the way that that all started was due to 
the fact that projects in the past, there have been bypasses built with- 
out permitting the traveling public to go on to another road, and 
thereby took business away from the businesses that were already es- 
tablished. In other words, it would ruin the people who had their 
business established there. Now it is not intended on this new 
schedule, this new highway program, that this will happen in this case. 
We intend to have control of all access and there will not be any 
community that will be completely bypassed. There will be access 
roads readily available into each community and into the business 
concerns there. 

Senator Gore. Are you saying now that your plan is such that if an 
alternate route going, say, to Grants, N. Mex., is constructed the tourist 
could not obtain gasoline or otherwise obtain service facilities on that 
alternate route, but instead it would be necessary, if he wanted to pur- 
chase something, for him to leave the main route by way of an access 
road which would bring him then into the community, it would be 
necessary for him to turn off into the already established community ? 

Mr. Wrison. That is correct, sir. Now, the highway commission 
here in New Mexico has established policies of building alternate 
routes only where it is absolutely necessary. In other words, there 
will be some places where we won’t have to break the right-of-way by 
the alternate route. That is the case in Las Cruces, where we will not 
have to build an alternate until such time as an alternate is needed. 
We will be able to go right straight through the town. 

Now in other areas we are not even starting to buy rights-of-way 
until sometime later in the program until a bypass is needed, or an 
alternate road, and we were wanting those bypasses on the best route 
to run them through their towns. And another thing when this alter- 
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nate route is put in, there will be sufficient signs so that there will be 
no possibility of people getting lost or not finding their way. The 
markings will be such that they cannot misread them. 

Senator Cuavez. What is the situation with regard to Las Cruces. 
You do not plan an alternate route there ? 

Mr. Wison. Not until the traffic warrants it. 

Senator Cuavez. There’s no objection to that then. You have ex- 
plained the situation to us and I believe this limited access will guard 
the communities from loss of business or their values. 

Mr. Wirson. That is correct, sir, because these access roads will pro- 
vide an opportunity for them to get onto the highway at various 
entrance points, and exit points will be provided. 

Senator Gore. Well that is something that is taking place all over. 
Along with the limitation of access, the law requires roads allowing 
ingress and egress to accommodate local traffic and local communities. 
It provides that local interests and needs be given equal place with 
the interests of the national traffic problems. 

Mr. Witson. You’reright. We've used the easiest and most efficient 
way of doing it. In other words, we are trying our best and want 
always to keep the interests in mind in an effort to take care of the 
traffic problems throughout the State. Of course, as always our prime 
difficulty is that we don’t have money enough to build enough high- 
ways that are needed, and I would urge that Congress study very 
carefully section 210, Federal Act of 1956, and attempt to provide 
money in such a manner that we can complete our highways in a reas- 
onable period of time. 

Senator Cuavez. Along those lines, I heard a suggestion the other 
day. I read it in the paper, in order to do what is expected, the rest 
of the world would have us cut down on the people working in the 
United States, but there would be no more purpose in cutting down 
on the people than cutting down on the road program. It would seem 
to me that the Highway Act is the National Defense Act of 1956. 

Senator Gore. I would like to observe that in considering alternate 
roads and bypasses, I don’t like to use the word “bypasses”; I believe 
“alternate” is preferred—we must exercise the discretion given to 
officials on the Federal level and the local level in a way to bring about 
a practical program. 

Now all of us have these problems. Not long ago in my own State 
there was a proposed right-of-way would result in a dead man’s 
curve. There was no need for the curve except that several years ago 
the road was laid out to go by the house of a man who was of some 
local political prominence. In order to do that it made a sharp curve. 
A situation like that with our present-day traffic, particularly on this 
National Interstate Highway System which we are building for 
projected requirements of 1975, can no longer be allowed to develop. 
The national traffic system cannot afford to have a dead man’s curve 
in order to go by my home or your home or anybody else’s home. We 
have got to be practical about this and efficient, so long as the roads 
are adequate to serve the community in the best way and alleviate the 
traffic situation both on a local and national level. With the rapidity 
of the growth of our cities today and the speed of modern vehicles 
we have got to provide roads that furnish not only a rapid route but 
also provide a protection for the local community as well. 
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Mr. Witson. Senator, you’re quite right. 

Senator Gore. Now, are there any further questions? [Addressing 
the chairman of the whole committee. ] 

What time would you like the committee to come back ? 

Senator Cuavez. About 2 o’clock. 

Congressman Dempsey. Mr. Chairman, this meeting was originally 
set for the 6th of December and there was another meeting set here in 
Albuquerque on the 9th which I should attend, and it concerns a mat- 
ter in which we are all very much interested because you are the 
chairman of the Atomic Energy Committee on Raw Materials, and I 
happen to be one of your members and I am very happy to be in that 
position where I am working under you as chairman. 

Senator Gore. There is a meeting this afternoon ? 

Congressman Dempsey. Yes, this afternoon they are having the 
meeting and I promised to be there. I’d like to stay all afternoon 
with you people here but I cannot come back. I must as I explained 
before—I must attend this meeting which was set some time back, but 
I want to reassure those of you whom I will not be able to hear testify 
this afternoon that I will certainly review the record, and when we 
are considering the road program you may be sure that we will give 
all of these matters full consideration because as you men know, 
when I was on the Public Works Committee back in 1951, it was sug- 
gested to me by Senator Chavez since I was in the House that I be on 
the House committee, with him being chairman of the Senate com- 
mittee, and I am on the House committee, with so many things that 
can happen in New Mexico, it places us both in a position to be of help 
to our people and regarding the Atomic Energy Committee, I am the 
only Member of the House, either Republican or Democrat on the 
committee, so I feel very privileged and by the same token, I feel I 
must attend their meeting this afternoon. With regard to this bill 
I would like to say now that I believe you will find this bill will do much 
to improve our road situation. I don’t believe I have met a finer 
man than Mr. Keller, division engineer of the Bureau of Public 
Roads and he is our New Mexico representative from the Bureau of 
Public Roads, and I think that he will be of great help to us and I 
might say that if there is an objection to using the word “bypass” 
then let’s not use it—let’s refer to any such road as “alternates.” 
I think you will find that this bill covers the entire situation and you 
will find it to be the setup exactly that we have anticipated and what 
we would like to have asa setup. 

Senator Gore. Congressman, it is my error in underestimating the 
interest in this hearing. I know that the people here will appreciate 
your deep interest and sincere endeavors in connection with mineral 
developments and the problems of uranium and atomic industries. I 
hope that you will understand that, had I known we could not complete 
this hearing in half a day I would have tried to have arranged a dif- 
ferent schedule. However, fortunately, the chairman of the full com- 
mittee, who has devoted more time and effort to this program than I 
have been able to do, has agreed to continue the hearing at 2 o’clock 
this afternoon. I will review the record after it is completed, Then, 
we will invite any of you who wish to do so to come to Washington 
in January of 1958 to testify before this committee there. Before clos- 
ing, I want to say, Mr. Chairman, that I have tremendously enjoyed 
being in New Mexico and appreciate your interest and your patience. 








eS SENET 


ee 


meres 


FEDERAL HIGHWAYS AND FOREST ROADS .69 


May God be with you. The meeting will stand adjourned until 2 
p.m. 

(Whereupon, at approximately 12:15 p. m., the subcommittee hear- 
ing was recessed to reconvene at 2 p. m., this day.) 


AFTERNOON SESSION 


The subcommittee reconvened, pursuant to this morning’s recess, 
Senator Dennis Chavez presiding. 

Senator Cuavez. The committee will come to order. Mr. Juan 
Chavarri, of the Santa Clara Pueblo, we will hear you first. 

Mr. Cuavarrt. Senator Chavez, Subcommittee of Public Works, I 
am representing my people of the Santa Clara Pueblo, of Santa C lara, 
situated 30 miles northwest of Santa Fe, N. Mex. 

Senator Cuavez. For futher identification, tell the audience and the 
committee where it is with reference to Los Alamos and Espanola. 

Mr. Cravarrt. Santa Clara is 2 miles south of Espanola, N. Mex., 
Highway 285, 85, and 64, leading into Espanola, N. Mex, Los Alamos, 
the Atomic C ity, is situated 18 miles southwest of Santa Clara Pueblo. 
Senator, we are very much concerned over the problem of roads, the 
first phase of our road problem is the road leading to the prehistoric 
Puye Cliff Ruins. These ruins are situated 11 miles southwest of Santa 
Clara Pueblo. 

Senator Cuavrz. Let’s get oriented on that again. As I recall, 
the road leads from Espanola on the west side of the river to go to 
Los Alamos ¢ 

Mr. Cuavarri. That’s right, Senator. 

Senator Cuavez. And before you start to climb up the hill? 

Mr. Cuavarrt. That’s right. 

Senator Cuavez. To swing left and go to the Puye Road, then to 
get into there would be by way of: 

Mr. Cuavarrt. 285. 

Senator Cuavez. To Pojuaque, then follow the river to the Los 
Alamos road ? 

Mr. sy ree To get down to Pojuaque, you follow the State 
road No. 4 to the junction of State Highway 30 coming from 
Espanola. 

Senator Cuavez. Proceed in your own way and give us your views. 

Mr. Cuavarrt. The Puye Cliff ruin situated 11 miles southwest 
of Santa Clara Pueblo on State Highway No. 30 leads south from 
Espanola, N. Mex., approximately 3 miles south of Espanola. There 
you have the junction to the Puye Cliff ruins. These ruins are the 
prehistoric ancestral home of the Santa Clara Pueblo. Early this 
year we started restoration work at these ruins. It is a great tourist 
attraction and since we have posted some signs advertising these 
ruins, we have doubled our attendance in the way of tourists. Last 
spring we also promoted our first Puye Cliff ruin rain ceremonial 
right in the midst of these prehistoric ruins which go back to two 
or three thousand years ago. For this reason we are very much con- 
cerned for road improvements to provide for our people over at the 
Pueblo. 

Senator Cuavez. Tell me this, are these ruins under the National 
Park Service or the Indian Bureau ? 
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Mr. Cuavarrt. No, they are not, Senator, they are under the su- 
pervision of the Santa Clara Pueblo, that maintains these roads with 
proceeds from the administration of it going back into restoration 
and maintenance of these ruins. 

Senator Cuavez. What about the area around the ruins, is that 
under Santa Clara or under the National Park Service? 

Mr. Cuavarrti. No, the National Park Service is not in that. The 
United States Forest is in there—the Indian Forest Service. 

Senator Cuavez. I see. 

Mr. Cuavarri. So the road leading up to Puye Cliff ruins runs into 
the Santa Fe National Forest to the national forest right outside the 
boundary south of Puye Cliff ruins, we find pumice mines and in min- 
ing pumice they use the same road that leads to the Puye Cliff 
ruins and the Santa Clara Indians maintain these roads with some 
aid from the Indian Bureau. The Bureau has or gets maintenance— 
a maintenance fund of approximately $89,000 for the whole pueblo 
area. This sum could be used, this amount of the sum could be used 
alone for the improvement of the Puye Cliff ruins. We also have 
another road which is the Santa Clara Canyon Road. This road 
leads to the southwest from the Pueblo of Santa Clara approximately 
20 miles in distance. The Santa Clara Canyon or the Santa Clara 
Creek provides excellent fishing for fishermen from the Pueblo and 
also for the public. It also provides excellent picnic areas, but again, 
we are confronted with the road situation. The road could be im- 
proved with blacktop which would be also asked for or we would 
like to have done at the Puye Cliff ruin road. 

Senator Cuavez. Tell me this—the road leading to Santa Clara on 
the Espanola road up the canyon, is it gravelled now or is it graded 
so that the only thing it needs is blacktop? 

Mr. Cuavarrti. No, it isn’t graded, Senator. It could be graded 
and black-topped up to a point about 50 miles where our ranger sta- 
tion is situated. 

Senator Cuavez. I see. Would the Los Alamos people have an op- 
portunity to go from Los Alamos—go north and get into the area 
for picnic and recreational purposes? 

Mr. Cuavarri. Yes, Senator, and the people of Los Alamos can 
come as far as Santa Clara and go up either to the Pojuaque Road 
or come on up the canyon road. As I have said, it provides excellent 
fishing and picnic areas for the people of the pueblo and also for 
the public, but beyond the ranger station we would like to have the 
road graded and gravelled which is a distance of about 6 miles to 
our west boundary line. 

Senator Cuavez. Now the canyon is Indian land? 

Mr. Cuavarri. Yes, it is. It is what we call the shoestring grant. 

Senator Cuavez. Then when you go to the west end of the canyon 
you contact the forest? . 

Mr. Cuavarri. Yes, we come into the forest again and early this 
spring they have been cutting timber over in that area and also using 
the road for hauling timber through Santa Clara Canyon. We also 
have another road on the north side of Santa Clara Canyon which 
also leads into the national forest. It is used by forest rangers and 
also by the public. It is also a cattle drive and the canyon road is 
also use as a cattle drive and a sheep trail. 
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Senator Cuavez. Now in order to again get oriented, as you fol- 
low the forest road at the west end of Santa Clara property, where 
do you get into the Jemez Canyon? 

Mr. Cuavarri. You get into Valle Grande, if the roads are usable, 
and you get over into the Jemez country on Highway 44. 

Senator Cuavez. Where do you hit Coyote or Canones? 

Mr. Cuavarrt. It is quite a ways from there. 

Senator CHavez. And Regina? 

Mr. Cuavarrt. That’s quite a bit north. That is above Abiquiu, 
Senator. That is also National Forest area and is used quite a bit by 
Forest Service people and in case of fires, it is accessible for fire equip- 
ment so we very much are more concerned about our Puye Road and 
as I have said before in my statement that we are trying to provide 
for the people of Santa Clara whereby the Government wants us to 
be self-dependent, so that is what we are looking forward to. In time 
we may get this road and have enough people come up there the 
year around. In other words, we would like to have an all-weather 
road up to Puye Cliff Ruins. Senator, I don’t have any statement 
prepared. It is not completed, but I would like to know where I can 
send my statement. 

Senator Cuavez. Juan, I think you have done very well as it is, 
but if you want to prepare a statement, you send it to the Committee 
on Public Works, Senate Office Building, Washington, D. C., and 
it shall be received and recorded in today’s record. 

Mr. Cuavarri. Yes, I will do that Senator in just a few days, I 
will get it out to you. 

Senator Cuavez. Take your time. 

Mr. Cuavarrti. Thank you very much, Senator. 

Senator CuaAvez. Thank you. You have made a fine presentation 
of your little problem, Now are there any more Pueblo Indians? 

Mr. Herrera. The Honorable Senator Chavez 

Senator Cuavez. Will you state your name, please ? 

Mr. Herrera. My name is Joe Herrera. I am executive secretary 
of the All Pueblos Council. Senator, you have the statement made 
here by an assumed representative of the All Pueblos Council, but we 
are actually representing 25,000 Pueblo Indians and I am here to 
represent the 19 pueblos of New Mexico. I am representing as I have 
stated, the 19 pueblos all the way from Taos to Zuni. 

Senator Cuavez. But your own pueblo is what? 

Mr. Herrera. Cochiti Pueblo. We have been talking about, con- 
cerning the sections we want to open up in some of these areas for rec- 
reational purposes and in getting some of this deadwood out so per- 
haps we could make better houses. Sometimes I think much of the 
things with which we are concerned should be especially the things 
that we are concerned with, that our people have an education. We 
would like to have our young people brought out of the pueblo areas 
to the public schools. They are now attending some and traveling a 
distance of some 10 to 40 and 50 miles. Many of them are of our 
pueblos, and are located adjacent to the Forest Service areas and the 
national park and recreational forest areas and I think perhaps many 
of the problems which have already been offered here are justified. I 
mean the problems and the statements that have been submitted to the 
Senate laauanines and therefore, I will not go into any details so far 
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as the needs for improvement of the roads where the pueblo areas are 
concerned, however, I would like to state and cite for example, one 
which has taken place within the last 2 years. However, with no 
results though we had very better justification. In our area, when 
the people in the other areas, that is, I am talking about the county, 
I would like to use this as an example, and this, of course, is from my 
pueblo, Cochiti. Because of the present number of people and the 
new defense projects, our area has increased traffic. 
The following statement was read by Mr. Joe Herrera: 


STATEMENT REQUESTING SURFACED Roap From PENA BLANCA TO COCHITI PUEBLO, 
BY COCHITI PUEBLO 


Because of the recent and new developments in our area and the increased 
traffic from State Highway 85 to Cochiti, Sile, and surrounding areas via Pena 
Blanca, my pueblo of Cochiti hereby appeals to the Senate Public Works Admin- 
istration Committee the need for a surfaced road from the village of Pena Blanca 
to Cochiti, a stretch of approximately 5 miles. 

We have taken primary steps to justify the need for a surfaced road as indi- 
cated above by presenting our problem to our local county (Sandoval) commission 
and planning committee. In addition, our request was made at a hearing before 
the State highway commission. A primary survey costing $10,000 has already 
been made by the Bureau of Indian Affairs in addition to having the bridge across 
the river at a cost of about $48,000. 

Currently, the Bureau of Indian affairs has this particular 5-mile stretch as 
priority 1. In view of the fact that it was considered a No. 1 priority by the 
Bureau of Indian Affairs, it had earmarked for the fiscal year 1958 an appropria- 
tion in hopes that it could participate jointly on this road program with the 
county and the State. However, in previous meetings with both the county 
planning committee and the commission it was indicated that priority listings 
had already been made over a period of years and could not be changed, there- 
fore, eliminating our request or consideration for a top priority, although our area 
had far better justifications for top priority consideration. 

In view of the inadequate and unsatisfactory results of our previous appeal 
we turned to the State highway commission where our petition was favorably and 
sympathetically considered. The commission and other interested parties were 
present. The State highway shouldered the responsibility of listing priorities to 
the county planning committee and commission and instructed same to consider 
our request on the basis of our justifications. Since then we have not had any 
more meetings, however, we are continuously checking with the Bureau of Indian 
Affairs for possible additional allocation for this project in order to eliminate 
and alleviate the seemingly hardship that our county faces, due to inadequate 
and insufficient allocations to participate or render such projects. 

We feel that our Indian people are equally eligible for road programs and other 
programs administered at the local county level, as well as any other citizens. 
Our pueblo membership is 510. About 40 percent of this are of school age. Our 
pueblo was the first and only pueblo of all of the 19 in our area who registered 
their people 100 percent. They are a contributing factor to our local, county, 
State and national governments by use of the franchise. 

Our justifications are based upon the following : 

1. Our schoolchildren are now transported to Bernalillo daily. 

2. The completion of the new Santo Domingo public school will require addi- 
tional buses to travel the poor road. 

3. Upon completion of the new school constant travel will be required because 
of extracurricular activities after school hours. 

4. Additional schoolchildren from our neighboring village to the south use the 
same road. 

5. Our pueblo farm produce has increased considerably requiring constant 
travel to and from town for market. 

6. Increased tourist visitors because our pueblo is famous for its arts and 
crafts, especially in the field of drum-making, fine arts, leatherwork, and jewelry. 

7. Pumice mining companies are using this road daily. 

8. Ranchers are constantly using this road also. 

9. Logging contractors have used and will continue to need an improved road. 
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10. The Forest Service and other Federal agencies travel the road frequently. 

11. The number of private cars, trucks, and other vehicles has increased 
considerably in our pueblo and adjacent villages. 

12. There is a convincing and possibility of a beautiful scenic road into the 
mountains above our pueblo. 

Other general justifications through observation. 

1. Currently the road is in very poor condition. 

2. There are numerous arroyos and especially the Santa Fe Arroyo that are 
constant threats to destruction and inconvenience to our travels. 

3. Need for channelization to correct the constant flash floods which has 
frequently caused destruction of the road. 

4. The road seldom is graded. 

5. Buses, trucks, and cars have experienced breakdowns due to roughness of 
road. 

Senator Cuavez. Just at this point, in order to clarify the situation 
as between what is needed and what should be done and the ability of 
the Bureau to do it, now, you have improved 5 miles of that road; is 
that right ? 

Mr. Herrera. They are listing that as one of the prerequisites among 
the priorities. 

Senator Cuavez. Well, it is based though upon the amount of 
money that they get for this particular purpose ? 

Mr. Herrera. Well, there isn’t sufficient allocations for these funds. 

Senator Cuavez. Well, is that because it is not allocated or just 
that they haven’t got it? 

Mr. Herrera. They haven’t got it. It was the hope of the Bureau 
of Indian Affairs to participate jointly with the county commission 
and also with the State to build this road, however, we had no success 
in our previous meetings with the county commission. 

We have had no success at all. Also, we felt we had a far better 
chance of success in our area than the school. The school built down 
there takes care of 600 students and 6 to 8 buses go back and forth over 
that road every day. 

Senator Cuavez. You are off 185 east of Santo Domingo? 

Mr. Herrara. Yes, sir; and because of the increased production in 
our crops in that particular area not only the pueblos but Pena Blanca 
would benefit from this road. 

Senator Cuavez. Aren’t they doing quite a lot of mining work in 
there, too? o 

Mr. Herrara. There is pumice mining in that area also. And then, 
of course, the possibility, I don’t speak here as an authority on it, but 
it is a beautiful scenic trip from Pena Blanca into Valle Grande; also 
from there into the Jemez area. In view of the inaccessibility to these 
areas, we have made previous appeals. We would turn to the highway 
commission, the State highway commission, and they considered us 
very sympathetically. However, of course, with the regulations set up 
as they are the responsibility was shouldered back on the county com- 
mission. However, we have continuously gone back to them but with 
no success. But, we feel that with the recent developments and also 
the possibility within that particular area that there is an ample need 
for a surfaced road from Pena Blanca to Cochiti. And I think this 
situation is the same in any of our 19 pueblos and there is need for 
safety crossings and we are very concerned right at this time due to the 
fact that there is not adequate safety precautions and we do need 
improved roads, more areas Bureau maintained, and the Bureau has 
maintained approximately 400 miles of this, but about 200 miles of this 
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are considered casual access roads and are seldom maintained. A 
total of 600 miles of pueblo roads are involved in this program that 
need to be considered and we feel that these are some of the things we 
are up against and the fact that our Indian people are just as qualified 
under any local program which may be administered by the county 
or the State. 

Senator Cuavez. How can you get out to the main road—out of 
San Felipe? 

Mr. Herrara. Sir, they have a stretch of about 314 miles going south 
up there and then about 214 miles east, it is all dirt and ver y poor road. 
Many of these roads, of course, are very poor due to the fact that we 
have no channels where their floods could be controlled. It has been 
so difficult and inconvenient and our people travel over these roads 
and even the new buses put into use in our area have already experi- 
enced some trouble. We had a car which was lost in the Santa Fe 
River not too long ago. You could see only just the top of the car 
because of the flash flood which came down just recently. Sir, I 
would like to submit this one example; however, we have numerous 
other ones which will be coming in along with other statements w ithin 
the next 2 weeks which we will then submit. 

Senator CuHavez. You get the statements from all of the persons 
you can and send them to the committee. 

Mr. Herrara. Yes, sir; I will. 

Senator Cuavez. Thank you, sir. Next we will hear from Mr. Dan 
Swearingin, of the Ruidoso Chamber of Commerce. 

Mr. SweartNern. Senator Chavez, I am here on behalf of the 
Ruidoso Chamber i eens to present a report on a proposed road 
of approximately 414 miles into the White Mountain Park area 
near Ruidoso, N. Mex I am sure that the Senator is acquainted with 
that area, having worked along the line of getting that area out of the 
wilderness and into civilization, and the present situation of it being 
such as to permit the installation of.a wint a ski resort, and 
let me state for the record, Senator, that we feel the 125-year period dis- 
cussed this morning might well be shortened to benefit a great many 
individuals and ourselves among them. We have endeavored to con- 
dense some of this, possibly to save time for the committee, and with 
your permission, I will read some of it to you now. 

(Mr. Swearingin reading from statement :) 

A proposed road of approximately 41%4 miles into the White Mountain Park 


area, near Ruidoso, N. Mex., in township 10 south range 11 east. (See map, 
exhibit 1.) 





PURPOSE OF THE ROAD 


To provide access to a recreational area for winter sports and summer outings 
for approximately 2% million people within 1 day’s drive of the area. This 
development would also serve five major military installations within 135 miles 
of Ruidoso. 

HISTORY 


In 1939 with the advice and encouragement of the United States Forest Serv- 
ice a beginner’s ski slope was installed on Cedar Creek near Ruidoso. Although 
extremely inadequate, and lacking in snow because of low altitude, this begin- 
ner’s slope has attracted thousands of ski enthusiasts during the past 18 years. 
This small and inadequate ski run has furnished a recreational outlet and 
has bolstered the economy of Ruidoso during the winter months. 

The people of the Southwest have long recognized the total inadequacy of the 
present ski run, and are convinced of the need for larger facilities. In 1949 a 
small corporation was organized to explore the possibility and practicability 
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of the White Mountain Park area for winter_sports. It was found to be an 
excellent area for winter sports including skiing. Mr. John Herbert, winter 
sports expert with the United States Forest Service, is quoted as follows: 

“White Mountain Park offers some of the finest skiing terrain that I observed 
in New Mexico. The orderly development of this area will make winter sports 
available to a large number of people and will be a distinct asset to the economic 
life of Ruidoso.” 

With the able assistance and cooperation of our Senators and Representatives, 
this corporation and the United States Forest Service, the Ruidoso Chamber of 
Commerce, other interested service organizations, and individuals have succeeded 
in changing the land use classification of the White Mountain Park area. This 
change of classification will allow issuance of a special use permit for the instal- 
lation of a ski run and auxiliary facilities for the development of an important 
and urgently needed recreational outlet for the entire adjacent Southwest. (See 
map, exhibit 2.) 

PRESENT STATUS 


Budd Linton & Associates, of Dallas, Tex., and other potential investors, are 
interested in the area for investment purposes. The capital investment required 
for the private financing of an access road, in addition to the cost of the develop- 
ment of required recreational facilities to meet the standards of the Forest Serv- 
ice, would be impractical if not prohibitive. (See letter, exhibit 3.) 

A licensed engineer was employed to run a preliminary survey from Mon Jeau 
Lookout into the area. This proposed low-cost road has not proved acceptable 
to the United States Forest Service. (See letter, exhibit 4.) 

The United States Forest Service is now in the process of preparing a report 
on the amount of snowfall, quality and extent of slopes, and possible feasible 
route into this area. We believe sufficient substantiating data to amply justify 
the construction of this road is now or soon will be available to the Committee 
on Public Works. Therefore we respectfully and urgently petition your favor- 
abel consideration of our request for its construction at the earliest possible date. 


Rumpo0so CHAMBER OF COMMERCE 
SPECIAL COMMITTEE, 

DAN SWEARINGIN, Chairman. 

Brit Hart. 

W. D. Horton. 

CARMEN PHILLIPS. 

A. E. Hunt. 

GEORGE FUCHS. 


Mr. Swearrnarn. I have pointed out in the letter attached to my 
report the problem which we face in trying to provide this 4-mile road 
for use in that area. 


LINTON CONSTRUCTION Co., 
Dallas, Tex., November 30, 1957. 
Mr. DAN SWEARINGIN, 
Ruidoso, N. Mex. 


Dear DAN: I was very glad to hear from you yesterday, particularly the good 
news regarding the possibility of an ingress road to White Mountain Park being 
built by others. The venture is of a highly speculative nature and the best and 
probably only insurance is to be able to go into the park with A—1 accommoda- 
tions, equipment, facilities, and enough funds to spend 1 to 2 years in first-class 
promotion. This takes a considerable sum of money, and to have the road in 
would eliminate one of the big blind spots, to say nothing of the cost even if it all 
went well and according to plan. Steep grades, granite, and weather are difficult 
to cope with and the road must be a good one, and it also must be in before work 
can be done in the park. 

My group is at this time awaiting an improvement in the money market in 
order that certain assets may be liquidated ; the resulting cash will be reinvested, 
and with this new development on the road situation, this project takes on a 
substantially more promising outlook. 

The post office was closed Saturday when I got there with the package, so 
I shall have it in the mail to you Monday a. m. 

Sincerely yours, 


Bupp LINTON. 
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Aveust 29, 1957. 
Mr. DANIEL BRENTON, 
Carrizozo, N. Mea. 

Dear Dan: Reference is made to your recent visit to this office in regard 
to the proposed development of the White Mountain Park area and the access 
road leading to it. ; 

Several times during the last 8 months, members of the Forest Service have 
discussed the matter of this development with interested residents of Ruidoso. 
Mr. H. 8. “Jack” Kennedy was hired to make a survey on the proposed road 
location into White Mountain Park. Mr. Kennedy made a preliminary survey 
and presented a limited topographic plat of his proposed location of the road to 
the forest. Mr. Calloway, the forest engineer, and Mr. Adams, of our regional 
office, met with Mr. Kennedy recently, at which time a copy of this plat was 
presented. At that time, Mr. Calloway informed Mr. Kennedy of the requirements 
that would have to be met to secure approval for road construction. It was 
pointed out to Mr. Kennedy that grades could not exceed 6 percent, that drainage 
features would have to be shown in place, and that the road would have to meet 
certain requirements as to width, ete. At this meeting, Mr. Kennedy was 
furnished Form MR-1: Forest Development Road Specifications, another copy 
of which is attached. A detailed survey, incorporating the above provisions, will 
have to be made and approved before any construction is permitted. Members 
of this office will be glad to work with you and your associates to assist in 
preparing the material needed. 

We feel that the White Mountain Park area has good possibilities for develop- 
ment as a ski area. It is our thought that, to provide the best possible develop- 
ment on this area, very careful consideration must be given to the planning on 
the area of use. It is very important that the facilities to be installed be properly 
located to provide safety along with maximum use of the suitable area. As you 
know, in a development of this kind, it is necessary to provide areas of use for 
beginners, intermediates, and experts; these areas of use should not interfere 
or overlap one with the other. Detailed planning on the ground certainly will 
be necessary before any development takes place. Also, detailed plans of the 
chair lifts and for any other structures costing over $20,000 must receive Wash- 
ington office approval. As a part of these plans, profiles on site location must be 
provided. 

As you know, White Mountain Park is at the headwaters of a very important 
watershed area, and particular care will have to be exercised to provide adequate 
sanitation. Also, the road leading into the area will, no doubt, border the Bonite 
watershed and, here again, sanitation will be an important factor. 

We are very much interested in seeing a proper development go into White 
Mountain Park, and feel that it is necessary that a good job of planning for the 
overall development be accomplished. The plans, when submitted to this office, 
should be complete in every detail not only covering the access road but, also, 
all anticipated development as to structures, ski-area layouts, ete. We feel this 
is necessary for several reasons: first, a poorly planned development would be 
hazardous to users and, secondly, would not prove to be a successful business 
venture. It is necessary that planning take into consideration the need for site 
protection of the area and the access road leading to it. 

We are sending you the special-use application forms that you requested. As 
mentioned to you, it is necessary that the sponsors of this project be able to 
provide a financial responsibility statement indicating that they can carry out 
the full job of development. As we also pointed out to you, the Forest Service 
cannot assume any responsibility for snow removal along the access road. 

We have attached for your use a copy of the existing special-use permit which 
covers the ski area at Santa Fe Basin on the Santa Fe National Forest. Mem- 
bers of the forest will be more than pleased to meet with you and go over 
the planning requirements in further detail, and will assist in any way possible 
in working toward the development of the area. 

Very truly yours, 
Everett R. DOMAN, 
Forest Supervisor. 
By D. C. STEVENS, 
Acting. 


Senator Cuavez. That is 414 miles; is that within the forest area? 
Mr. Swearincin. Part of it is; yes, sir. 
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Senator Cuavez. Where do you start from Ruidoso proper or from 
the middle there, the little settlement town there at the end where 
they join the one, the road that goes to Alamogordo ? 

Mr. Swearrnarn. It is from the Mescalero Lookout area, about 12 
or 13 miles from Ruidoso there, in relation to the entire area. 

Senator Cuavez. I drove over the area with Jim Tulley. 

Mr. SweaRINGIN. Fine, fine; then you are familiar with the topog- 
raphy of the area and generally toward the west there White Moun- 
tain Park—you are familiar with that, too. Now, we are not asking 
for assistance without having utilized our own facilities to the maxi- 
mum. This small group that was set up in 1939 has expended some 
$10,000 toward the development of the area. Of course, that is peanuts, 
so far as some people are concerned. In Ruidoso, if you have $10,000 
to promote something, that is a good whack of cash. Now, they 
have run a survey in the area in order to present a proposed low-cost 
road, but it was not acceptable to the United States Forest Service due 
to the grades and due to drainage. The Forest Service feels, and, I 
think, rightly so, that an access road to the area should be a good first- 
class road for the benefit of the public and well drained for protection 
from watershed on both sides of the ditch. Now, do you have any 
questions, sir ¢ 

Senator Cuavez. No, sir; we thank you very much. You have 
made a nice presentation, and I do know the area involved quite well. 

Mr. Swearrnern. Thank you, sir. 

Senator Cuavez. Our next witness will be Mr. William Couey, of 
La Madera, N. Mex. 

Mr. Coury. Senator Chavez, I want to make a little explanation, 
first, to the people here. If I don’t present this matter as well as 1 
should, it’s because I was only notified about it last night. 

Senator CuHavez. You are going to talk, more or less, on the same 
matter as Mr. Weinstein, whom we heard this morning? 

Mr. Coury. No, sir. Mine is very much different. His was 
lumbering. 

Senator Cuavez. All right; go ahead. 

Mr. Coury. I have my residence here in Albuquerque, Senator. 
However, I contemplate moving up in the area of La Madera, where 
I have interests in mining. I was called last night by a member of 
the road commission up there, who knew I was at home here in Al- 
buquerque, and it was impossible for him to come at this time and 
make his presentation, and I will do the best I can for him. 

Senator CuAvez. We are very informal here. You may present it 
any way you think you should present it. 

Mr. Covey. Thank you, The road I speak of is a 12-mile stretch 
of road between La Madera and the top. 

Senator Cuavez. That isa road for hauling mica ore? 

Mr. Coury. That’s right, sir. This road we have there serves two 
communities. The little community of Petaca and that of Servillata. 
This road is used by school buses and mill trucks and big mining 
equipment; that is, big trucks hauling ore out of there. Now, as 
many of you know, big machinery, big equipment, can go over that 
road all right, but, if any of you have ever had the experience of 
dodging a piece of equipment lke that and getting a school bus full 
of children on a road like that where I mean there is barely room for 
two cars to pass, and I know what it’s like, because I’ve been over there. 
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As I say, I might not have all the facts, but I can tell you about the 
community I am acquainted with, where they have continual use of 
that road. Now, there is one curve there that we had a photograph 
made of. We notified the Espanola News about this, and a photog- 
rapher came out and took the picture of this specific curve bacsiehe 
it is such a dangerous one. It is a right-angle curve, and there is not 
room for two cars to pass on it, and still those trucks and school buses 
must travel that way, and they meet there. I have six children. I am 
a New Mexican, and my children were born here, and all of them I 
want to stay here. In fact, I want to move them up there. We are 
vitally interested in getting out resources—strategic minerals for the 
United States Government—and I want to move my family up there, 
but I cannot do it and I will not do it under the circumstances. I 
cannot do it until some provision is made for their safety over roads 
like this. 

Senator Cuavez. Outside of the mining, outside of the roads and 
this mica road in the La Madera area, aren’t all of the supplies, 
medicine, groceries, trucks, and whatever else—don’t they all go over 
that road to supply Petaca ? 

Mr. Coury. Yes, sir. I have that in my notes, but I would like to 
tell you all here that in that district it is 35 to 60 miles to a doctor. 
Now, I am not a man of money, but some of us with a little hope in 
the future have got together and we have built what we hope will be 
a producing mine and mill for these strategic minerals, whereby we 
can combine the minerals with mica with a production of pumice as a 
byproduct, and the Government has said for us to establish a depot in 
Santa Fe for the handling of this. However, if we don’t have the first 
12 miles of road to where we can travel it safely, we are going to be 
greatly handicapped. 

Now, if all this makes sense, I don’t know, anyhow, as I have said, 
Senator, the only access these people have in that area in order to get 
to a doctor, in order to get medicine is over this road. They have to 
travel that road. In fact, I have come here today and made a special 
request that I be allowed to testify before you early because I want 
to drive back over that road this afternoon but I don’t want to be driv- 
ing it at night. I have no desire to drive it after dark. Anyone who 
has been up there around Petaca knows what I’m talking about. 
There is one spot there only 16 feet wide and a quarter of a mile down 
and that’s where those school buses and big trucks and heavy equip- 
ment must travel and sometimes they meet there. I may meet one my- 
self but I surely don’t want to meet one tonight after dark and there 
always could be a chance there would be one coming on a night run 
because they do haul a great deal of ore as you know. They haul 
this big stuff in order to ship it back East—a lot of them. Now, also, 
I want to mention the fact that that country is fabulous in natural 
resources. We have built our own plant and haul our own lumber 
and made a mill out of 16 by 10 timbers so you know there is timber 
in that country. Now what we ask before I get to that, I will give 
you a little résumé of what has happened, Senator, I know firsthand, 
because my partner, he and I were in charge of ‘construction. My 
partner is not able to be here today simply because he could not spare 
the time so I am representing him. But what has happened, we have 
tried to get the State to do something about this road. We have tried 
to get the county to do something also about the road, and the Forest 
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Service to do something about the road. In each instance, as we are 
informed by somebody else it seems that nobody wants to take over 
the job of getting this road fixed up and as a result we don’t seem 
to know what to do about it or where to go, how to find help. 
whether it’s the county or the State, or the Forest Service, each one 
sends us over to the other and we seem to be getting nowhere. 

Senator Cuavez. Let me tell you, sir, 1 don’t like to get matters of 
this nature into politics. 

Mr. Coury. No, sir; there is no politics here. 

Senator CHavez. Because this has nothing to do with politics. 
Your children are entitled to go to school and feel safe about it and 
other person’s children are entitled to do the same thing. I was told 
recently by one of those boys in Rio Arriba County—he says to me 
that if you want to get elected, forget about politics and just concen- 
trate on that—just get to work on that road from Petaca to Madera. 

Mr. Coury. Yes, sir; that would have done it. Now, Senator, I 
am not casting any reflections on any department—State, county, or 
the Forest Service. We would like to know whose road it is and 
how we can go about getting it improved. As I have told you be- 
fore, this road is very, very important to us right now. In addition 
to everything else I have mentioned, this road ‘has many advantages, 
one of them “being of a scenic nature where the tourists could enjoy 
the country, however, I do think our production and our children 
should come first. I don’t have much more to say, Senator, except 
that I too, do not want to wait 125 years to have this done. 

Senator Cuavez. And I don’t want to make that trip up that road 
until it is fixed. 

Mr. Covey. Come up with me tonight if I travel it tonight. 

Senator Cuavez. Thank you, Mr. Couey. Our next witness will 
be a representative from the Chamber of Commerce of Deming, N. 
Mex. 

Mr. Wetts. My name is Jack Wells. I am here representing the 
city of Deming and the chamber of commerce. Senator, I don’t have 
a prepared statement to file with your committee, however, being here 
and observing the hearing, may we ask that 1 or 2 points be clarified. 
My presence in being here today, I am not directly interested in for- 
est improvement. or forest road, however, we certainly sympathize with 
all of those who have troubles in that respect. We are concerned at 
home primarily with the road—now, I don’t want to use the word 
“bypass” because that word doesn’t go with us—we do want to express 
our feeling as to why we are concerned, Senator, with what we term 
“alternate” highway. First, not many years ago we went through 
a period of changing highways from one State over to another State. 

The change that took plac e “possibly 6 years ago was a new highway 
that went through our city of Deming and we feel that it is one of 
the most beautiful highway streets of the State of New Mexico. We 
are proud of it and we are proud of Mr. Wilson—proud of the work 
the highway department did, but before the mortar is dry on the side- 
walk the State has now confronted us with a so-called U road going 
around the town. Senator, we are not in favor of this public road. 
First, we do not believe that it is necessary because of the combined 
traffic of Highways 70 and 80, being one of the most heavily traveled 
roads in the State of New Mexico. It still doesn’t carry enough traffic 
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to anything like compare with freeways in cities who have a great deal 
more activity. 

Senator Cuavez. Isn’t it true so far as Highways 70 and 80 from 
Las Cruces to the Arizona border within 2 or 3 months at the most, 
that you will have a fine highway through Lordsburg and then from 
there to the Arizona line? 

Mr. Weuts. That’s right, Senator. A greater part of that road is 
now being satisfactorily improved. 

Senator CuHavez. What benefit would Deming get out of the pro- 
posed alternate or bypass ? 

Mr. Wetts. Senator, none. 

Senator Cuavez.. Well, now let’s get the picture here. You do have 
a beautiful concrete highway right through your city ? 

Mr. Wetus. Senator, you’re quite right, we certainly do. It went 
through there several years ago and improved the city tremendously. 
At the present time we have a most deplorable condition today. 

Senator Cuavez. If construction is going on naturally you have to 
have deplorable conditions if you are going ahead with construction. 
You may have to reroute or to stop traffic right in front of a hotel and 
in order to get in—you cannot get in unless you walk in hanging onto 
something, but when that road is finished that situation will be 2 reme- 
died ; will it not ? 

Mr. Wetts. Not necessarily. They tear it up in order to make it 
better, however, we don’t feel an alternate would improve the situ- 
ation at all. It would be no better. The highway we have right now 
is quite sufficient. It is a lot better and will carry the traffic for High- 
ways 70 and 80 for many years to come. Now I want to make it clear 
that what we are concerned about is not on the road itself—if it’s 
going to be improved, that’s fine. We know that and we want that 
done when the time comes, but the point I am getting to and the point 
we would like to have cle: ared up is whether or not this new highway 
is going to come through the town. We don’t want to be bypassed 
by an alternate. This is ; what we have tried to get cleared up and have 
tried to find out through the highway department. Is this road going 
to interfere with our economic condition in the town of Deming? 

Senator Cuavez. As Senator Gore stated this morning, the basic 
logic is that no one will suffer—no one State will suffer economically 
on account of this program. 

Mr. We ts. For the record we want that statement. Then if you 
will pardon me, sir 

Senator Cuavez. What we want is for you to strictly understand 
that we do intend to have bypasses in the communities where they 
are needed. 

Mr. Wexts. Well, that may be all right, but we don’t need one in 
Deming. 

Senator Cravez. I can’t see at the moment where Deming needs a 
bypass. 

Mr. We ts. That’s exactly what we are getting at. Now following 
through, if I may, to show you why we may be concerned is that 6 
months ago the highway department began driving stakes and making 
surveys around town. Now if that isn’t indication that they are going 
to bypass, then it’s pretty hard for us to understand. 
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Senator CHavez. Did the highway department say it was to be a 
bypass? Perhaps they had to keep the people busy with something. 

Mr. Weis. What we want to know is whether they are making 
plans to construct a bypass, and that is the reason for our being here 
at this meeting. 

Senator Cuavez. You heard what Mr. Wilson had to say this 
morning ¢ 

Mr. Weis. Yes, sir; I know. I know Mr. Wilson. 

Senator Cuavez. I thought he gave a good answer. 

Mr. Wetts. We’re not bickering with anyone. 

Senator Cuavez. Mr. Wilson happens to be the head of the high- 
way department for the State of New Mexico, and he was talking as 
an official and I accept his statement that that was what they had in 
mind in the construction of these roads. 

Mr. Wetts. Certainly, we agree heartily with Mr. Wilson’s state- 
ment and consider Mr. Wilson a truthful man. What we don’t want 
to happen, and what we have been led to believe, was that they would 
bypass our city, and we have come here to do something about it if 
that will be the case. 

Senator Cuavez. Well, you be sure to be on the alert and take the 
right stand and watch them. Watch all of them. 

Mr. Wetts. Well, we will keep advised on this until we hear some- 
thing to the contrary because we certainly don’t think it’s necessary 
to have a bypass around Deming. I thank you, Senator, and I can as- 
sure you that we will work with Mr. Wilson wholeheartily. 

Senator Cuavez. Thank you very much, sir. 

Mr. We tts. So long as he doesn’t try to bypass our town. 

Senator CHavez. Now, let’s see; our next witness is Mr. Louis Cot- 
tam from the Taos Chamber of Commerce. 

Mr. Corram. Senator Chavez, I thought Mr. Monahan was going to 
represent the Taos Chamber of Commerce, also, but he doesn’t seem to 
be present. My name is Louis Cottam. I am one of the directors 
of the Chamber of Commerce of Taos and I’m also chairman of the 
Taos Economic Development Committee. Now, Iam going to present 
a statement regarding primarily the need of roads in the Carson Na- 
tional Forest, and the Carson National Forest, of course, is in more 
than Taos County—it includes Rio Arriba, Taos, Colfax, and Mora 
Counties. Now, I am going to speak regarding four classes of roads. 
In general, there are four classes of roads in the Carson National For- 
est which we are concerned with and they are timber access, recreation 
use, administrative, and forest highways. 

(Mr. Cottam reading statement :) 


STATEMENT OF Louis F. CorraM, CHAIRMAN, Taos County Bconomic 
DEVELOPMENT COMMITTEE, TAos, N. MEx. 


The following pertains to Carson National Forest road needs: The forest 
has a net area of 1,225,477 acres and lies in the counties of Rio Arriba, Taos, 
Colfax, and Mora. In general there are four classes of roads: timber access, 
recreation use, administrative, and forest highways. 

The following figures were obtained from the United States Forest Service: 

Timber-access roads needed in next 20 years: 


Ne hac ah a cae era ke sentence SEER eb ace ee tank arcade aa 978 
SUE TIMI EIRIEOE, CORE nck ee ee ae $4, 923, 900 
Timber volume to be removed in next 20 years (million board-feet) —_ 536 


Total value based on average stumpage price past 5 years___________ $, 284, 960 
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The annual allowable cut on a sustained yield basis is 26.8 million board-feet. 
The actual average annual cut for the past 5 years has been 9.9 million board- 
feet. In other words, the Forest Service lacked 16.9 million board-feet of 
cutting its allowed cut. 

The past 5 years average stumpage price was $9.86 per thousand board-feet. 
If access roads had been constructed and the full allowable cut removed, on 
the basis of the past 5 years stumpage price, it would have increased forest 
revenues $166,000 annually. 

Counties received 25 percent of forest revenues in lieu of taxes. From a 
county standpoint it is very important that full allowable cuts on national 
forests be made each year to assist counties financially and to enable them to 
better plan their budgets. 

On the Carson the forest supervisor estimates that 5 million board-feet of 
timber is lost annually because of old age, rot, forest pests, ete. Naturally most 
of this loss occurs in virgin stands where lack of roads prohibits salvage. At 
the stumpage rate used above, this timber lost each year would have an annual 
stumpage value of $48,000. These timber access roads would also serve to a 
large extent the needs of harvesting yearly 120,000 cords of pulpwood on a 
sustained yield basis. A conservative estimate of the yearly value of this pulp 
wood is $60,000. 

In addition to the stumpage values shown above, there are of course the items 
of employment and other expenditures made in manufacturing finished products. 
Northern New Mexico has a critical unemployment situation. The construction 
of timber-access roads and the cutting and manufacturing of 16.9 million board- 
feet of additional timber and 120,000 cords of pulpwood would be of material 
help in remedying the unemployment situation. 

The Forest Service advises the cost of these timber-access roads is based on 
the assumption that they will be built to an all-weather standard. 

In the estimated total cost of $4,923,900 I have included $561,400 shown by the 
Forest Service for secondary roads to be built by the timber purchaser. We 
believe the Federal Government should appropriate funds for these secondary 
roads because (1) the bidder will naturally bid less for the timber if he has to 
build the road, thereby resulting in the Government paying for the cost anyway, 
(2) it tends to shut out smaller operators, (3) the counties actually lose 25 
percent of the cost of the road. 

Summarized, the above shows: If road funds were expended on a 20-year- 
period basis the annual cost would be $246,000. The additional revenue would be 
$274,000. Values involved in manufacturing into finished products would be 
tremendous. Most of these roads would serve other uses such as recreation, 
fire and pest control, mining and for administrative use. It should also be borne 
in mind that these roads stay-in place for harvesting future timber crops. 


Recreation roads 


Includes new roads and existing primary roads that should be brought up to & 
satisfactory standard in the next 20 years. In general satisfactory roads means 
all-weather roads; mileage, 193 miles; estimated cost, $1,116,000. 

The forest supervisor estimates that 526,000 people visited the Carson National 
Forest in 1957. Recreation use on the forest is rapidly increasing. Skiing and 
other winter-sport activities are becoming a major item. Winter sports are 
bringing a badly needed revenue into northern New Mexico during the winter 
when the general tourist season is slack. The skiing terrain at Twining and 
Red River is considered to be equal to anything in the Southwest. A new ski 
lodge and a new tow with a 1,700-foot vertical lift is now in operation at 
Twining. A $125,000 lift is now on the ground at Red River. This tow will 
have a vertical lift of some 1,500 feet. A new lodge will also be built. There 
appears to be no question but what these lifts, together with two smaller ones 
now in operation, will bring an increasing number of winter-sports enthusiasts. 
Adequate roads are essential to accommodate these people. We believe that the 
appropriation of funds for such recreation roads is a sound investment, not only 
financial but also from a public health and welfare standpoint. 


Administrative roads 


Includes new roads and existing primary roads that should be brought up to 
a satisfactory standard in the next 20 years. It also includes fire-control roads. 
Mileage, 152 miles; estimated cost, $910,000. These funds are needed for more 
efficient administration and to obtain better fire control. 
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Forest highways 


— Highway No. 3 (State Road No. 8): Estimated cost: 
810. 

A section between Holman and the Little Rio Grande a distance of 30 miles 
(20.5 within national forest boundaries) is unpaved and much of the graveled 
road bed is in very poor condition. 

This highway connects with State Highway 64 at Ranchos de Taos and with 
United States Highway 85 at Las Vegas. It is one of the main arteries of travel 
into northern New Mexico. It serves at least 20 local communities. It is used 
as a farm-to-market road, to haul timber products, to reach recreation areas 
(both summer and winter) and as a main avenue to bring thousands of tourists 
into northern New Mexico. Today tourists avoid unpaved main highways like 
poison ivy. The completion of this section would increase summer tourist 
traffic many times. It would be the main artery to all winter resorts previously 
mentioned. 

This highway also serves in harvesting a large amount of timber products 
annually from national forests and private land. 

The construction of this section should receive top priority. 

Questa-Red River-Eagle Nest-State Road No. 38, Forest Highway No. 6: Esti- 
mated cost, $1,940,000. 

From a point 5 miles east of Questa to Eagle Nest, a distance of 18 miles; it is 
unpaved and much of it will require new construction or reconstruction. Approxi- 
mately 13 miles is within the Carson National Forest boundaries. 

Red River, which is in the middle of this section, is a thriving resort town. In 
the summer months it often has 12,000 inhabitants. Machinery for a $125,000 
ski-lift project is on the ground and early completion of the project is contem- 
plated. Completion of this section would go a long way toward making Red River 
one of the foremost winter resorts in the Southwest. It would also greatly in- 
crease traffic from the East and Southwest through Raton and Cimarron into 
northern New Mexico. The town of Red River is a great asset to the Taos County. 
Early completion of Highway 38 is most essential to the economy of northern New 
Mexico and to the State of New Mexico. 


We strongly urge construction of this section, at the earliest possible date. 


Mr. Corram. Now, talking about the need, I have the figures down. 
They are 1955 figures showing the county involved, the population and 
the per capita income and the percentage of unemploy ed and the table 
reads as follows: 

For 1955 











County : Per capita Percent 
Population income unemployed 
_ _ — —_ — —— ——_ — | — — 
Rio Arriba 25, 800 $513 17.7 
Taos. 14, 800 648 10.4 
Colfax : : 14, 600 1, 130 10.7 
Mora cauepeeee 6, 500 585 8.3 
State Seiki ici titania ahaa io aieutin 804, 200 1, 743 6.7 


Source: Hearings on S. 2663, 84th Cong., 2d sess., spring of 1956. 





Senator CHavez. Now how do they get to this ski and recreational 
area at Twining? 

Mr. Corram. They go by way of the Arroyo Hondo Canyon. 

Senator Cravez. How do they get there? 

Mr. Corram. The Forest Service highway department has done a 
considerable amount of work to gravel and surface the road and 
there is a lot of work that has been done on it, but it still needs a 
lot more improvement. 

Senator Cuavez. That skiing enterprise is, of course, a winter 
recreation and naturally it makes Taos County a year-around recre- 
ational area but they won’t want to go there unless they can ride. 
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Mr. Corram. That’s right. I think, Senator Chavez, we had some 
correspondence about that highway with the State highway engineer 
and the Forest Service. We wanted to get a section of about 5 
miles, I believe, from Talpa to the ski area and the rest of that was 
supposed to be built, but for some reason it wasn’t. 

Senator CHavez. Now, tell me, regarding that area of the road 
between Questa and Red River proper, what is the distance—what 
is the distance from Red River to Questa ¢ 

Mr. Corram. About 12 miles. 

Senator Cuavez. What is the condition of that road? 

Mr. Corram. The first 5-mile section is fine, the next 7 miles is 
very bad. 

Senator Cuavez. You have heavy traffic on that? 

Mr. Corram. Very heavy traffic. 

Senator Cuavez. Is most of the traffic for logging or mining? 

Mr. Corram. Mining—and both. That section, as I understand it 
now, the Federal Bureau of Mines has contributed half a million 
dollars on the possibility of mineral development there in that sec- 
tion. I presume you know where they put the $2 million. 

Senator Cuavez. Nevertheless, he didn't find it and they still need 
that road, to mine, and to get to the Red River and Twining areas. 

Mr. Corram. Yes; they are pretty close to that paved section. It 
wouldn’t affect them too much, but of course that alleviates the rest 
of the traffic. I understand they have counted as many as 1,200 
cars between Red River and Questa on a summer day during day- 
light hours. Now in addition to the statement that I have already 
read to you, Senator Chavez, I also have statements that I would 
like in the record from the Red River Chamber of Commerce and 
also from Penasco in connection with the Twining area. 

(Mr. Cottam reading statement :) 


TWINING ROoap 


Because of the increased importance and subsequent tourist use of the so 
called Twining Road, the Taos County Beonomic Development Commission, 
chamber of commerce, Taos Winter Sports Club, and supporters of the new 
ski area at the head of Twining Canyon have prepared the following brief on 
the needs for improvement of this road in cooperation with local Forest Service 
officials : 

Roads and trails, Hondo Road No. 261: Arroyo Seco to ski lodge—ap- 
proximately 10 miles of road involved—2 miles from Arroyo Seco to forest 
boundary, and 8 miles from forest boundary to the ski lodge. 

1. First 2 miles: Widen to 2 lanes, install some drainage and surface at 
$3,500 per mile—total, $7.000. 

(a) There is also a bridge involved on this section crossing Rio Hondo. This 
bridge will serve for 3 years or more, but eventually should be replaced by 
a new cement structure and moved downstream for better alinement—esti- 
mated cost, $10,000. 

2. The approximate 8 miles inside the forest has been improved considerably 
in the last 2 years. The Forest Service eliminated 6 bridges by road changes 
and reconstruction, and put a new cement bridge at Amazette this year. 

The State spent at least $10,000 during September and October 1957 in 
widening, drainage, and surfacing. 

3. There are still two narrow bridges in this section that will have to be 
replaced to insure safe traffic as they both happen to be on narrow turns. These 
can be replaced with large culverts as the road is rebuilt. 

4. A fair estimate for alinement, widening to two lane, drainage, and surfacing 
of the remaining section of this road is as follows: 
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(a) To widen all sections to 2 lane and realine short curves, including 


culverts as needed, at $5,000 per mile_____-_-_----------------~-- $40, 000 
(b) To surface entire section at $3,500 per mile--.--------------------- 16, 000 
TI tii nnsonatcigpiliaceeleetsngsmagiaapi asiiesin esi utes eee cilia 83, 000 


Nore.—Under item 1. This section of the road is used as school-bus route. 
The following records of travel on this road during 1956 were as follows: 
1. Forest Service administrative use: 


5 vehicles per day April through November_-__~-------- vehicles__ 840 
Average passengers, 3 per vehicle_____.___-_--------- persons__ 2,520 
2. Recreation travel, including hunters: 
Apréh lisht use SB vehigieee: ik nt a costed es vehicles__ 180 
Anvil, light ase,.6: vebicies per Gay......_...._.._........_... do____ 18, 000 
Average passengers per ear, 3 per vehicle_________~-___- persons__ 54, 000 
3. Private travel, including summer homes: 
April through November, 100 vehicles per month__---~- vehicles__ 700 
Average passengers per car; 4 per vehicle_____________ persons... 2, 800 
4, Mining operations, 1956 (meager 1957) : 
January to November, 30 vehicles per day_____--_-_~- vehicles.___ 3, 000 
Average passengers per car; 3 per vehicle____________ persons. 9, 000 
Also trucking with heavy trucks April through November, 2 trucks 
per day, 6 daya per week. 2. es trucks__ 288 
Average tome; TO TOUR. own en le ee tons... 2, 880 
5. Ski-association use, total year use for repairs and maintenance of 
area during spring, summer, and fall and skiing during winter: 
Average during spring, summer, and fall months before ski season, 
1D vesicles Der Gags 3 a ae sg vehicles__ 2,100 
Average passengers per car, 3 per vehicle_____ _.......persons.._ 6,300 
Winter skiing season, 5 months, aver. 100 cars per week vehicles__ 2, 000 


Average passengers per car, 4 per vehicle______________ persons... 8, 000 


This road, prior to this year, has developed a bad reputation among travelers 
from many States and this situation should be corrected. It is anticipated that 
the figures quoted on the use of this road will most certainly increase at a rapid 
rate, because the ski area itself has been improved in the sum of $150,009 this 
year, and is known to have the potential to become 1 of the top 3 ski areas in 
the Nation. National fficers of the National Ski Association and the National 
Ski Patrol have indicated their willingness to verify this statement. 


To Whom It May Concern: 

Be it firmly resolved, That the Red River Chamber of Commerce will exert every 
possible means to achieve the hard surfacing of Forest Road No. 6 (State High- 
way No. 38), the only road that we are totally dependent on economically. <A 
road that in the future will carry twice the traffic load it carries today. 

Further, be it resolved, That the surfacing of this road when accomplished, 
will not be a liability but will bear fruit to the community, the county, the State 
and the Federal Government. Red River now has approximately 480 cottage 
and hotel units with an average of 10 new units added each year. At present 
Red River accommodates 3,200 people with services to take care of 1,000 tran- 
sients per day, plus an estimated 120 private summer-home families. 

This vear 3 separate tracts of land, a total of 339 acres in area were purchased 
by 3 different groups for summer-home developments. This acreage when sub- 
divided will furnish over 200 building sites, with an average expenditure of $8,000 
per improved site. Building has already started on one of these tracts. Sales of 
lots on other tracts are in progress. When all are developed another 600 persons 
will be added to our community of summer-home owners. 

Red River will have in the not too distant future a ski course. S. E. Bolton, 
permittee on the Carson National Forest, now has on location hoisting motors, 
generators, and construction steel valued at $60,000. The initial ski course is 
estimated at a cost of $125,000. This ski course and the big-game hunt given 
this area each year will insure us a year-round business. The new winter business 
will crowd the winterized accommodations now in existence. More capital in- 
vestment will be necessary for winterizing old and new structures to accommo- 
date this winter traffic. 

Ninety percent of the labor to operate Red River businesses and for construc- 
tion is recruited from Questa and other Spanish-American communities. These 
earned wages supplement the income of families in the northeastern part of 
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Taos County. The Molybdenum Corporation of America, the only year-round 
mining operation in Taos County, is serviced by Forest Road No. 6 (State Road 
No. 38). This enterprise employs 45 local laborers with an approximate annual 
payroll of $150,000. 
Therefore, we urge you gentlemen to give every consideration to the road 
construction in our area. 
Yours truly, 
Rep RIveR CHAMBER OF COMMERCE, 
Mrs. 8. BE. Boiron, Secretary. 


CONCERNING Forest HIGHWAYS AND Access Roaps In Taos County, N. MEx. 


Why we need forest highway No. 3 between Taos and Holman, N. Mex., com- 
pleted—also the need for roads 76 and 75 in the Penasco, N. Mex., area. 


Economic value to New Mexico in general and Taos County in particular: 
Tourist industry vital to Taos County economy. 
Help tourist get to Penasco area, Taos and Red River, N. Mex. 
Help hold them here by making tourist attractions more accessible. 
There are many complaints by tourists and local people about road 
conditions. 
Tourist attractions already here: 
Two ski areas on Highway 3. 
Two other ski areas north of Taos. 
Six mountain trout streams in Penasco-Tres Ritos area alone. Other 
trout streams in Taos County. 
Some mountain trout lakes in Penasco area as well as rest of Taos 
County. 
Unlimited camping and woodland areas. 
Roads are access to heart of Pecos wilderness area. 
Scenic values through forest lands along all three roads especially No. 3 
Items of historical interest—i. e. Trampas church 
Extensive big game and small game hunting 
Summer home areas which furnish employment especially in building 
trades 
United States Forest Service developments 
Private interests 
All above attractions also used by all people of New Mexico including 
locals 
Beonomically depressed areas need some help: 
Some families here abandoning homes and moving away in search 
of employment 
Road construction itself would help alleviate present unemployment 
Present road conditions large factor in keeping area economically 
depressed 
Communities in southern Taos County are islands in a sea of Fed- 
eral land 
Completion of Highway 3, 76 and 75 would help general economy 
of area by: 
Increased tourist revenue 
Increased property values and tax revenue 
Bringing in more industry: 
Mining 
Forest products 
Other industry 
Lower excessive costs of transportation 
Approximately 14,000 acres Picuris Indian lands served by these 3 roads 
Local use of Forest Highway 3 and roads 76 and 75 
Approximately 20 communities entirely dependent on these roads 
for all transportation 
Approximately 50 more communities partially dependent on same 
roads 
Lumber (forest products) operations on National forest and private 
lands 
2 large mills 
Several small mills 
Others would start if road conditions were better 
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Need for trucking 
No railroads in Taos County 
No paved roads linking Penasco area with rest of State 
Truckers charge extra for delivery over our roads 
Some mining in area—more is possible 
Public bus transportation feasible if roads were paved, especially No. 3: 
To get from Taos to Las Vegas via bus now necessary to go via 
Santa Fe 
Vital mail routes on Forest Highway 3 and road 76 
School bus routes on both roads consolidated school 
Government administration of Carson National Forest 
Excessive automobile expense for all who are forced to use these roads 
Many local people travel these roads to and from employment at Los 
Alamos, N. Mex. 
Use by New Mexico Fish and Game Department. 
Eeonomic value to New Mexico State Highway Department 
Present condition of roads very poor 
Surface gravel gone 
Bedrock sticking through 
Infinite numbers of bad chugholes 
Roads impossible to maintain in good shape 
Tears up road equipment on the rocks 
Don’t get value received for money spent on labor because of 
road condition 
Hard to remove snow in winter (all three roads must be kept open 
all year) 
Time consuming 
Wear on road equipment excessive 
Civil-defense value (including public health): Vehicles go to pieces pre- 
maturely, excessive tire wear 
Farm to market use 
Serving approximately 70 communities (approximately 20 entirely de- 
pendent) ; 
Access to medical and hospital facilities 
Timber products needed for defense : 
National forest 
Private 
Mining products 
School bus routes 
Mail routes 
Trucking: 20 communities must get all their needs over these roads 
Good alternate in case other roads in this part of State are closed be- 
cause of war damage, acts of nature 
Ski patrols at all ski areas 
Trained in first aid 
Trained in winter survival 
Trained in mountain rescue (Summer and winter) 

Completion of paving on Forest Highway 3 would complete a paved triangle 
linking Taos, Las Vegas and Santa Fe serving a large section of the State of 
New Mexico. 

Forest Road No. 76 lies almost wholly within the national forest and serves 
12 communities. 

Statement prepared and submitted by committee of local leaders: Lloyd Bo- 
lander, Pete Sahd, Ramon Romero, County Commissioner Alfredo Rael, Frank 
Rodarte, Julio Rodarte, Esthaven Lopez, Clemente Gallegos. 


Senator Cuavez. You. may insert them in the record as time is 
getting late. 

Mr. Corram. Now, Senator, I believe Mr. Sahd is scheduled to state 
a little more. He is here from Penasco. 

Senator Cuavez. We will insert his statement in the record just 
very briefly, please. 

Mr. Sanp. I will be very brief. I just want to accent the thing 
a little bit more. South Taos County, which you are well acquainted 
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with—all of the communities there, roughly, about 5,000 people and 
most of this area is bounded by Srieet land and the United States 
Indian land. At the present time we have no all year-round road. 
Sometimes we are snowed in for weeks at a time. 

Senator Cuavez. You have no road from the Taos road to Penasco, 
is that right. 

Mr. Sanp. We have a road but it isn’t open all year round. It is 
not paved. That is United States No. 3. 

Senator Cuavez. But it is graveled? I thought it was paved into 
Penasco ? 

Mr. Saup. No, sir. It still lacks about 6 miles. 

Senator Cuavez. Is it paved to Dixon ? 

Mr. Sanp. No, sir, we had a meeting with you several years ago, 
but it still lacks about 6 miles to Dixon—from Taos to Dixon—it 
lacks 5 or 6 miles there and to Truchas, it lacks some 15 miles. 

Senator Cuavez. Do you have to go up hill ? 

Mr. Saup. Yes, and sometimes we get snowbound and we can’t get 
out of the area. 

Senator Cuavez. That is a forest area ? 

Mr. Sanp. It is all forest area. At least, the bigger part of it is 
forest area. Part of it belongs to private owners, I believe. The 
Rio Grande Timber Co. Then from Dixon on about 5 more miles 
would be paved, and part of it is Indian land and part of it is United 
States forest land and of course, to the south, to Truchas, 15 to 16 
miles is in very poor condition. Also, the road from there on to 
Chimayo is very bad. 

Senator Cuavez. From Penasco you go on over to Truchas? 

Mr. Saup. That’s right. 

Senator Cuavez. That is mainly forest land ? 

Mr. Sanp. It is all forest land. 

Senator Cuavez. Part of it is Indian land? 

Mr. Sanp. A little there from Chimayo, it is Indian land, I be- 
lieve. It is all unpaved and uncompleted. The forest land they 
tried to give to the State and the State refused. It was like giv- 
ing peanuts to an elephant. The Forest Service owns part of it and 
part of it is Indian land and you need to get out there all year round. 

Senator Cuavez. You had better get the Tourist Bureau at Es- 
panola to decide to make a nice recreational area out of it. 

Mr. Sanp. Well, as you know, the greatest volume of work around 
there in that area depends on the roads and the accessibility of get- 
ting into the area. For example, the United States Forest Service 
sold two million board feet of timber but everything is at a stand- 
still right now. They can’t get to the timber. Consequently, every- 
thing being at a standstill as a consequence there are such things as 
people going out of the country and moving out of the area. Of 
course, this situation could become quite serious. I believe that’s 
all we have on that, Senator. 

Senator Cuavez. Thank you. I think I have a pretty good idea of 
your situation there. Now, next we will hear from a representative 
of the Santa Fe Chamber of Commerce, Mr. Gray. 

Mr. Gray. Senator, I have asked Mr. A. G. Bainbridge, manager 
of the Santa Fe Basin Ski Development Corp. to come with me today 
and talk for about 5 minutes. 
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Senator Cuavez. All right, I just wanted to be sure that we use 
all of the official representatives of the Santa Fe Chamber of Com- 
merce. Wedon’t want to miss them. 

Mr. Gray. Senator, we are concerned with the road to the ski basin. 
At the present time we have approximately 3 miles of paved road and 
another 10 miles in the Forest Service area so that if we could make 
progress there with the unpaved portion and perhaps work out some 
program whereby we could have the entire stretch of road paved. In 
Santa Fe County, this road to our ski basin is in deplorable condition 
and in order to bring about the importance of this we have tried to 
sell the Santa Fe County Land Use Committee on the idea that if this 
road were improved we could send tourists up there and thus rae 
their visit in Santa Fe. We have been pushing this very hard. 
could talk on about the many numbers of letters that we receive every 
month concerning this matter, however, I would like to have Mr. 
A. G. Bainbridge outline for you just what is going on in this respect. 

Senator Cuavez. Mr. Bainbridge we will hear you. 

Mr. Barnerince. Senator Chavez and gentlemen. Speaking mainly, 
we are interested in the tourists coming into New Mexico. One of our 
pet projects is the Santa Fe Basin Ski Development Corp. When we 
first started out we used to make not more than $200 a week and now 
we are doing roughly $5,000 a week. This is becoming a very popular 
recreational area—the Santa Fe ski run is 16 miles from Santa Fe and 
ona very poorly constructed road. Although the highway department 
has tried to keep it up, sometimes we have as many as 2,000 vehicles 
a week and more than 2,000 visitors a week to the ski run. In the sum- 
mertime the traffic is roughly 200 cars a day and what this means to 
Santa Fe is approximately this: The business statistical agency have 
developed a figure that for every $1 that is spent at the ski area the 
city of Santa Fe takes in $7. In other words $7 is contributed to the 
community for every dollar that is spent there in the ski area. Last 
year we took in $75,000. This year it was $100,000. This was at the 
ski area. In the meantime, Santa Fe took in $700,000, which we feel 
we have contributed to the community through promoting and increas- 
ing popularity for this recreational area at the ski basin. Now, with 
a decent road up there which would permit summer business and re- 
creation to grow tremendously you can see the potential there as far 
as contributing to the community. Throughout the country research 
has proved that in ski areas like this they actually make more money 
running the tourists up to that area on a sightseeing proposition and 
in addition to that during the wintertime we have worked it up from 
nothing to $700,000, so that the summertime would be even better yet. 
It should contribute possibly the same amount and more and that is 
what we would like to see take place if we could just get a decent road 
up there which would encourage more people to make the trip. This 
access road is dreadful. This Saturday our 47th car went over the side, 
and the road is even rough in the summertime. Fortunately the ski 
corporation kept the chair lift operating all last summer and even with 
the terrible roads they managed to break even. However, even though 
this is a favorite tourist attraction this may not last forever as they’ll 
soon get disgusted with these terrible roads. Iam sure those people in 
the Forest Service would like to see this situation improved, so we 
are not alone in our plight. 

Senator Cuavez. Is this road mainly on forest land ? 
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Mr. Barnerince. Roughly, 14 miles or 16 miles is on forest land. 

Mr. Gray. Senator, I would like to say just one thing more. We 
would like to go on record that we intend to publicize our Hyde Park 
Road as we feel it is for the good of the entire State and we would 
like to see a program go through whereby we could improve all of 
these roads and you realize that we must depend on what your com- 
mittee decides, however, we do not feel that we are first in line and we 
want to state just that. We do want to go on record to say that we 
will go along with your program completely if we could feel that 
within 5 to 10 years perhaps we would be able to get these particular 
roads taken care of but we don’t want to feel that we will be put on 
the shelf and forgotten, and on behalf of the city of Santa Fe I will 
certainly state that we would like to see New Mexico develop. 

Senator Cuavez. Of course, it happens that skiing is only recrea- 
tional and the committee is interested mainly in forest roads and if 
by building a good forest road they could also accomplish your pur- 
pose, then that would be wonderful. 

Mr. Gray. I thought Mr. Bainbridge made it clear that we intended 
for it to be a year-round road. In other words, we have a very fine 
picnic area there in Hyde Park, but I have had people come down 
from there and say that although the country is beautiful and they en- 
joyed the park they absolutely ‘refused to go back up there again until 
something is done about the condition of the highway, and once again, 
I want to go on record to say that our chamber of commerce does not 
want you to feel that they must go on the list first. We would like 
to be placed on the list but we don't expect to be first. In other words, 
we want to work together with you in order that the whole State may 
benefit from your program. We want to work for the good of the 
State. Naturally, if the whole State is going to progress, Santa Fe 
will be one of its biggest boosters as we will progress right along 
with it. 

Senator Cuavez. That’s right and I thank you, Mr. Gray. Now, 
the next on our list is the Truth or Consequences Chamber of Com- 
merce. As there appears to be nobody here from there I guess they 
will have to suffer the consequences. Al] right, next we will call from 
the Albuquerque Chamber of Commerce. Mr. Borough. 

Mr. Boroven. Senator, I am Rex Borough representing the Al- 
buquerque Chamber of Commerce and quite a few other groups in the 
city of Albuquerque. Now many of them were here earlier this morn- 
ing representing the various groups they are interested in in the com- 
munity. 

Senator Cuavez. Well, we want to hear from the chamber of com- 
merce on anything that pertains to roads. I presume that generally 
you would be interested in the forest roads. We will be happy to hear 
anything in that regard and any other matter you want to bring up 
with reference to roads, you have my permission to do so. It was my 
purpose that we were to have Mr. Betts, director of public works of 
the city of Albuquerque and Mr. Francis Burton, city traffic man- 
ager, inasmuch as they are the ones who do the details and the con- 
struction on roads and highways in and about Albuquerque, and I did 
want to give them an opportunity to appear before this committee and 
I think that we are going to have enough time during this afternoon 
session to have the city manager and the other people that came here 
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from the city of Albuquerque, but I would like to hear also from the 
public works traffic manager and the chamber of commerce because 
there is still to be heard from this afternoon the Bureau of Public 
Roads and other representatives from the Forest Service and the State 
highway engineer, and I believe 2 or 3 more from outside of the city. 

Mr. Boroven, All the groups that I am speaking for, Senator 
Chavez, include the ski group at the Madera Association, the Albu- 
querque Junior Chamber of Commerce and the Albuquerque Cham- 
ber of Commerce, and we all have one simple interest in common. 
That is, the development of the road through the Cibola National 
Forest to the Sandia Crest. I want to mention first the fact that the 
Sandia Crest road does not want to be given the classification as a 
road purely for tourists. We want to mention that there are other 
factors to be considered in connection with that road. It has one 
of the biggest community centers that has built up in the entire 
State of New Mexico. A hundred and forty-six smaller institutions 
and businesses use this particular road. We have three TV sta- 
tions there at the top of the Sandia Crest, which requires many ad- 
ditional citizens going up there. Many of them live in Albuquerque 
and commute to their work each day and they must have a good road 
on which to drive. In fact, there will soon be another 1V station 
going up there on the Sandia Crest and a representative from the 
KO radio station has all the details on that. All of our associations 
whom I represent are primarily interested in tourists and recreational 
improvement also, although it seems that tourist and recreational are 
bad words when we are talking about roads. Since I have been head 
of the chamber of commerce I have done a great deal of traveling 
around the State of New Mexico and particularly down in the eastern 
part of the State. It is surprising how you can drive almost any- 
where and remain on paved road, partic ularly there between Roswell 
and Hobbs down around in that part of that country. There are 
many really fine paved roads. Anywhere you go you are on deluxe 
paved roads. It is particularly true when you drive through a forest 
area—they have a fine entrance and a particularly fine highway 
system. ‘The roads are generally in very fine shape. 

Certainly 30 years ago, you did not have any such situation as that 
However, in other sections of the State you run on to an entirely 
different situation, being on State roads that are nicely paved, good 
all-weather roads, then you get into a forest area where the condition 
is once again deplorable, the highways being 1 in a very bad state. 

Senator Cuavez. I think the Porest: Service would do better if they 
only had what to do it with. I can tell you I used to travel in the 
same way coming across the mountain. In fact, a few weeks ago the 
wife and I started out on Broadw: ay driving to Alamogordo and Las 
Cruces. There used to be a Forest Service area between Cloudcroft 
there that was a dandy, but they have since completed the new high- 
way in the forest area that is one of the best, so every once in a while 
when they’ve got the money they can certainly do it, and that’s what 
we have to worry about now, is getting the money and putting it to 
the best use, where it will do the most good. As you heard from the 
discussions this morning, Congress is going to try to give us another 
$14 million, so that we can reach everybody with better road condi- 
tions, you as taxpayers and as the chamber of commerce. If we can 
manage to appropriate some of your road money for forests, I think 
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then we can give you some more money and better service for your 
roads. Don’t you think we do want to give them more money to the 
Forest Service, Mr. Borough ? 

Mr. Boroven. Yes, I do. 

Senator Cuavez. How much would you say? 

Mr. Borovcnu. Well, I think that at the present rate the program 
is going, the big factor in the State before has been computed on 
a very modest basis. If the forest roads were computed on as modest 
a basis, probably that is what your group is planning to do; we 
trust that is the way it will go. Then some of these other less im- 
portant roads, perhaps to the forests, but equally as important to 
the community, will be taken care of. 

Senator Cuavez. Well, as you may know, the forest group is in 
the regular road bill, but it is a separate item, but it is based upon 
your highway bill that was passed in 1956. The main thing we are 
concerned with is the amount of money to be appropriated, and that 
the roads to be built would be under the supervision of the Bureau 
of Public Roads. 

Mr. Boroven. Well, when talking about public roads, we nat- 
urally have to consider the importance of the tourist industry in 
the State of New Mexico. It is anticipated that New Mexico will 
benefit some $200 million a year from the tourist trade. In the State 
of New Mexico, during the summer months alone, some 10,000 out- 
of-State cars come through our city. We print 100,000 pieces of 
literature alone just to advertise the Sandia Crest. When a tourist 
comes in to Albuquerque and is just looking around and shopping 
around, we have to have such literature to attract their attention 
to some of our scenic beauties and natural resources. That way, it 
will encourage them to stay over and spend more money in the State 
and still enjoy our scenic and recreational areas, but we have got to 
have the roads to go with it. When a vistor or even our local people 
take the drive up to the Sandia Crest, over that rocky and sometimes 
impassable road, it is really a shame. 

On a weekend when there is a great deal of traffic, the dust in 
the air is almost unbearable. There is no question about it, we have 
a marvelous vacationland out here with many recreational areas 
and scenic beuties, but we’ve got to have roads that the people can 
drive over in order to enjoy them. We have advertised our State 
throughout the country, particularly through triple A. Triple A 
puts out a bulletin which goes into the hands of people throughout 
the United States. They have us listed there, the triple A does, in 
their bulletin, as a marvelous vacationland. However, here’s a state- 
ment that is quite interesting that appears in the triple A bulletin, 
“The view at the Sandia Crest is an inspiration, although the trip 
by car is one only for the stouthearted.” Speaking of the Sandia 
Crest drive, we have received a great deal of wonderful publicity 
and several groups go out of their way to advertise it every summer 
and promote it and we have eight to ten thousand cars a day coming 
right through the heart of our town, which is a large percentage of 
respective viewers for the Sandia Crest. If we can make the road, 
as well as the scenic beauty be inviting enough, then of course, they 
will want to stay over and to see more. Now we are particularly 
interested, insofar as the Forest Service is concerned, that the last 
5 miles be made into an improved all-weather road. Now the first 
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part of the drive to the Sandia Crest requires only a small amount 
of improvement, but it’s the last 5 miles that are so rough. 

Senator CHavez. Where do you turn on the Crest road from Forest 
to State roads? 

Mr. Boroven. It is just exactly the halfway mark up the moun- 
tain. Halfway. From the bottom of the mountain at Santa Anita, 
it is 18 miles. 

Senator Cuavez. You turn left from Santa Anita? 

Mr. Boroven. You go up about halfway, then there is a junction 
and that is the Forest Service trail that goes straight to the crest. The 
road is in quite good condition until you get to that Forest Service 
entrance. Irom there on, it’s really rough. On this particular road, 
the State highway as well as the Forest Service, should both perform 
a great service to the community by improving it. If we could just 
get enough money to get the job done. 

Senator Cuavez. Do you have anything further ? 

Mr. Boroven, I would like to submit for the record some of these 
letters and petitions which I have here. 

Senator Cuavez. We will be glad to reecive them and include them 
in this report. ‘They will be included in the record. 

Mr. Boroven. And we do certainly want to express our appreci- 
ation to you for your interest in this and we trust that some good will 
come from it. 

Senator Cuavez. I hope so, too. Thank you, sir. Next we will hear 
from Mr. Engel, city manager of the city of Albuquerque. 

Mr. Encex. Senator Chavez, I am Edmund L. Engel, city manager 
of the city of Albuquerque. 1 am speaking on behalf of and for the 
Albuquerque City Commission. The first few items I want to mention 
pertain to the Interstate Highway System. The city commission is in 
full agreement as was outlined this morning in certain discussions 
that about 50 percent of the consideration on the Interstate Highway 
should be concerned with local problems. The city commission has 
approved the two routes called State Highway 422 or Pan American 
and suggest that the one be called Embudo Freeway or the Coronado 
Freeway. Now the other item in connection with the interstate pro- 
gram is one involving the problem of utilities involved. When a high- 
way is proposed for construction, the city of Albuquerque will have 
invested several million dollars in water lines, sewer lines and storm 
sewer lines. Now there is unity among the various States with respect 
to the handling of utility problems in the Interstate System. I believe 
I am correct that the Federal law covering the Interstate System sit- 
uation states that the utilities will be provided for in accordance with 
the policy of the State involved. 

Senator Cuavez. Yes, that is agreed. 

Mr. Encreu. At the present time the city of Albuquerque must ad- 
rance money for the work of the three utilities that I mentioned. The 
first purchase of utilities is one involving $280,000 which would prob- 
ably be done by imposing taxes for the city to handle in the next fiscal 
year. Naturally our problem here would be that if this highway con- 
struction necessitates these utilities be taken down, then the city under 
no circumstances would be able to move several hundred thousand 
dollars worth of utilities, that would have to be moved in order to have 
the freeways. This is what would be involved, and in a situation like 
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this I don’t know what the answer would be. The answer may be in 
the courts and it could be that the city would be reimbursed, but from 
the city’s standpoint, progress payments will be made on contract. to 
move utilities in the various cities. But the cities themselves would 
hardly be prepared financially to move the utilities. That is one of 
the difficulties of the program facing the city and ultimately the free- 
way program will have to be stopped because of difficulties involved 
at the present time, involving water lines and sewer lines. _ Another 
item that we are concerned with was mentioned this morning by Gov. 
A. T. Hannett, on behalf of the downtown association. Lomas Boule- 
vard is a primary highway and is hampered indeed with a grade sep- 
aration at the Sante Fe Railroad. An impasse has been reached 
whereby the City Commission of Albuquerque has recommended an 
underpass for the grade separation and the State highway department 
has recommended an overpass. The city commission feels this is an 
imminent project and I feel the majority of the people in Albuquerque 
feel the same way. I should like to put in the record a brochure pre- 
pared by the city engineer containing a design of an underpass which 
the city feels meets the criteria of the American Association of State 
Highway Officials, and I am speaking for the City Commission of the 
City of Albuquerque i in recommending that an underpass be provided. 

Senator Cnavez. Now could you explain to us, has this proposed 
project already been presented to the State highway department ? 

Mr. Encex. That is correct. We have e already presented our views 
and that of the city commission to the State highway department. 

Senator Cuavez. Then that is something that we will want to dis- 
cuss with E. O. Betts. 

Mr. Encen. You’re quite right. Mr, Betts is well informed on this 
and he would be happy to very briefly describe the design of the un- 
derpass and he could point out wherein the problems involved we feel 
are solved and wherein we feel at least the criteria of the American 
Association of State Highway Officials, has been met. 

Senator Cnavez. We would like to have him speak to us briefly 
in making his appearance before this committee. We will be happy 
to hear him; and I would also like to have that brochure that you 
have furnished us. It will be placed in the record. 

Mr. Encev. Thank you. 

(The material referred to is as follows:) 


LOMAS BOULEVARD: GRADE, SEPARATION, STUDY 


The engineers of the various city departments conducted a study on the severi ul 
aspects of a grade separation between Lomas Boulevard and the A. T. & S. F. 
main line tracks. Comparative costs were determined between an overpass and 
underpass, relative access damages, and affect of the structure at Lomas Boule- 
vard on future structures at Mountain Road and Marquette Avenue. From these 
data, preliminary design plans were developed. 

This report should be reviewed by all city, States, and Federal highway engi- 
neers, as well as the A. T. & §S. F. engineering and planning departments, to 
determine the most feasible type of structure to build. These reviews are cer- 

ainly important so that the structure fits the master plan of railroad crossings, 
yet to be prepared. 
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Plans to improve the arterial streets crossing the A. T. & 8S. F. Railroad tracks 
by constructing grade separations between the streets and the tracks will reduce 
the delays incurred by the vehicles on the streets and reduce the accident ex- 
perience between cars and trains. These structures will be very costly and 
should be planned for the benefit of the traffic, the railroad, the abutting land 
owners and the community at large. 

A preliminary engineering study was made to appraise the relative merits 
of the two possible types of grade separations that could be built at Lomas 
Boulevard. Studies were conducted regarding the design of an overpass and 
underpass, the relative costs, the property access costs, access to abutting prop- 
erty, the effect of the structure on the railroad alinement and operation, and 
the effect of the structure at Lomas Boulevard on future structures at Moun- 
tain Road and Marquette Avenue and the utility considerations. 

The criteria for either structure are: (1) land now having access along 
Lomas Boulevard that will we cut off by the structure shall be provided access 
from John Street; (2) First and John Streets shall not be cut off; (3) the 
width, clearance, grades and design details shall conform to the urban design 
policies of the American Association of State Highway Officials; (4) the struc- 
ture and ramps shall be confined within 100 feet of right-of-way; (5) provision 
shall be made in either structure for combating adverse weather conditions. 


STRUCTURAL DESIGN ANALYSIS 


Overpass.—The structural design of the overpass would be as shown on the 
plate No. I provided by the State highway department. These plans provide 
for adequate clearance of the tracks at their existing elevations. Vehicles going 
over this structure would rise 30.5 feet higher than Second Street. The sag 
vertical curve at Second Street is below the minimum design criteria as shown 
in A Policy on Arterial Highways in Urban Areas (American Association of State 
Highway Officials). All other criteria are at or above minimum, using grades 
6.536 percent and 6.156 percent. 

Underpass.—The structural design of the underpass would be as shown on 
plate II. The span of the bridge can be built with either 14-inch, 18-inch, 21- 
inch or 24-inch wide flange girders to provide the necessary section modulus 
to carry the loads on the tracks. The vertical alinement was designed for 
Lomas Boulevard using the thickness of the structure of 4.5 feet from the top 
of rail to the bottom of the steel by using a 24-inch wide flange girder. This 
depth can be reduced by 15 inches to provide better vertical curves on the ramps 
by using high tensile strength steel, thinner girders and wider flanges. 

The design of the roadway shown on plate II uses a maximum gradient of 
6.5 percent with minimum length vertical curves at the crests and sag. The 
two outer spur tracks were cut off at the edge of the pedestrian walkways. 
Frogs to be set north and south of structure and tract No. 576 relocated as 
shown on plate No. Il. The affected tracks are sidings for the abutting prop- 
erty and do not have to be continuous. Terminating those tracks will permit 
the ramps to come within the design criteria. A grade change of 4 feet raise on 
the remaining tracks will be required to adjust them to the level of the struc- 
ture deck. The crest vertical curves of 180 feet in length will provide a better 
stopping sight distance than is available at the Central Avenue underpass re- 
ducing the depth of structure to a minimum and with the adjustment of the 
grade on the tracks, 4 feet upward, a better vertical alinement will be possible 
than is shown by these plans. Part of the vertical curve will be put into First 
Street and that intersection built on a slight side hill not exceeding 34 inches. 
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RELATIVE COSTS 
Overpass.—The cost of an overpass was determined by using the Engineering 


News Record price index and adjusting the costs per square foot of the Coal 
Avenue overpass structure in 1936 to the 1957 prices. 


TABLE I.—Preliminary estimate Lomas underpass 

















Description | Quantity Unit Unit price Amount 
eee ue — é ibis —| i 
Structural steel__.______- t. 755,000 | Pounds_.___.- $0.35 | $264, 250 
Structural concrete _- : bak 850 | Cubic yards -. 75. 00 | 63, 750 
Filing in structure_- 7 11,400 | Feet.__._- 5.75 | 65, 550 
Filing in walls 7, 600 | do ‘ | 4.75 | 36, 100 
Structural excavation eh 3,400 | Cubic yards 4. 50 | 15, 300 
Wall excavation -___- j 10, 000 do 2, 50 25, 000 
Wall concrete ae 1,310 do wv 75. 00 | 98, 250 
Reinforcing steel Dh nates 152,300 | Pounds__.___---]| .16 24, 368 
Pavement and sidewalk 6, 600 | Square yards | 5.10 | 33, 660 
Curb and gutter cs 1,340 | Linear feet 1. 80 | 2, 412 
Drainage inlets. - F bpnynth ‘ 10 | Each 350. 00 | 3, 500 
Wall subdrainage, 8 inches__.- 1,350 | Linear feet _- 3. 20 4, 320 
General drainage, 18 inches _- 600 |._...do 6. 50 | 3, 900 
Lift station _____- ake ; Lump sum 12, 000 
Handrail (aluminum) = | 1,520 | Linear feet_ | 7.05 10, 700 
Lighting (street and traffic) - - - Sint wae Lump sum | 10, 000 
Utility relocation : oe 6, 500 
Removals 33 . J | i. _...do 15, 000 
| | ‘a aii ae 
Neen ee een ne i ak oe ers a lei 694. 560 
el ” eee A ; saan . 69, 440 
ete o Seicsaie sts hole gk sbeiad ; os ‘ | 764, 000 


The Coal Avenue viaduct is 1,182 feet long and 54.67 feet wide (roadway and 
sidewalks) with a total area of 64,600 square feet. The contract price was 
$305,000 and a unit cost of $5.72 per square foot. 

The Lomas overpass will consist of 2 bridges 900 feet long and 32.5 feet in 
width including sidewalks with a total area of 58,500 square feet. 

The Engineering News Record price index was 215. 

The 1957 index is 710. The construction costs, therefore, have risen 330 
percent. Increasing the Coal Avenue costs by this amount results in a unit 
cost of $18.90 per square foot. The estimated cost of the Lomas overpass is 
$18.90 by 58,500 plus engineering and contingencies of 10 percent or a total of 
$1,218,000. The State highway department’s estimate is $1,145,050. 

Underpass.—The estimate for an underpass was made from a design break- 
down since there would not be a direct comparison with the Central of Tijeras 
Avenues’ underpasses. Quantities were determined from the design. The cost 
was established from the prices shown on the estimating list of the New Mexico 
State Highway Department. The estimated cost of an underpass is $764,000 as 
shown on table I. There will be an additional cost of $201,000 for track raising 


of 4 feet making the total cost $965,000 (the State highway department estimated 
it $906,000 without the track raising). 


ACCESS RIGHTS AND RIGHT-OF-WAY COSTS 


The costs of access rights that would be altered by the grade separation and 
additional right-of-way needed for the facility were determined by a board of 
appraisers appointed by the Albuquerque Board of Realtors consisting of Ira 
Boldt, Paul Batsel, and Allen McMullen. Their report shows that the access 
damage, real property, building damage, and provision of substitute access facili- 
ties between Broadway and Second Street will be $245,375 for an overpass, and 
$261,727 for an underpass. 

Access to the properties on the east side of the railroad will be from John 
Street. A street will be extended west from John Street 40 feet wide using the 
alley and lot 7, block A of the Bennett addition. This street will be extended 
through the warehouses on tract 197-b of map 37, middle Rio Grande conserv- 
ancy. John Street will be extended northward as shown on plate III. 

The State highway department’s report shows that the cost of access and 
right-of-way for an overpass to be $60,750 and that access and right-of-way for 
an underpass to be $303,800. The appraiser’s report is a very logical one. There 
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is one additional piece of property that is necessary for an underpass that is not 
necessary for an overpass, and to say 40 feet of additional right-of-way from 
Broadway to Second Street on the north side of Lomas Boulevard would cost 
$60,000 for one type of structure and $303,000 for another type of structure, 
using the same property, is not consistent with reality. 


EFFECT OF RAILROAD ALINEMENT . 


The installation of either type of structure will of necessity interfere with 
the railroad operation, abutting property and traffic during the construction 
period. The overpass will require piers and footings. The underpass will require 
excavation, piles, and footings. 

The design for the underpass ramps is for the extreme conditions that would 
be imposed regarding grades, vertical curves and structure depth. If the struc- 
ture depths is reduced by the use of high tensile strength and thinner girders, 
the vertical alinement, and raising of the tracks can be improved over this 
design. 

The design calls for cutting off the east and west tracks and dead ending 
them at the right-of-way lines of Lomas Boulevard. The grade of the east and 
west tracks is dictated by the abutting building elevations that are served. They 
ean be cut off as sidings since their continuity is not absolutely required. Access 
to them can be provided on either side of the structure. The details in changing 
these tracks would have to be worked out with the railroad company. The 
A. T. & S. F. engineers estimated the cost of adjusting the grades and rearrang- 
ing the east and west tracks would cost $201,000. This includes relocating track 
No. 576 to reduce width of structure and to provide additional clearance. This 
track is now separated some distance from the main line tracks and can be 
relocated without reducing its usefulness. 

Before any structure is decided upon, all agencies involved should coordinate 
their long-range plans for development. The arterial street program, and the 
State highway plans within the urban area are both well projected for future 
development. The long range-plans of the A. T. & S. F. for the Albuquerque 
metropolitan area should be determined from the right-of-way and planning 
divisions, in addition to the engineering problems of the Santa Fe Railroad. 


ADJACENT STRUCTURES 


The city plans to construct additional structures at all crossings of arterial 
streets at the railroad tracks. The grade along the tracks is such that an 
underpass can be installed at Mountain Road without any change. First Street 
is 3.5 feet lower than the tracks, hence, it would be more adaptable to an under- 
pass. Marquette Avenue at First Street is 1.8 feet lower than the tracks. To 


design an underpass for this location would require that the grade of the tracks 
be raised approximately 4 feet. 


UTILITY PROBLEMS 


The utility lines that would be involved are gas, water, sewer, storm sewer, 
electric and telephone. The gas and water lines cross the tracks and provide 
service to the adjacent buildings. A sewer line runs westward from Broad- 
way supplying service to the buildings east of the tracks. Hither structure 
will require the aerial and underground utilities to be moved. 

An underpass will cause rearrangement of the underground utilities. The 
water and gas lines crossing the tracks will be moved to the area outside of 
the end piers. The utility service to the abutting properties east of the tracks 
would be obtained by service lines on either side of the ramps. 

The city has recently completed a storm sewer on North Broadway which 
is of adequate size to receive storm water from the Lomas underpass. The 
estimated cost of the underpass includes $12,000 for construction of a lift 
station and storm sewer line to the intersection of Lomas Boulevard and John 
Street. 

During extreme adverse weather conditions our experience on the existing 
Central and Tijeras Avenues underpasses and the Coal Avenue overpass has 
been that the underpasses have been kept clear of floodwater and the over- 
pass has a serious icing condition which required it to be closed 4 times in 
4 years. The icing condition has been such that the sand and salt crews have 
not had a material effect upon maintaining its use. 
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Should an overpass be constructed at Lomas Boulevard some provisions should 
be made for deicing, such as, electric coils within the deck. 


SUMMARY 


A comparison of the two types of structures shows: 


s nla ‘ ioeeilreleislinamall 


Overpass Underpass 
Structure costs $1, 218, 000 $764, 000 
Access and right-of-way costs 245, 375 | 261, 727 
Track rearrangement : ! | 201, 000 
I ateitiencaati secteci da taietiiatiliaaiiee 
Total____- al Naa 1 408, 875 | 1, 226, 727 


The analysis of the two types of grade separation shows that an underpass 
“an be installed on Lomas Boulevard at First or John Streets, providing access 
to all properties without materially affecting the railroad, except for rear- 
ranging the siding operation and at a cheaper cost than an overpass. 

Some determination should be made from the Santa Fe Railroad as to their 
long-range plans for Albuquerque to make sure the structure decided upon will 
fit their eventual development in the community. 

Senator Cuavez. Now, Mr. Betts, we will hear from you. 

Mr. Berrs. Regarding the grade separation of the railroad track at 
Lomas Boulevard, I might say that the various city departments, the 
traffic department and the city engineer’s department have made vari- 
ous studies of the street structure that would be adequate for the 
crossing of the railroad at this point. Since Lomas Boulevard is a 
primary artery, the State and the Federal Government are sharing the 
cost of that boulevard. We, in making our study, feel that the ad- 
jacent property owners and the general public would be better served 
by an underpass than by an overpass. As you personally know, the 
city of Albuquerque has three grade separations across the A. T.& 8. F. 
railroad in Albuquerque, one being the Coal Avenue viaduct, the next 
one being the Central Avenue underpass, and the next Tijeras under- 
pass, so that this would be the fourth grade separation considered. 
We have used the American Association of State Highway Officials 
design criteria on an impartial basis and find that an underpass can 
be built here by raising the Santa Fe Railroad a minimum of 4 feet. 
By adjusting the grade of the track 4 feet upward, a better vertical 
alinement will be possible. It will use a maximum gradient of 614 
percent, one being 61% and the other being 6.44 percent, similar to the 
overpass grade. They can put a 250-foot vertical sag in this under- 
pass which compares with the 184 vertical sag in the present Central 
Avenue underpass, with the crest coming out on either end of the un- 
derpass which would be 180 feet in length, as compared with the 
present 80 feet on Central Avenue. The crest on the west side would 
represent a minimum of 14 feet 914 inches, all of which comes within 
the minimum criteria set up by the American Association of State 
Highway Officials. This underpass, as we have figured it, will permit 
access of abutting property owners and permit access from First Street 
onto the Boulevard so that there will be free access to all concerned, 
to alleviate the heavy traffic situation in every part of the downtown 
area. 

Senator Cuavez. Mr. Betts, who made the estimates that it would 
cost less than the overpass ? 
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Mr. Berrs. We made one estimate and the State highway depart- 
ment estimated the other. The estimated cost of the underpass has 
been set at $1,226,727. This includes the $201,000 for track rearrange- 
ment. That is the estimate made by the Santa Fe Railroad engineer 
and represents the cost of raising the track, adjusting the grades and 
rearranging the track. Now the State highway department estimates 
the cost of an overpass to be $1,463,375 which is some $200,000 more 
than the estimated cost of the underpass. Now the right-of-way cost 
will be somewhat more on an underpass than an overpass inasmuch as 
we will be given access to abutting properties which are not other- 
wise affected by an overpass. Now as to the storm sewer problem, 
we have 42-inch storm sewers on Lomas Boulevard. Some of them on 
Lomas Boulevard and some on John Street. That is a 36-inch storm 
sewer line. We propose that it be built in the underpass similar to 
the one on Tijeras and Central. 

Senator Cuavez. Does that storm sewer on John Street run into 
the irrigation ditch ? 

Mr. Berrs. It runsto Broadway and south on Broadway. The storm 
sewer on north Broadway is of adequate size to receive storm water 
from the Lomas underpass. The estimated cost of the underpass in- 
cludes $12,000 for construction of a lift station and storm sewer line 
to the intersection of Lomas Boulevard and John Street. During 
extreme adverse weather conditions, our experience on the existing 
Central and Tijeras Avenue underpasses, and the Coal Avenue over- 
pass, has been that the underpasses have been kept clear of flood water 
and the overpass has a serious icing condition which has required it to 
be closed 4 times in 4 years. 

The proposal we are making is similar to the underpasses which 
serve Central and Tijeras, wherein the underpass has a pressure 
line into the manhole at John Street to be carried by gravity into 
the Broadway storm sewer. The underpass will cause rearrange- 
ment of the underground utility. The water and gas lines crossing 
the tracks will be moved to area outside of the end piers. The 
utility service to the abutting properties east of the tracks would 
be obtained by service lines on either side of the ramps. We see 
no particular problems involved here. We can use the same right- 
of-way used for the underpass that would be for the overpass, using 
60 feet on the south end and it would require 40 feet on the north 
end of Lomas Boulevard. 

Senator Cuavez. Has that right-of-way been obtained? 

Mr. Brrrs. It has not been obtained, not to my knowledge, as yet. 
It has been approached by both the State and the city. 

Senator Cuavez. What would the right-of-way cost? 

Mr. Berrs. I don’t know the exact cost for the right-of-way as yet. 

Senator Cuavez. Is that going to be paid for by the city? 

Mr. Berrs. The right-of-way costs, as I say, they will be higher 
on the underpass than what has been estimated for the overpass. 
The State highway department estimates overpass costs of right-of- 
way to be $245,375. Right-of-way costs for the underpass, an esti- 
mate has been made at $261,727. We feel that an underpass will 
better suit the people, not only the abutting property owners, but 
also the people who will use it in the downtown area. As for free 
access on from First Street and John Street, particularly First 
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Street onto the primary channel of Lomas Boulevard, we believe that 
with an underpass, the access would be much easier and more con- 
venient than it would with an overpass. The side here on First 
Street would be only 34 feet wide and the same thing at John Street. 
The width here would only be about 50 feet. 

Therefore we feel that that would be a much better arrangement 
than an overpass, and we feel that the Subcommittee on Public Roads 
should consider our problem here, so that we may get this program 
rapidly under way. The entire city is terribly impaired at the pres- 
ent time because of the fact that the railroad tracks slow down traffic 
and cause a hazard. With a new underpass in operation, the traffic 
ie move faster and relieve the congested areas in the heart of 
the city. 

Senator Cuavez. Thank you. 

Mr. Berrs. Thank you. 

Senator Cuavez. I would like to hear from the City Traffic Engi- 
neer, Mr. Francis Burton. I believe he is over here and I notice 
that there are several—so I am going to ask Mr. Burton if he will 
wait for a little bit and then we can ee him later and at this time, 


we will call some of these witnesses that are from a far distance from 
the city. 


(The following are letters placed on record :) 


SANTA Fe CHAMBER OF COMMERCE, 
Santa Fe, N. Mez., October 30, 1957. 
Senator DENNIS CHAVEZ, 
Federal Building, Albuquerque, N. Mea. 


DreAR SENATOR CHAVEZ: You will note by my enclosures that we have been 
spending considerable time on an effort to have the highway commission develop 
a possible plan for our secondary roads to our recreational areas. We are not 
trying to put Santa Fe first. We feel this is a statewide problem and we feel 
that the job of attracting tourists into this State is, in many cases, lost because 
of the terrible roads our tourists have to traverse to get to the areas. 

We understand that you are calling a conference on approximately December 
9 to discuss this very important problem and we would like to participate in such 
a conference. 

Our board feels very strongly that the four-lane highway program is tremen- 
dously important, however, they feel that the secondary system into recreational 
areas has been sadly neglected. For example, in our own county of Santa Fe, 
the road to our Ski Basin is in deplorable condition. We have tried to sell the 
Santa Fe County Land Use Committee on the idea that if this road were im- 
proved we could send tourists up there and thus prolong their visit in Santa Fe 
for a full day. This would increase the gasoline tax to such an extent that the 
farm-to-market roads could also be constructed in each county. In our opinion 
the ski situation has a tremendous potential and it could be a solution to the 
winter economy in our particular county which drops greatly during the winter 
months. The Ski Corp. kept the chairlift operating all last summer and even with 
the terrible roads they managed to break even. Though research we have found 
that many ski areas throughout the country actually make more money from 
summer tourists on a sightseeing proposal than they do with the skiers in the 
wintertime. 

Again may I say that this is a statewide proposal and we are not asking just 
for consideration of our own county. We would like to see a study of an overall 
proposal which would enable us to send people to our recreational areas and not 
have them come back into our office blazing mad because of dreadful access 
roads. 

May we ask that if you are proposing a conference on this problem that we be 
invited. 

Very truly yours, 
Hueu M. Gray, 
Manager, Chamber of Commerce. 
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CHAMBER OF COMMERCE, 


Albuquerque, N. Mew., December 2, 1957. 
Office of Senator DENNIS CHAVEz, 


3810 United States Court House, Albuquerque, N. Mez. 


DEAR Mr. Davis: At Mrs. Gosse’s suggestion, we are enclosing copy of letter 
sent to Senator Chavez in Washington last August, together with copies of en- 
closures submitted at that time. 

Thank you. 


Rex BoroueH, 
Chairman, Tourist Committee, Albuquerque Chamber of Commerce. 


AUGUST 27, 1957. 
Senator DENNIS CHAVEZ, 


United States Senate, Washington, D. C. 


DEAR SENATOR CHAVEZ: In your letter of June 29, 1954, to me regarding the 
Sandia Crest roads, you ask (1) if we had taken up the matter with Ralph 
Jones, a member of the State highway commission; (2) if we had taken up the 
matter with W. J. Keller of the Bureau of Public Roads; and (3) if we had 
raised the matter with the Forest Service itself. You also ask if we could get 
a traffic count of cars going up that hill which would be completely accurate. 

With the help of Bill Cornelius of the roads committee of the Albuquerque 
Chamber of Commerce, and many other interested groups, we have followed 
through completely on your suggestions and have made much progress. En- 
closed are letters received March 20 this year from Mr. E. R. Huber, of the 
Forest Service and Mr. W. J. Keller of the Bureau of Public Roads. Also 
a letter dated April 3, 1957 from the New Mexico State Highway Commission, 
advising that the Bureau of Public Roads has approved as a system addition 
to the Federal aid secondary system the route from Placitas easterly to the 
junction of State Road 10 at San Antonio. 

(Last year the Bernalillo County Land Use Committee and county commis- 
sioners designated this road for No. 1 priority for construction in Bernalillo 
County.) 

Enclosed too, is an open letter to the State highway commission, urging a 
followthrough on this road. 

Also enclosed is the accurate car count month by month of cars that entered 
Cibola National Forest on this road from the south entrance last year—a total 
of 95,395 cars. 

We trust that the State highway commission will, in due course, makes plans 
to rebuild Road 44, at least in Bernalillo County up to the junction to the Forest 
Service road to the Sandia Crest, but we have very alarming news regarding 
Forest Service road moneys—and it looks like we are sure going to need your 
help on this. The Albuquerque delegation to Santa Fe to see the State high- 
way commission on the 22d of this month were advised by Mr. Keller and the 
State highway commission that Congress budgeted a suitable figure for forest 
roads and highways, but the Bureau of the Budget, or some such agency, 
arbitrarily whacked it in approximately one-half, and as a result, the entire 
Forest Service road program is utterly demoralized. This is a tragic de- 
velopment, especially since Forest Service roads generally are far below the 
average of other roads and the forests are having greater public use than ever 
before in the history of our Nation. 

We are of course, particularly interested in getting a good road through the 
Cibola National Forest to Sandia Crest, but it seems to us that this problem 
is of national importance. 

It is hard for the people who drive up to Sandia Crest on that primitive road 
to understand why Congress is so generous with money for foreign aid and 
so stingy with it in our own national forests. 

We know your very keen personal interest in this matter, and wanted you 
to know all the facts as we know them here. You can be assured that anything 
you can do to help relieve this situation will be most heartily appreciated by 
a great many people. 

Sincerely yours, 
Rex Boroven, 
Chairman, Albuquerque Chamber of Commerce Tourist Committee. 
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AN OPEN LETTER TO THE STATE HIGHWAY COMMISSION AND ALL OTHERS 
INTERESTED IN THE SANDIA Loop Roap 


The operation of the State highway department for the past 6 years under 
the 5-man board has undoubtedly been one of the most productive eras in 
New Mexico roadbuilding history. 

One inherent weakness in general policy, however, was brought into focus at 
the hearing August 22 with the Albuquerque delegation regarding secondary 
Highway 44 through the Cibola National Forest. 

When the land use committees were originally set up to determine priorities 
for secondary road construction in the counties, they were composed almost 
entirely of farmers and ranchers, and usually headed by the county agricultural 
agent. All secondary roads were considered farm-to-market roads. This in 
itself wasn’t bad—except that it almost excluded all other vital secondary 
roads. Roads through the forests have been particularly neglected. The com- 
mission has seemed to deliberately “look the other way” hoping vainly that 
the Forest Service would hit a bonanza and build roads through all the forests 
in the State. 

This has resulted in sad neglect of gasoline taxpayers in the towns and 
cities, who are the principal users of forest recreation areas. And, while the 
highway commission has been farsighted in their tourist advertising cam- 
paigns, they have by these road policies, drastically hampered the tourist trade 
within the State. Although the old farm-to-market road philosophy has been 
modified on occasions, roads like the Sandia Loop Road have had a prolonged 
drought. 

Bernalillo County has taken positive action on the so-called loop road. The 
county land use committee has given it No. 1 priority for construction in the 
county. The county commissions have followed suit. The Bureau of Public 
Roads has placed it on the Federal aid system. 

The State highway commission is now in a position to take positive action 
on developing this road. At least the portion in Bernalillo County. No one 
else can do it. We do not expect immediate construction, of course, but would 
like assurance from the commission that a project will be included in the 
planning. 

At present all the rest of State Road 44 is designated as a secondary arterial 
highway from Farmington to Bernalillo, but the balance of the road from 
Bernalillo to San Antonito, where it connects with the arterial State High- 
way 10, has not been considered an arterial thoroughfare. We declare that 
there is every justification now to put this remaining part of Highway 44, 
which connects two counties and main highways on both ends, on the State 
secondary arterial system. 

The citizens of a county of 200,000 people desire that this road be rebuilt. 
Hundreds of people connected directly with the tourist industry have petitioned 
the State highway commission to take action on this road. Such roads as this 
are a contributing factor to the fact that tourists’ average stay in New Mexico 
is 1% days compared to 24% in Arizona and 4 days in Colorado. 

The Albuquerque delegation was referred to the Forest Service. Interested 
parties have been in communication with the Forest Service for years, and the 
Forest Service is assuming all responsibility for the 5144 miles of road from the 
junction on State Road 44 to the Sandia Crest. Enclosed is a copy of letter 
from a Forest Service official stating their position, and their willingness to 
develop this most difficult 544 miles. We feel that this is a very fair share for 
the Forest Service to assume, and that State Highway 44 thru the Cibola Forest, 
serving so many thousands of people in various ways, is our own State’s respon- 
sibility. It is serving our people, and augmenting our tourist industry. 

Economically, there is every reason to believe the road would pay for itself 
in record time with extra gas-tax revenue. 

Instead of looking the other way and hoping for someone else to take their 
responsibility, we would like to see the New Mexico State Highway Commission 
face squarely the problems on this road, and take positive action to make this 
improvement. 

Written in behalf of the delegation that conferred with the State highway 
commission August 22, 1957: Rex Borough, chairman of the Albuquerque Cham- 
ber of Commerce tourist committee. (One hundred copies to interested groun: 
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LETTER FROM Mr. GeorcE S. JOHNSON, GENERAL MANAGER OF KOB anp KOB-™V 
ALBUQUERQUE, N. MEx. 


We normally think of forest highways only as a recreational and scenic route 
of interest to tourists and weekend picknickers. 

The Sandia Mountain Crest and its access road however, has become an im- 
portant part of the economic development of New Mexico. This mountain peak, 
centrally located in New Mexico, and only 15 airline miles from Albuquerque, 
New Mexico’s largest city, has become the hub of the State’s television-broad- 
easting and radio-communication facilities. 

In very recent years, advancements in electronic equipment have developed 
the use of a tremendous number of radio-communication channels in the ultra- 
high-frequency bands. But the use of these channels is confined to line-of-sight 
distances. The great height of Sandia Crest above the surrounding terrain 
makes it ideally suited for utilizing all these new communication channels. 
This 10,650 feet elevation affords line-of-sight of a hundred miles or more in all 
directions. 

The New Mexico State Police were the first to utilize the communication 
advantages of Sandia Crest. Their main broadcasting station on the mountain 
is turned on by a small unit at headquarters in Santa Fe. They now have other 
similar relaying stations operated from this main station at corners of the State 
to give them statewide communications in the patrol cars and offices. 

Three television stations now operate on Sandia Crest. Normally, television 
channels are limited to a 50-mile radius. The advantage of mountaintop height 
gives TV-program service up to 200 miles. These stations are received by com- 
munity relaying systems as far as Cortez, Alamosa, Monte Vista, Durango, and 
-agosa Springs, Colo.; parts of eastern Arizona and south 110 miles to Truth 
or Consequences. Albuquerque is the only city large enough in this whole area 
to economically support national network program services for these distant 
communities. 

The Civil Aeronautics Administration now has a communication system for 
directing airline travel, installed on Sandia Crest. This installation too, takes 
advantage of the height to direct incoming aircraft hundreds of miles away. 

Similarly, the FBI, the United States Forest Service, Plains Electric Co., the 
34th Air Division, and the Albuquerque Telephone Answering Service, have in- 
stallations on Sandia Crest. Soon to be added is a microwave system between 
powerplants of the Public Service Co. of New Mexico. 

The University of New Mexico is now installing an educational television 
station on Sandia Crest. This station, originating lectures from the campus, will 
provide a statewide educational link to outlying schools. Their channel is in the 
regular television band so home TV receivers can also tune in to these lectures. 

The Army has tested present-day radar warning systems from Sandia Moun- 
tain but atmospheric phenomena gave peculiar indications. However, a very 
recent radar invention is designed to overcome false readings from variable at- 
mospheric conditions. When this new equipment is available I predict the use 
of radar warning system on Sandia Crest which would protect against high- 
flying aircraft up to a distance of 300 miles. 

The utilization of Sandia Crest as a communication center has been handi- 
capped by the road conditions. Technical personnel should have easier access 
to these installations for their efficient maintenance. Better and more reliable 
communications by radio to plants, trucks, and offices result in efficiency and 
economy. Broadcasting helps to centralize the area’s interests, businesses, and 
information source. 

If this Cibola Forest Road could be improved, widened, and surfaced, it 
would facilitate easier access to the crest. Many more businesses and govern- 
mental departments will be encouraged to add radio-communication facilities 
on Sandia Crest. 


STATEMENT BY Mr. REx BorouGH IN RE ForEstT HIGHWAYS, FOREST DEVELOPMENT 
ROADS AND TRAILS 


Forest Roads, and their development, are of tremendous interest to us in Al- 
buquerque and the State of New Mexico. Our groups at the Albuquerque Cham- 
ber of Commerce have been frustrated on many projects—particularly in the 
field of tourist and recreation development—by the deplorable condition of for- 
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est roads, particularly in the Sandia Mountains east of Albuquerque, and also 
in the Jemez Mountains to the north. 

It is ironic that the Federal Government should have a giant highway pro- 
gram, paying most of the cost on interstate highways, and yet the roads in the 
forest, which are directly under Federal Control should be so neglected. 

Apparently no program is underway to modernize these roads. Sv, we are 
grateful to see Members of the United States Senate tackling this problem. 

We hope their thinking includes recreational roads. It is like a slap in the 
face to drive on fine highways to the forest entrance, see a beautiful sign “En- 
tering Cibola National Forest” and simultaneously have the highway turn into a 
corrugated, bumpy, rocky, dusty road—a road possibly constructed 20 or 30 
years ago and only indifferently maintained ever since. Certainly these roads 
are not geared to the masses of modern automobiles that try to use them. 

An outstanding example of the increase in the use of forest roads by the 
public is the one through the Cibola National Forest to the Sandia Crest near 
Albuquerque. When built, this road carried a trickle of traffic, and was also 
adequate for the burro-drawn wood carts which used it. Last year 95,399 mod- 
ern automobiles, loaded with people, drove into this area, many of them com- 
plaining bitterly about the unpleasant road. 

State highway officials in New Mexico often have a defeatist attitude on 
Forest Service roads within the State. The problem is so great and funds so 
limited, that they almost prefer not to face it at all. The Federal Govern- 
ment’s policy of neglect in this field undoubtedly has augmented this attitude. 

This problem is greater in New Mexico than many of the other States due to 
the large proportion of forest land in the State: roughly one-half of the real 
estate of New Mexico is owned and administered by the United States Govern- 
ment. 

We are not interested only in roads to timber, and trails for Forest Service 
use in administering the forests. Our interest is far greater than that. It in- 
cludes the 200,000 people who live in Albuquerque, for example, who would like 
to drive into our nearby national forests without dread of tearing up their cars. 
It includes the tourists from all over the Nation and the world whom we in- 
vite to New Mexico. The tourist industry is one of the major businesses in our 
picturesque State. But the forest roads in the most beautiful and spectacular 
areas create an obstacle course in the path of every tourist-development program. 

On behalf of all the interested citizenry, we want to express our appreciation 
for Senate committee work, and trust that as a result of these efforts positive 
action will be taken to alleviate the conditions of roads in our national forests. 


Aprit, 3, 1957. 
Mr. Rex BoroveH, 
Tourist Committee, Albuquerque Chamber of Commerce, 
Albuquerque, N. Mes. 


Dear Mr. BoroucH: We are pleased to advise that the Bureau of Public 
Roads has approved as a system addition to the Federal-aid secondary systein 
the route from Placitas easterly to the junction of State Road 10 at San 
Antonito (so-called Sandia Loop Road). 

Thought you would be interested. 

On the attached plat we have defined the route in red. 

Very truly yours, 
L. D. Witson, Chief Highway Engineer. 


DEPARTMENT OF COMMERCE, 
BurREAU oF Pusric Roaps, Division 9, 
March 20, 1957. 
Mr. Rex BorovueH, 
Albuquerque Chamber of Commerce, 
Albuquerque, N. Mer. 

Drak Mr. Boroveu: I appreciate your March 16 letter and the enclosures 
relating to the Turquois Trail Scenic Loop Drive through the Cibola National 
Forest. 

You may anticipate that this office of the Bureau of Public Roads will do 
our part on any project which might be programed by the State highway com- 
mission with regard to the proposed improvement. 
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As you probably know, the so-called Sandia Loop Road was built in great 
part by this office in cooperation with the National Park Service a number 
of years ago. Since that time no moneys have been made available for further 
improvement or reconstruction. The route is eligible for Federal-aid secondary 
designation by the State highway commission and we would entertain approval 
if the highway commission were to request the programing of Federal funds 
for this improvement. 

It would appear to me that the allocation of funds for reconstruction of the 
route is a matter which rests solely with the New Mexico State highway com- 
mission and your group should arrange to meet with the commission in this 
connection. You may rest assured that this office will cooperate in any way 
possible. 

Very truly yours, 
W. J. Ketier, District Engineer. 


UnIrep STATES DEPARTMENT OF AGRICULTURE FOREST SERVICE, 
March 20, 1957. 
Mr. Rex Boroven, 
Chairman, Tourist Committee, 
Albuquerque, N. Mex. 

Drak Mr. BoroucH: We were very pleased to receive your letter of March 16, 
1957, concerning the Sandia Loop Road. 

Apparently you folks are on the right track and we do hope that action can 
be taken toward the reconstruction of this road in the not too distant future. 

In the fifth paragraph on the first page of your letter, you state that you 
were told that the State highway department, Bureau of Public Roads, and 
the Forest Service would have to get together before action could be taken. 
This is not the case since the road is not now designated a forest highway. 
Since the Forest Service no longer has a part in programing of construction, 
it lies between the State highway department and Bureau of Public Roads. 
However, we do wish to assure you that the Forest Service is willing to give 
any assistance we can toward promoting this project. 

After construction has been started on this road, we will give further con- 
sideration to the 5-mile spur running to the crest in an effort to bring the 
standard of this road into line with the other construction. 

Very truly yours, 
FrepD H. KENNEDY, Regional Forester. 


The following is the number of cars that entered Sandia Park (entrance to 
Doc Long, Crest, ete.) during 1956: 


November 
December 


95, 399 


Senator Cuavez. We will now call on some of the people who are 
from outside of Albuquerque. I believe the next on the list will be 
Mr. Wendall Chino. 

Mr. Cutno. Thank you, Senator Chavez. I would like to read from 
a page in my statement. I am the president of the Mescalero Tribal 
Business Committee of the Apache Tribe of the Mescalero Reserva- 
tion, N. Mex., and relative to Senate bill 1136, I would like to read a 
few matters here. 

Senator Cuavez. We are glad to hear this. This will be the first 
testimony with regard to Senate bill 1136. 
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Mr. Curno. I would like to read here just an excerpt from my 
report: 

I would like to further add that the termination of road construction on 
Indian reservations by contract has already created undue hardship. While 
the present administration in principle may be correct in its action, we question 
the procedure and the timing in the termination of force-account labor on road 
construction. This program was implemented so abruptly, many of our Indian 
people were caught unprepared and they became unemployed and were added 
to the untold thousands of unemployed people. To be certain, the force-account 
labor provided sorely needed employment for our people and the Mescaleros 
would like to go on record that the termination of force-account labor has created 
a real hardship on them. 

Senator Cuavez. Let’s see if I understand the situation. Now, 
the roads were being constructed by resolution of the Indians of the 
reservation. Now, your people were employed under this force-ac- 
count labor system according to contract. 

Mr. Cuno. That’s correct. 

Senator Cuavez. And you are now asking the committee to rein- 
state this procedure ¢ 

Mr. Curno. Yes, by requesting the reinstatement of this program, 
we believe we are not requesting anything unreasonable. We would 
like to see that our people are furnished employment. 

Senator Cuavez. I understand that. 

Mr. Cutno. We appreciate this opportunity to present our views 
on this particular matter and request that this written statement 
be attached to this record. I would also like to mention that there 
is another road in our locality that crosses the reservation; that is 
a road which is marked State Highway 24, which runs from Mes- 
calero to Cloudcroft. 


(The material referred to is as follows :) 


STATEMENT OF THE APACHE TRIBE OF THE MESCALERO RESERVATION CONCERNING 
S. 1136 


My name is Wendell Chino. I am president of the Mescalero Tribal Busi- 
ness Committee of the Apache Tribe of the Mescalero Reservation, N. Mex. 
The business committee is the governing body of the reservation. This state- 
ment is being submitted in behalf of the Apache Tribe of the Mescalero 
Reservation. 

I am making this statement with reference to S. 1136, more particularly to 
section 4 of this bill. S. 1136,, seection 4, in essence, will appropriate “$3 million 
for the purpose of establishing a revolving fund which may be utilized by the 
Secretary of the Interior, under such rules and regulations as he may prescribe, 
for constructing, improving, and maintaining roads and bridges to provide ac- 
cess to timber situated on Indian reservations.” This act further provides that 
such moneys from this revolving fund shall be reimbursed for amounts ex- 
pended therefrom from the proceeds from the sale of timber from such 
reservation. 

I believe that the expenditure of proceeds from the sale of timber for timber- 
access roads on Indian reservation, as provided for by S. 1136, section 4, would 
create undue hardship and drain the meager financial resources of Indian tribes. 
Right now the economy of some of our Indian people in this region is so low 
that to ask us to pay for timber access roads is to ask of us something that is 
beyond the ability of our Indian people. If our people are going to develop an 
economy comparable to other citizens, it can never be accomplished when we 
are asked to pay for building of roads which is beyond our ability. Attached 
to this statement is exhibit A—Mescalero timber access road estimates. This 
exhibit shows that a road 12.6 miles could cost the tribe $315,000 in such cases 
the cost of the road will be more than the stumpage value of the timber. Pro- 
ceeds from the sale of timber enable Indian tribes to make beneficial use of 
such funds for tribal members. In some instances some tribes have invested 
timber income in worthwhile enterprises which in turn return twofold benefits: 
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namely, employment and income. Judicious use of timber income for worth- 
while enterprises would be impeded if we are asked to use our funds for forest- 
access roads. 

The Mescalero Apaches today ask this honorable Senate Public Works Com- 
mittee to consider that S. 1136 section 4 be amended by deleting this entire section 
from this bill. If you are in agreement with us, which we believe you are, help 
us in seeing that our economy is elevated so that our people can enjoy comfort- 
able living on our reservation. However, if section 4 is not deleted, we want no 
part of timber-access roads because to do so will merely create further hardships 
on our people. 

I would like to further add that the termination of roads construction on Indian 
reservation by contract has already created undue hardship. While the present 
administration in principle may be correct in its action, we question the pro- 
cedure and the timing in the termination of force-account labor on road con- 
struction. This program was implemented so abruptly many of our Indian 
people were caught unprepared and they became unemployed and were added to 
the untold thousands of unemployed people. To be certain the force-account 
labor provided sorely needed employment for our people, and the Mescaleros would 
like to go on record that the termination of force-account labor has created a 
real hardship on them. 

If it’s possible we would like to see the program reinstated so that our people 
could be furnished employment. Furthermore, by requesting the reinstatement 
of this program, we believe we are not requesting anything unreasonable. We 
realize that roadbuilding on Indian reservations is not an endless task ; even now 
on some reservations the necessary roads for Indian economy and travel are 
nearly completed. Therefore, we would like to see force-account labor continued 
and it be discontinued reservation by reservation as the necessary roads are com- 
pleted on the various reservations and still the same purpose can be accomplished. 
Just to initiate a general program, such as termination of force-account labor, 
only adds hardships to our people. 

Finally the Mescaleros respectfully say that, if Congress can provide and appro- 
priate more money for the Bureau of Indian Affairs for road construction on 
Indian reservations, the Indian Bureau can do the job. The Indian Bureau in 
the past has done a good job with the limited funds made available. 

We appreciate the opportunity to present our feelings and views on these 
matters. Thank you. 

ExnHisit A 
Mescalero road estimates 


Coat per mile, 
road construction 


[Thousands] and maintenance 
NN GN Sk i eet clea cit ee a Ei a a ee $2. 25 
I = akenasalintdaes’ Ca 
Pe agi MPa a tl a treed See ee ee eee 1. 60 
mer wCowonne. fo) Sh) sor ett ok cb ona. ok Se OL 1. 00 
South Cowcamp-__-_-__-— ee i lies EU ities og! cede viii tued gki: 15 


Total 
1 Average, 1.5 


Hstimate of timber to be removed via proposed access road program 


Road cost |Volume to be} Estimated 
(estimated) removed cost per 
(thousands) thousand 





Project No. Miles 











l 6.8 | $115, 600 | 3, 000 
2 12.6 | 189, 000 15, 200 
3 11.4 | 171, 000 | 12, 700 | 
4 8.5 | 127, 000 3, 900 
Total 39.3 602, 600 34, 800 
Revised basis: ! a. 
2 12.6 315, 000 15, 200 
3 11.4 285, 000 12, 700 
Total 24.0 600, 000 27, 900 21.51 


! Including only projects 2 and 3, and based on Mr. Johnson's estimate of $25,000 per mile. Projects 2and3 
road cost figures are based on building the road up to Bureau Standards. 
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Senator Cuavez. Is that the road that starts, originates, in Capitan ? 

Mr. Curno. No, that is Highway No. 37. We would like also to 
see this road improved. Several years ago the Indian Bureau im- 

roved it but it has now deteriorated and it is now almost impassable 

in the winter as well as in the summertime. We believe that improve- 
ment of this highway will certainly prove good economy, not only for 
the people on the reservation, but the people in the Cloudcroft area 
also, as well as the people in Ruidoso. And, of course, since this road 
runs into a forest area, we would like it to be improved, not only for 
timber accessibility but also for safety, and it will also provide recre- 
ation areas for the reservation. The improvement of this road to an 
all-weather road would add very much to the standard of living of 
the Mescalero people, I am certain, and many of these people from 
the Cloudcroft-Ruidoso area will corroborate my statement in this 
connection, and at this time I would like to request that Mr. John 
Meshar be heard. 

Senator Cuavez. That’s fine; go ahead. 

Mr. Mesnwar. I am from a group of the Cloudcroft area and I have 
come here at this time in support of the statements made by Mr. 
Chino. Now, we are most particularly interested in State Highway 
24 beginning at Mescalero and running to Cloudcroft. This particu- 
lar road has about 8 miles of forest road and about 13 miles on the 
Indian reservation. Then it comes to a dead end there. However, 
it is a very important road to us. The Forest Service can’t seem to 
do anything, and the Indian service doesn’t have the money. We have 
no disagreement with the highway department. They are doing the 
best they can do with what they have. 

We believe that the Indian population should be represented because 
this road maintains a great deal of their economic standard. This 
road needs to be open the year around in order to conduct the work 
done on the reservations. In fact, we are soon to have a solar furnace 
in this area which will be right adjacent to the reservation and it will 
provide additional employment for the Mescalero people, and they 
will have to rely upon this road for their transportation. And an- 
other thing worth mentioning is that the Mescalero people at present 
have no means of reaching the forest except to travel by way of 
Alamogordo at the present time, and when it cemes to fire fighting, 
this can furnish quite a hazard. : 

Senator Cuavez. Yes, that is one of the basic items, You must 
have security, and in order to have security you must have the proper 
means of fire fighting in these timberlands, and the only way you can 
do that is to have a highway where the fire fighters can get through. 

Mr. Mesuar. Another matter that I feel is worth mentioning at 
this time is that the route from Cloudcroft to Artesia is a very scenic 
route and would attract many tourists if the road conditions were 
improved in this area. It would prove both scenic and recreational 
if we could get this road situation properly developed. 

Senator Cuavez. Yes, I have noticed many Oklahoma and Texas 
cars there this summer. 

Mr. Mesuar. I can assure you that the Mescalero-Apache Indians 
would enjoy having tourists visit their reservation, and I’m sure the 
tourists would enjoy it. 

Senator Cravez. You have made a very fine statement and it is in 
keeping with the people of your community. Now, tell the audience 
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and me just what benefit this road would give for not only the com- 
munity but others. 

Mr. Mesuar. The entire community would be benefited. That road 
gives an outlet into west Texas and south New Mexico, and we believe 

hat it would be a great benefit to the community. 

Senator Cuavez. Thank you. You have given a very nice presenta- 
tion, and we feel that you are a very good citizen. Now, next we will 
hear from the citizens in the community of Lordsburg. 

Mr. May. Senator Chavez, I am not here on behalf of the reserva- 
tion. I am here to speak regarding a Forest Service road. This is 
limited access to Separ, N. Mex. 

Senator Crravez. Would you please identify yourself? 

Mr. May. I am R. B. May, of Separ, N. Mex. The commission had 
a meeting at my place a year ago in October, which left the impres- 
sion that we would have access to the highway being as we had the 
building with the post office, where I was the first one to tear down 
and rebuild. Then, when the highway was completed, they have now 
fenced off one-third of a mile of dirt road there, I think with five wire 
fences. 

Senator Cuavez. Now, when you speak of the commission are you 
talking about the local county commission, Mr. May ? 

Mr. May. State commissioners. 

Senator CHavez. The State highway commission? Was your 
neighbor Mr. Hatfield there ? 

Mr. May. Yes, sir. I don’t know whether Mr. Hatfield was there 
at the meeting but Mr. Wilson was there, and I am not sure about 
Mr. Hatfield. There was 2 or 3 others that was there and the people 
that were at the meeting all were under the impression that we would 
have access to the post office on the State road, and if the post office is 
to survive it has to have business from this highway. It is a fourth- 
class post office and you can’t make a living out of a post office unless 
it has access to the highway. 

Senator Cuavez. What about that, Mr. Wilson? What about that 
proposition? The community would have trouble without a post office. 
It is still in the United States, you know. 

Mr. Wirson. I don’t believe I know about that, sir. 

Mr. May. When we built that post office we thought we would have 
a lot of traffic in there, but we can’t get traffic from the State if there 
is no access road that comes up there. At present it is just a dead-end 
street. 

Mr. Witson. What is that meeting, sir, that you said I was present 
at ¢ 

Mr. May. It was the 29th day of October in Separ at my place of 
business. 

Mr. Witson. Unless I am mistaken, I never attended that meeting 
at Separ. 

Mr. May. Well, Mr. DeLayo was there and I understood at that 
time that I was given permission to build this post office since it would 
have access on the highway; and since I have gone ahead and built 
it, I don’t have access. At present I am just about three-fourths 
of a mile down to the underpass there and then it is a dead end. 

Senator Cuavez. What did you do, move back ? 
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Mr. May. I moved across the road and built over a new building 
right across the road and at the time I built it was my impression that 
I would have access to this highway. 

Senator Cuavez. Well, thank you, sir, we will have to see what 
we can have done in this matter. 

Mr. May. Thank you. 

Senator Cuavez. Our next witness will be Mr. A. W. Barnes, di- 
rector of the New Mexico State Tourist Bureau. 

Mr. Barnes. Senator Chavez, I am A. W. Barnes, director of the 
New Mexico State Tourist Bureau. I have stated, as most of you 
know, in a statement that I have filed with the committee my prime 
concern is with the condition of the roads, especially those le: ading to 
the scenic and recreation areas of New Mexico. It is of vital concern 
to everyone involved with the tourist industry in this State. I would 
like to see that something is done on this thing. 

A great deal has been said about access roads that, as director of 
the State tourist bureau, interest me greatly ; and, as has already been 
said, the tourist business in New Mexico is the second largest busi- 
ness. We do several million dollars’ worth of tourist business in 
cur State every year, which exceeds the petroleum and gas industries 
combined and, therefore, it is a matter of real importance ; and since 
this afternoon there has been a great deal said about the condition 
of the roads in our State, I don’t want to go too much into that. I 
assure you that the majority of the people “who come into our State 
co go away thrilled and pleased with what they find here. We have 
a very fine system of main highways; however, a lot of the back roads 
are not readily accessible. In fact I might point out that there are 
only 4 of our 9 national monuments in the State which can be reached 
by paved roads and some of these various monuments are well worth 
going to see. For instance, I believe Chaco Canyon Monument is 
approximately 62 miles off Highway 66 and about 29 to 30 miles off 
of Highway 44, and I believe ; going up to Farmington and Bloom- 
field it is either paved or real fine road over there; ; but, as for the other 
access roads, in bad weather it is not accessible. I might mention 
that last spring the tourist bureau invited some 21 newspapermen 
from all parts of the United States ranging from the Atlantic to the 
Pacific connected with national newspapers to come into our State 
and take a trip through the northern and northwestern part of the 
State. Many of them were student newspapermen and we chartered 

bus and made arrangements to make this trip. Well, we hadn't 
gone very far until we got into trouble. The bus stopped, it got stuck 
in the mud and we had to get even some of our passengers to help 
get us out of the mud because of the condition of the unpaved roads. 
When we got as far as Chaco C anyon we didn’t even try it because 
the roads looked so bad, and coming down from Bloomfield we de- 
cided to stay on the highway because the forest roads and bridges 
looked impassable. 

Now another area where you are unable to make the drive because 
of the condition of the roads is through the Jemez country. So, all 
in all, you can imagine that we had some pretty red faces before this 
trip was over with. So, I think this is an example of what needs to 
be done and we need to get those access roads fixed up to where visitors, 
tourists, and our own people can make beneficial use of them. The 
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highway department estimates that some 1 million nonresident cars 
came into New Mexico last year and on the basis of what Mr. Wilson 
has told me they travel at least an average of 300 miles through the 
State of New Mexico. We figured up that would mean at least 90 
million gallons of gas were bought in this State and there is 9 cents tax 
on each gallon of gas, 6 cents State and 3 cents Federal, not to mention 
the 1 cent tax in Albuquerque. That is at least $8 million in gas tax 
alone from these tourists that our State receives and you might as 
well say that it is easier than to pick the bales of cotton as we were 
told this morning, so it is a matter of dollars and cents as well as 
pride in our State to do something about these access roads in provid- 
ing decent roads for these visitors to travel on. I know that a great 
deal has been said about this today so I won’t take any more of your 
time but, however, I do have my statement which I would like to 
see put into the record. 

Senator Cuavez. Thank you, Mr. Barnes, your statement will be 
placed in the record. 

(The material referred to is as follows:) 


STATEMENT BY A. W. BARNES, DIRECTOR, NEW MEXICO STATE TOURIST BUREAU 


I appreciate this opportunity to express the views of the New Mexico State 
Tourist Bureau on the subject of roads and highways in New Mexico. The con- 
dition of roads—especially those leading to the scenic and recreation areas of 
New Mexico—is of vital concern to everyone involved with the tourist industry 
in this State. 

New Mexico is extremely fortunate in having good year-round through high- 
ways. Roads are open in New Mexico during winter months when many high- 
ways to the north of us are blocked by snow. Among the 11 Western States, 
New Mexico ranks first in the number of out-of-State cars crossing her borders 
each year. According to the surveys of our State highway department, nearly 
41% million nonresident passenger cars entered New Mexico in 1956. 

This heavy nonresident traffic provides an excellent source of patronage for 
the many scenic, historic, and recreational attractions in New Mexico. Our 
through highways pass close to some of the most historic cites in the United 
States, dating back to the 16th century. In some cases, scenic panoramas of 
exceptional beauty lie only a few miles off of heavily traveled highways. There 
are fishing streams and camping areas in all parts of New Mexico lying within 
easy driving distance of our principal cities and towns. 

This favorable picture is a limited one, however. The condition of access 
roads to these scenic and historic areas is in many cases disgraceful. We have 
tourists arriving here who have driven 2,000 miles over excellent highways to 
reach New Mexico. When they arrive, they often find they are blocked from 
visiting the sights they want to see because of 10 or 20 miles of road that is 
impassable or too poor to risk driving on with their new car. 

Not long ago we had a letter from a tourist from Ohio who suggested we change 
the slogan of New Mexico from “Land of Enchantment” to “Land of Rock Roads.” 
It had been his misfortune to sustain $30 worth of damage to his car by driving 
up to the Sandia Crest lookout above Albuquerque. 

Last spring we invited 21 travel writers to New Mexico from all parts of the 
country to be our guests ona 7-day tour. They were forced to help push their 
bus out of the mud at El Morro National Monument, and we had to cancel their 
trip to Chaco Canyon National Monument because the road was impassable. 

The tourist bureau spends over a quarter of a million dollars a year on its 
program to advertise New Mexico and promote tourist traffic in the State. You 
ean understand how ironic it is that many of the tourists we attract here are cut 
off by poor roads from the things that have lured them here. 

Some statistics from the National Park Service might help illustrate my 
point. Bandelier National Monument consists of some prehistoric cliff ruins in 
the Jemez Mountains west of Santa Fe. The number of visitors at this monu- 
ment has increased dramatically since the access road was paved a few years 
ago. Up to the end of September of this year, over 75,000 persons had visited 
Bandelier, which involves a 45-mile side trip from U. 8. 85. 
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Now, Chaco Canyon National Monument is a very similar attraction consist- 
ing of prehistoric Indian ruins, lying about 62 miles from U. S. Highway 66. 
However, the road into Chaco is not paved and only partially improved. At- 
tendance there by the end of September was less than 20,000, and we understand 
many of that number were oil and gas people and not tourists. The attend- 
ance at El Morro—another historic site 61 miles from a main highway—was 
only 7,500 by the end of September. 

Of the 9 national monuments in New Mexico, only 4 can be reached by all- 
paved routes. I would also venture to say that less than half our resort areas— 
the places popular for fishing, camping, hiking, horseback riding and so forth— 
are accessible by paved roads. Some of our most spectacular scenery is denied 
to visitors because of inadequate mountain roads. 

New Mexico in many ways is just getting started with the development of her 
potential as a tourist center. Yet, tourists are already a $200 million a year 
industry in the State. It is hard to estimate how high this figure might rise if 
we were to open up those areas that are now cut off from the average tourist 
by poor roads. The economy of our State relies heavily on the tourist dollar, 
and competition is keen for this dollar. If we do not provide modern roads 
suitable for modern automobiles, all are going to suffer. 

The State tourist bureau strongly recommends that the Bureau of Public 
Roads give favorable consideration to the improvement of access roads to the 
historic, scenic, and recreational areas of New Mexico. The improvement of 
these roads stands to benefit not only those of us in New Mexico concerned 
with tourism as an industry, but the many thousands of Americans in all parts 
of the country who need and deserve better facilities for their hours of leisure. 


Senator Cuavez. Next, we will hear from representatives of the city 
of Socorro. Dr. Waldemere Bejnar. 

Dr. Brsnar. Senator and members of the committee, the chamber 
of commerce of the city of Socorro have asked me to come down to 
bring forth the idea that the people of Socorro are very anxious to 
cooperate in the bringing of the highway through our town of Socorro. 
We would like to discuss the farm-to-market road designated in Sen- 
ate bill No. 1136. About 4 months ago the highway department held 
a hearing in Socorro for this purpose. 

We were extremely pleased with the number of people who turned 
out for this hearing. Approximately 80 percent of the landowners 
turned out. They all expressed interest in this project and every 
landowner spoke at the meeting. 

Senator Cuavez. That land is on the east side of the river? 

Dr. Bresnar. No; on the west side of the river, but on the east side 
of the railroad track. 

Senator Cuavez. Now, where does that road go that you are con- 
cerned with? 

Dr. Bresnar. U. S. Highway 85 and 60, and it goes east approxi- 
mately eight-tenths of a mile. 

Senator Cuavez. Where does it begin ? 

Dr. Brsnar. The highway comes through the town right there by 
the El Rio Motel and it goes by my home. I was also there at this 
meeting and the highway department was most pleased with the num- 
ber of people who attended. Now, one of the objections that we 


brought up at that meeting was that the highway department con- 
structed a culvert for a drainage ditch right close to where people 
lived, and recently we got authorization and poured concrete 8 feet 
wide there at the culvert. Now, the highway department had told 
us that this culvert was sufficient to take care of the situation in case 
of floods, but recently we had a flash flood and that culvert was com- 
pletely buried. 
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Senator Cuavez. Let me make an observation. I want to make it 
clear that in the future the flood protection bill that was passed b 
the Senate is now pending in the House on the calendar. That bill 
has a $344 million project for flood protection for Socorro. It might 
be that with that we may be able to get together with the highway 
department as to taking care of such culverts and the drainage 
situation. 

Dr. Brsnar. Yes, sir; I agree with you on that project, but our 
studies of the flood protection system started some 12 years ago and 
6 weeks ago while the highway was being constructed we had quite 
a bit of rain, and when the rain came down we found out that the 
culvert just wasn’t big enough. Because of the rain a great deal of 
damage was caused. Some of the houses were flooded out. On the 
original job the highway department did an excellent job, but we’re 
going to have to have some changes made to take care of situations 
like this during rain. If we could just get together with the high- 
way department on it, I believe that the situation could be cleared 
up. Now, there’s another thing I wanted to mention in regard to 
some of these roads. Once they are bypassed, frequently, a long 
stretch of paving is left there just out in the fields or out in deserted 
areas. Oftentimes you will have these smaller airplanes, when they 
are forced into a landing they have no place for an emergency land- 
ing. It has occurred to some of the citizens why we could not ar- 
range to have some of these deserted stretches of highway that have 
already been paved, why they couldn’t serve as emergency landings 
in cases of that sort. Say maybe every hundred miles or so you could 
have a specially designated emergency landing setup with facilities 
for airplanes where they could fly in during an emergency. 

Senator Cuavez. I’m glad you mentioned that because that has 
come up before the committee, not only with this committee but with 
other committees at previous times. It has been suggested that we 
have arrangements for such landing strips along the highway every 
so often. I’m glad that you brought that up, it’s a good point. 

Dr. Besnar. Thank you for that information. Now, without fur- 
ther ado, I would like to introduce to you the first president of the 
Socorro Chamber of Commerce and the vice president of our junior 
chamber of commerce, Mr. Dick Gibson. 

Mr. Gipson. Senator Chavez, our main purpose in being here is to 
thank Mr. Wilson and the highway commissioners for their splendid 
cooperation on the highway which is now in the process of being built. 
When the bottleneck came up on our four-lane highway they were 
very helpful in getting the matter straightened out. Now, on this 
two-lane highway through the town, we have had splendid coopera- 
tion with Mr. Wilson and the commissioners. Now, we would like to 
propose that if we could get some information with reference to some 
definite plan for our own building there in Socorro. We have had 
quite a bit of difficulty in planning our building program. We know 
that we are going to have a highway going through town but the 
people of Socorro want to build their property and they have no way 
of knowing just what the restrictions and the regulations are with 
regard to distance from the highway and soon. Several people from 
Socorro have made trips to Sante Fe to find out how far back they 
should build their buildings and upon completion they have found 
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out that they are still on the right-of-way. They have been unable 
to get anything definite on this and it is coisas a great deal of ex- 
pense to our people there. I, myself, intend to ) build a commercial 
building and I would like to know just how far back I should put it 
without interfering with the new highway. One of our members 
made 4 trips down to Santa Fe in an effort to find this out and when 
he came back, found that he was still 4 feet, just 4 feet off the right-of- 
way, which would make the property practically ruined. We were 
just wondering if we couldn’t perhaps have some definite statement 
from the highway department in Sante Fe in this respect. 

Senator Cuavez. As it appears to me, now, I don’t know what the 
authority would be for that, what provision ‘would be made, if your 
building was only 4 feet from the right-of-way, from the lane of the 
highway. Why couldn't you start, say a mile or two away from 
there? Of course, if they were going to start another four-lane high- 
way by building back a mile, at least, you would give yourself a good 
estimate there as to how far back you could be w vithout running “into 
any such danger. I know it is difficult to know how much land the 
highway department will need for its right-of-way. 

Dr. Besnar. Now, another one of our members would like to speak 
to you. 

Mr. Curistran. Senator Chavez, I am J. C. Christian, from So- 
corro. I have a farm and a little store 10 to 15 miles from town and 
the transportation is very poor in view of the condition of the access 
roads. We don’t know what is going to happen and I will ask Mr. 
Wilson and the highway department to please take this into consid- 
eration. These little, small places deserve some consideration also 
and then you take some of us out there, when they do start building 
the highway, we are in pretty poor shape. Two or three months ago 
we had some people that had no money in order to move their little 
house out of the way of the highway, and some of us, we had to go 
and borrow money in order to move out of the way, and today we have 
not yet paid the bank back because we are waiting for our money from 
the highway department for the right-of-way. 

Mr. SicKxes. My name is Percy Sickles, of Socorro. My home is 
located about 4 miles north of Socorro and I am wondering about the 
underpass or turn-around that they intend to put there. When the 
highway started it was going to be a four-lane highway that would 
go on into Santa Fe. Then we came up with this drainage problem 
and Mr. Wilson has stated that he would cure the condition, that 
there should not be all this flooding out there, but the situation is still 
pretty bad. I even wrote a letter to them about it. I have a copy of 
that letter, here, and in addition to this some of our friends, Mr. Ortiz, 
a poor Spanish laborer has a farm out there and he is having the same 
trouble when the rains come and we have these floods, and we don’t 
have the proper drainage that we should have. And another laborer 
out there, this man, Ortiz, had to go and borrow money to have his 
well fixed so that they would have the proper drinking water. 

All this was caused by the poor drainage and the flooding, and 
when he couldn’t get his well fixed he had to end up carrying water 
for several miles to have water in his house. And the highway de- 
partment made no provision for this. They didn’t even go down 
to see about it. And some of our people went to the highway depart- 
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ment repeatedly and requested them to do something about the situa- 
tion and I want to say this, that if something isn’t done before next 
spring, if they don’t build the underpass and the proper drainage 
facilities, if some provision isn’t made I truly believe the floods will 
carry us away. We have got to have some drainage facilities to 
carry the water off. If you ask me, on that first drainage ditch 
that they built I think there was some very bad mistake in engi- 
neering on that. I don’t think the highway commission is doing 
us people right out there in Socorro, I think it is a shame that the 
highway department has turned their back on us. 

Senator Cuavez. I wish you would go down there, Mr. Wilson 
and see what can be done about this situation. 

Mr. Sickues. Yes, if you will just send somebody down there, that’s 
all we ask. Send somebody down there that can help us get this 
straightened out. 

Senator Cuavez. I agree with you. Something should be done 
about the situation. 

Mr. Sickies. Well, something could be done. We could dig ¢ 
ditch but none of us know how to pay for it. 

Senator Cuavez. I’m glad you brought this to our attention and 
I thank you and all the members from the community of Socorro and 
its chamber of commerce. Who do we have, now, as our next witness? 

Mr. Parrie. Senator Chavez, my name is C. R. Patrie. I am area 
forester for the Gallup area with the Bureau of Indian Affairs. I 
would like to make a brief comment regarding Senate bill No. 1136. 
Last winter the Bureau in Washington indicated there might be some 
timber access roads and they were requested to make some estimate 
as to the needs for timber access roads in the Southwest. We did 
that, we furnished them with estimates. 

Senator CHavez. Yes, yes. 

Mr. Parrie. In response to the request of the Bureau of Indian 
Affairs, we made a study of the situation in the Southwest and came 
up on March 8 with a report indicating that we would need approxi- 
mately 123 miles of new timber access roads as a start. The estimated 
cost of those roads was $2,450,000 and the estimated footage of timber 
that we expected to take off through use of these access roads was 
approximately 200 million feet. I would like to explain before I 
touch on the bill that the estimates of the cost per mile are consider- 
ably higher than they would be to just get the timber out. The rea- 
son we set our estimates quite high was because there are no roads 
on any Indian reservations that you could eall strictly timber ac- 
cess roads. In other words the Indians, we get them to take our 
timber out and we get them to make our fence posts and our poles, 
and they also need the timber for their firewood and for moving 
their stock and things of that kind. And there are lots that will be 
needed over a considerable period of time. An ordinary timber ac- 
cess road such as contractors would build would cost about $1 
thousand. The roads that we have set up would cost about $5 a 
thousand feet. Now, the bill, as Mr. Chino mentioned, section 4 of 
Senate bill 1136 provides for the setting up of $3 million for the 
ee of establishing a revolving fund which will be administered 
y the Secretary of the Interior, and that $3 million will be used for 
the construction of timber access roads, but it will be with the under- 
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standing that the Indians will have to reimburse the money that 
is expended on timber access roads from their timber receipts. Now, 
with the possible exception of the Navaho, I don’t think that there 
is a single Indian reservation, a single group in the Southwest, that 
is including Albuquerque and Socorro, that would agree to such an 
arrangement. As you know, it is the policy of the Congress that 
the Bureau of Indian Affairs is to withdraw itself from supervision 
as soon as possible. Now, one of the things, one of the very necessary 
steps that has to be taken is to prepare the Indian people and those 
on the reservation, prepare them so that the Indians will be able to 
take good care of their reservation and will run it as a going con- 
cern. And one thing that is needed is an adequate system of roads. 
Now, we feel that the timber access roads should be built by the 
United States in the first place, and secondly that a great deal more 
money should be allotted to the Bureau than is being allotted in 
order to build these access roads. 

Senator Cuavez. How do you feel about the reimbursible sections 
of the bill? 

Mr. Parris. Well, as I say, I think that the United States is en- 
tirely obligated to build the roads themselves and I don’t feel that 
the Indians should be obligated to reimburse them. Now, that’s all 
I have to say. I would like to add, Senator, that Mr. Harold John- 
son, the area road engineer, is here in case you want to ask some gen- 
eral questions. 

Senator Cuavez. That’s all right. I think we have everything 
we need with reference to roads on Indian reservations. Thank you. 
Now, Mr. Wilson, I want to call upon you as head of our State high- 
way department and ask you to very briefly, if you will, just very 
briefly tell us, I want to ask you about how the road program is go- 
ing, how we are getting along. Would you please bring me up to 
date on it? 

Mr. Wuson. The only trouble we have in New Mexico, Senator, is 
running out of money. With no money, we have no way of getting 
along with this program. We are right on schedule with our pro- 
gram going along here although we have had a few problems come 
up, but we are about to settle all of them on a mutual basis and I 
think it is getting along very well. 

Senator Cuavez. I have been all over the State this summer and 
I have seen a lot of the construction going on. 

Mr. Witson. Yes, sir. 

Senator Cuavez. I think you are right up on your timing. 

Mr. Wutson. Yes, sir. we are right on schedule. In fact, we are a 
little ahead of schedule right now. 

Senator Cuavez. How do you rate nationally ? 

Mr. Wixson. We were for some time in first place, percentagewise, 
and I believe we are in third place on mileage construction. I’m 
not sure just how we stand but I know we are up toward the top. 
Of course we’re not trying to run a contest with anybody. 

Senator Cravez. No, [m sure we're not running a contest, but we 
certainly need roads and more roads, and the more roads we can 
get here in New Mexico the happier I will be about it. The more 
roads we can have, the better shape our State will be in. IT just hope 
we can have more roads. 

Mr. Wuson. Thank you, sir, that would make us happy, too. 
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Senator Cuavez. Thank you, Mr. Wilson. We will, now, hear from 
Mr. R. J. Keller of the bureau of public roads. 

Mr. Ketter. My name is R. J. Keller. I am regional engineer of 
the Bureau of Public Roads, Santa Fe. 

Senator Cuavez. Now, Mr. Keller, in carrying out your duties and 
functions for the Bureau of Public Roads, how do you feel the pro- 
gram is going on from that standpoint here in New Mexico? 

Mr. Ketter. I feel very happy about it, sir. We have excellent 
cooperation as between the Forest Service and the highway depart- 
ment and we will continue to have very happy cooperation between 
the highway department and my office. 

Senator Cuavez. When we don’t have a group that can cooperate, 
then the situation can get bad and I’m certainly glad to hear you 
say that, and the fact that they are going ahead and the Bureau of 
Public Roads feels that the overall situation is as it should be and is 
satisfied with the progress being made, then we are very happy and 
I’m sure that we can expect continued progress along these lines. 

Mr. Keturr. Yes, sir, we will continue to do so. 

Senator Cuavez. Thank you, sir. Now, that is all the witnesses 
that we have on this list before us, but if there is any other citizen 
who would care to make a statement we would be glad to hear them. 

Mr. Romero. I am from Arroyo Seco. I understand you have got 
the information right in your hands, it has been sent to you. 

Senator Cuavez. Yes, I have the letter that was written. It is 
signed by Mr. M. D. Pineda, Mr. J. E. Romero, and Mr. Jose G. 
Marquez, and you would like to have us insert that in the record, 
is that right? 

Mr. Romero. Yes, it is a letter from the county commissioners 
where we want you to understand how things are with the people 
of Arroyo Seco. 

Senator CHavez. Can you give us your name, please ? 

Mr. Romero. I am Dominicio Romero. I understand they was 
told that the committee was named to protect our people and I am 
just here from Taos to see about a road. It is in bad shape. It was 
all the time, you know, I understand this road was created by the 
State in 1921, if I’m not mistaken, but has never been worked. We, 
now, ask the highway commission to give us that road and we want 
to get you interested to push that much through. Like some other 
fellow said here today, we are not made of money, but we under- 
stand that Arroyo Seco can be helped, just like any of the other 
people anywhere in New Mexico, I guess. 

Senator Cuavez. Now, Mr. Romero, is that a State road? 

Mr. Romero. It was a State road. It was created in 1929. 

Senator Cuavez. Have you taken this matter up with your local 
county commissioners? 

Mr. Romero. Yes, I think they have. We have been down through 
the county, you see, but they never have done nothing. It was in 
1921, I think it was, if I’m not mistaken, I might be mistaken that 
it was 1939, but Joe Pares, you know him very well, he knew that 
the road was there. It was in awful shape and dangerous. He asked 
me, you know, to try to talk with the people there, the commission, and 
anywhere else, you know, to have that road work, so we talk with 
the county commissioners and they tell us they have no money and to 
go to see the State highway commission, and we came into the big 
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meeting and they said they can’t do nothing, it’s a State road and 
they can’t do nothing for it. So, we went to them later when 
Pacheco was a member of the senate, a member from Arroyo Seco, 
and introduced a bill that was passed and was created that that road 
should be numbered. You know, it was in 1929 or it might have been 
1939, it was a long time ago, and I just don’t remember. Now, the 
last time a committee was appointed to ask them to gravel that road, 
it was impassable and it was dangerous to the cars and to the folks 
out there and they would have all kinds of trouble, you know. Well, 
then, they started that petition, you know, signed by many of the 
residents of Arroyo Seco asking those county commissioners to open 
a road between Taos, the Indian pueblo. The road we need would 
take us from Arroyo Seco to Arroyo Hondo, and that road, I don’t 
know if it’s a county road or State road, but it’s a road that’s been 
out there for a long number of years. I don’t think any other road 
has been out there for the Arroyo Seco people. That’s the only road 
they have to go any place on. Well, since the Indians closed that 
road there has been pretty dangerous situation out there. Some- 
times it is so crowded they can kill themselves. It’s not the best 
traveling road, you know, and they could really do some damage. 
That’s why I come here today for to ask your information to see 
what’s the matter with the money and appropriate that some more 
so we can have this fixed, and then have the money put in the hands 
of the right officials so that road can be completed. 

Senator Cuavez. I think I would be able to help you if it was Fed- 
eral-aid money involved, but I don’t know if it is a State road. 

Mr. Romero. I think they say it isa State road. 

Senator Cuavez. I would like to help you, but so far as the Federa 
Government is concerned I am afraid nothing can be done, but we 
might be able to do something with the loc al people. It could be, 
we will have to Sears what type of road it is, it might be a 
secondary road. I don’t know, but we will have to investigate it, but 
I can tell you this, we will see that something will be done because 
we don’t want that kind of a road where the people will have fear 
for their safety in the area around Arroyo Seco. 

Mr. Romero. Well, fine. You know one time I was reading a book 
and a neighbor, William Lackey, asked me what I was re ading : about 
and I told him I was reading about the communities and, you know, 
getting some ideas about the communities, how they are growing and 
all the corporations that they are building with more people and more 
officials and everybody else. I was reading about population and all 
the big cities and how the big firms are in New York, the largest city 
in the United States and they have a large city of people, only mostly 
workers, and when we come to that point, he shed me how many 
family I have and I said to him, I said tell me if you were one of those 
people and you had not one dollar, no money in your pocket and a big 
family and if you have to pay rent and you have nothing to eat, what 
would you do the better, what would you do in the first place, would 
you pay the rent so you have a place to live or would you get some- 
thing to eat with if you had one dollar, and he said he just didn’t 
know which he would do first, find a place to sleep or have something 
toeat. And that’s the way we have got it here, we don’t know whether 
we want to gravel this road or whether that road should be black- 
topped or which way to turn to make it more safe. 
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Senator Cuavez. Mr. Romero, | have known you for 34 years and 
I promise you | will get personally interested to find out what is going 
on with that road. 

Mr. Romero. Really, that condition is bad and I will thank you. 

Senator Cuavez. May I tell you folks here today that I was in the 
State legislature with this man 34 years ago. 

Mr. Romero. Y es, and I want to thank you for your very kind at- 
tention. We have tried to get the information that might help the 
committee in bringing about this better road and I think it is the most 
better is to plan it, and I think you can be better politicians if we’ve 
got better roads to give to the Americans. 

Senator Cuavez. I agree with you. I think if we spend less time 
on politics and more time on improving our road system we will be at 
an advantage, and I thank you, Mr. Romero. Now, one more thing 
for the record in closing we have received several letters and telegrams 
concerning these hearings and I will insert. those in the record and 
have them printed at this point for the record. I thank all of you 
for appearing here today and our hearing will now be adjourned. 

(Hearing adjourned at the hour of approximately 5:10 p. m., Jan- 
uary 9, 1957.) 

(The material referred to is as follows :) 

ARROYO Seco, N. Mex., December 9, 1987. 
To Whom It May Concern: 

We have from the village of Arroyo Seco, in Taos County, N. Mex., a State 

road, which also is the mail route between Arroyo Seco and Arroyo Hondo, a 


distance of about 5 miles, more or less, a road which at times is impassable as 
stated below. 

This is New Mexico State Road 150 (552601) (7), every inch of which is a 
dirt road—without gravel. 

As this road traverses through a section inhabited by many farmers and 
their families, we figure something must be done by the State to alleviate exist- 
ing conditions. 

During the recent rain and snowstorms, many families were marooned for 
days, before being able to get out due to the boggy condition of the road. Many 
of the families experienced a hard time to even make it afoot, or horseback to 
get their groceries at the village. 

This road, being a mail route also, is sorely needed by many families and we 
feel that the State could and should do something to remedy the present con- 
dition. 

We trust that the men assembled here today, looking over 
consider our request and grant it as soon as possible. 

Respectfully submitted. 


road matters, will 


M. D. PINEDA. 
J. E. ROMERO, 
Jose G. MARQUEZ. 


(The following are letters and telegrams received in connection with 
the hearing held on December 9, 1957, in Albuquerque, N. Mex., before 
the Subcommittee on Public Roads, Committee on Publie Works, 
United States Senate, to wit :) 

SOUTHWEST PINE ASSOCIATION, 


Albuquerque, N. Mex., December 9, 1957. 
Hon, DENNIS CHAVEZ, 


United States Senate, 
Chairman, Committee on Public Works 
Hon. ALBERT GORE, 
United States Senate, 
Chairman, Subcommittee on Public Roads. 
Dear Sirs: Southwest Pine Association wishes to be recorded as being in 
favor, in principle, of Senate bill S. 1136 relating to timber access roads. Weare 
20738—58——_9 
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strongly in accord with the objectives sought to be obtained. Because of special 
local circumstances, doubtless certain of the members of this association will 
have individual comments to make on the several provisions of the bill. 

The association has one specific objection to the bill, however, which should 
be called to the committee’s attention at this time. Section 2 (a) allows only 
“estimated cost” to timber purchasers who build their own roads. No allowance 
is made for profit and risk, as would be necessary if the roads were to be built 
by road contractors. In cases where purchasers contract their roadbuilding, 
this invariably results in a cost in excess of the road allowance used in com- 
puting the stumpage. We feel that purchasers should be allowed the same 
amounts which the roads would cost the Forest Service, if the Forest Service 
employed contractors to build them under the program outlined in the bill. 

Respectfully submitted. 

F. SARGENT, Jr., 
Secretary-Treasurer. 


STATEMENT TO COMMITTEE ON PUBLIC WorKS, UNITED STATES SENATE 


To: Senator Dennis Chavez, Chairman. 
Subject : Forest development roads. 


We, the Kiwanis Club of Highland, Albuquerque, N. Mex., favor any consid- 
ered development that may be given toward the development of Sandia Crest 
Road in Cibola National Forest. 

The use of Sandia Mountains as a recreational area both in the winter and 
summer for the residents of Albuquerque has grown rapidly the past few years. 
It has always been a main tourist attraction. To have a modern road to Sandia 
Crest would be greatly received by the citizens of Albuquerque and the State of 
New Mexico. 

For the Members of the Kiwanis Club of Highland, Albuquerque, N. Mex. 

Respectfully, 
RAYMOND BE. KuEHNE, 
Chairman, Public and Business Affairs. 


DECEMBER 9, 1957. 


Forest Roap IMPROVEMENT, LA MApeERA TO Petaca, Taos County, N. Mex. 


Attention: Senator Albert Gore, chairman, Subcommittee on Public Roads. 

The mica mining operators and interested affiliated industries and residents 
are interested in the improvement of 8 miles of forest road from La Madera to 
Petaca, Taos County, N. Mex. 


Road condition 

This road becomes very muddy and rutted during wet weather and thawing 
snows. It is very narrow and difficult to travel in parts, with steep grades. 
Use of road 


The road is used to haul mica to and from the mica mines and mill. Present 
approximate tonnages currently hauled are: 
Tons per year 


I, cas crmsinetblacsuanigieonmteneninaresey 2, 000 
he dh el heel lp TI SE ES a a ee ee 1, 500 
eiios Oe. melas (ON Ns ok eeu lei deci ctathe ede tees 1, 000 
I I reel ease 500 


This tonnage will increase in the future. The road is also used by employees 
of the mica industry, employing approximately in total 30 men. The school bus 
from Petaca to Ojo Caliente carrying 20 children travels each schoolday. The 
general service to residents of Petaca is important as well as their travel. 


Value to New Mewzico 
The road is used for mica production valued at $200,000 per year. 
Cost of improvement 


The approximate cost of improvement, if properly done, including a bridge 
over Rio Vallecitos, would cost $100,000. 
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The community in this area and the mica mining industry would greatly ap- 
preciate any attention given this report. 
J. L. Ropison, 


Assistant General Manager, Minerals Engineering Co. 
Oso CALIENTE, N. MEx. 


Gypsy REst, 
Continental Divide, N. Mexv., December 9, 1957. 
Hon. Senator ALBERT GORE, 
Chairman, Senate Public Roads Subcommittee, 
Meeting at Albuquerque, N. Mex. 


HONORABLE SIR AND MEMBERS OF THE SUBCOMMITTEE: Enclosed you will please 
find a copy of the statement made by me before the McKinley County grand jury 
on September 9, 1957. It speaks for itself. 

“Despite repeated requests by ourselves and our attorney, both to the presid- 
ing district judge and also to the State highway department, no hearing has been 
held by the district court since December 7, 1956; and no decisions have been 
made; nor any compensation granted to us for the loss of our home and our land 
to the State highway department; and for the confiscation of our access rights. 

“Arbitrarily we have been given a ‘farmers and ranchers access right’ which 
we did not want, and which we cannot accept. We would accept a service road, 
with its limited access, as granted to all others at Coolidge, except the two 
Protestant missions on the south side of the highway. The orphanage has been 
forbidden to take in more Navaho orphans, and we have been forbidden to hold 
any more Gospel meetings under penalty of being fenced in, and so closed up. 

“Our constitutional rights under the Bill of Rights of the United States Con- 
stitution, articles I, IV, V, VII, VIII, and XIV, have been violated; yet no one 
seels to care, and apparently there is no remedy for an American citizen. 

“A second grand jury will be called in due time, and names for the calling of 
same are now being secured. As in Indiana, it may take that to open things up 
for public examination of the highway department. 

We are facing our second winter now without a home, and without money to 
rebuild; without home or social life; and with our lives completely changed by 
arbitrary fiat of the New Mexico State Highway Department. The mental 
cruelty, which has greatly impaired our health, would not have been tolerated if 
imposed upon an animal. 

“The bar on the north side (since closed) got all the breaks; and the finest 
service roads; and all the signs. The rest were left out. Investigate; we are 
telling the simple facts. A short service road which could have been constructed 
at less cost than the accesses arbitrarily imposed and the monstrosity called the 
Coolidge Interchange would have solved all problems. An entrance made at 

SJalow’s Pinon Lodge at the level and with 3 miles of visibility would have 
solved his problems, instead of the death trap imposed upon us farther to the west. 
A mile-long large fence could have been saved ; and it is the only one of its kind— 
as far as we know—in New Mexico, but it segregates us entirely from Coolidge. 

“These matters have been given extensive publicity, both in the Gallup Inde- 
pendent, the Albuquerque papers, and in many other papers throughout the State; 
also by radio and TV, but who cares? 

“Extensive correspondence has also been carried on with the New Mexico State 
Highway Department, the Governor of New Mexico, Senator Pousma of New 
Mexico, Senator Dennis Chavez, Senator Montoya, Senator Knowland, Repre- 
sentative John Dempsey, Hon. Sinclair Weeks, the Department of Justice, and 
the President of the United States. But apparently, being only an American, it 
seems impossible to get a hearing or an investigation. The New Mexico State 
Highway Department is subject only to the Supreme Court of the State of New 
Mexico, and it is virtually impossible for an individual to get his case before 
that body. And we have already—against our wills—been forced heavily into 
debt by the New Mexico State Highway Department. Yet the New Mexico State 
Highway Department is known throughout the United States because of the 
adverse publicity given to its actions. This disapproval fortunately is gaining 
momentum, and so may prove productive in protecting the interests of the citizens 
of this great State against its ‘servants’ who forgot their place and tried to act 
as ‘masters’.” 

“We trust that your subcommittee will grant to us and to our neighbors the 
hearing which every citizen deserves and the protection due to us under the 
United States Constitution, and its Bill of Rights. 

Respectfully yours, 


Dr. P. J. ANDREASON. 
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Taos, N. Mex., December 3, 1957. 
Senator ALBERT GORE, 
Chairman, Subcommittee on Public Roads, 
United States Courthouse, Albuquerque, N. Mee. 


DEAR SENATOR GORE: Having learned that you are holding hearings on roads 
and highways, I wish to strongly register my protest against any proposal to 
locate a highway or any of its bypasses cutting through the State park and town 
of Taos. 

My property which I have held for over 30 years, at much cost and sacrifice, 
and which faces on the west Pueblo Road, and on the south adjoins State park, 
would be harmfully affected by such a bypass. 

Not mentioning that the general value of the property would be definitely 
lowered, any road or trail would render it completely useless to my own needs 
and plans. 

For a long time I had been working on plans of developing the rear part of 
my property beginning with the east-south corner adjoining the State park where 
I plan to build a planetarium. 

I am sure you will agree with me that an undertaking like this may prove of 
some worth to the city of Taos and even to the State, and to kill the project 
by stretching roads or trails through the place would be most inconsiderate. 

I am enclosing a small map which may help you to visualize the situation of 
my property. But, I wish you could come here and see it for yourself. Sometime 
ago I took Mr. Keller, the Chief of the Bureau of Public Roads, through my 
property and I am sure he will say a few good words for it if you talk to him. 

Hoping that the authorities on roads will kindly look into my problems and 
help me to solve them. 

I am respectfully yours, 

ALEXANDRA FECHIN. 


DECEMBER 5, 1957. 
ALBERT GORE, 
United States Senator, Chairman, Subcommittee on Public Roads, Federal 
Building, Albuquerque, N. Mer. 
DEAR SENATOR GORE: The Zonta Club of Albuquerque wishes to go on record as 
favoring development of Sandia Crest Road and Cibola National Forest. 
ZONTA CLUB OF ALBUQUERQUE, 
ZONTA INTERNATIONAL 
By MADELYN RATHBUN, 
Committee on Public Relations. 


THUNDERBIRD 20—30 Cups, No. 525, 
Albuquerque, N. Mex., December 5, 1957. 
COMMITTEE ON PUBLIC WORKS, 
United States Senate, 
Federal Building Albuquerque, N. Mez. 

DEAR SENATOR CHAVEZ: We, the members of the Thunderbird 20-30 Club, have 
passed a unanimous resolution that we are in favor of the development of the 
Sandia Crest Road. 


Respectfully, 
ZANE QO. Hopper, Secretary. 





ALBUQUERQUE JUNIOR CHAMBER OF COMMERCE, 
Albuquerque, N. Mex., December 4, 1957. 
Hon. ALBERT GORE, 
United States Senator, Care of Senator Dennis Chavez, United States 
Courthouse, Albuquerque, N. Mer. 

DeAaR SENATOR GORE: The Albuquerque Junior Chamber of Commerce and its 
traffic safety committee strongly urge the Subcommittee on Public Roads of the 
United States Senate to take positive action toward the improvement and pav- 
ing of the forest-access road to the crest of the Sandia Mountains, east of 
Albuquerque, N. Mex., known as the Sandia Crest Road. 

The Sandia Crest Road is presently an unimproved road 5.6 miles long, run- 
ning from New Mexico State Road 44 to the Sandia Crest. Although it is one 
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of the scenic highlights of the State of New Mexico, the road is extremely 
hazardous and its unsafe condition deters tourists and residents from traveling 
to the crest, and to La Madeira ski area, and also from picnic and camping 
sights and recreational areas in the Sandia Mountains. The road is narrow 
and in some places it is impossible for opposing cars to pass. 

The Albuquerque Junior Chamber of Commerce, by its board of directors 
herewith states that there is urgent public need for grading and paving of the 
Sandia Crest Road and respectfully requests your committees’ consideration of 
this undertaking. 

Very truly yours, 
Pat Goopwin, President. 
R. Deane Moyer, Legal Counsel. 
Louis E. Covatt, 
Chairman of Traffic Safety Committee. 


[| Western Union telegrams] 
DECEMBER 9, 1957. 
ALBERT GORE, 
United States Senator, Chairman, Subcommittee, Care Dennis Chavez, 
United States Senator, Federal Building, Albuquerque, N. Mew.: 
Please give your full support on North-South Road No. 32. Unable to at- 
tend. Sickness. 
Mrs. MarTHA MABEN, 
Fence Lake, N. Mex. 


DECEMBER 6, 1957. 
Senator DENNIS CHAVEz, 
United States Senator, Chairman, Senate Committee on Public Works, 
Federal Building, Albuquerque, N. Mex.: 
We will appreciate your support December 9 on the development of Highway 
32 on the west side of the State as we are in urgent need of this road. 
Very truly yours, 
ERNEST CARREJO, 
Precinct Democratie Chairman of Quemado, N. Mex. 


RESERVE, N. Mex., December 7, 1957. 
Senator DENNIS CHAVEZ, 
Federal Building, Albuquerque, N. Mex.: 
DEAR SENATOR: Request your support of Highway 32 from Gallup to Silver 
City. Thanking you in advance for your assistance I remain, 
Sincerely yours, 
EmIL O. KEIHNE. 


MAGDALENA, N. Mex., December 6, 1957. 
Hon. DENNIS CHAVEZ, 


Chairman, Bureau Public Works, 
Federal Building, Albuquerque, N. Mez.: 
(Attention D. F. Mollica.) 
We are boosting Highway 32. We need your help. 
WAYNE REYNOLDS, Glenwood, N. Mex. 


MAGDALENA, N. Mex., December 6, 1957. 
Senator DENNIS CHAVEZ, 


Federal Building, Albuquerque, N. Mewz.: 
(Attention D. F. Mollica.) 
Need your support Highway 32. In the mud help us out. 


QUEMADO Boosters CLUB. 
CLAYTON E. Cox, President. 
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MAGDALENA, N. Mex., December 6, 1957. 
Hon. DENNIS CHAVEZ, 
Chairman, Bureau of Public Works, 
Federal Building, Albuquerque, N. Mea. 


(Attention: D. F. Mollica.) 
Urge your support Highway 382, Gallup to Apache Creek. 
JAKE Scott, Chairman, Boosters Club. 


LIONS INTERNATIONAL CLUB, 
Roy, N. Mex., December 2, 1957. 
Hon. DENNIS CHAVEZ, 
United States Senator, 
Albuquerque, N. Mez. 


Drar Senator CHAveEz: At your conference in Albuquerque on December 9, 
relative to access roads to recreational facilities in New Mexico, we do hereby 
respectfully request your most urgent attention and consideration to the access 
road to Conchas Dam from Highway No. 39 south of Roy, N. Mex. through the 
Bell and Waggoner Ranches connecting at the north boat docks with Road 
No. 104. 

We have requested the State highway department to submit to this conference 
a cost estimate of this project. Right-of-ways have been procured tentative to 
the survey made by the State highway department in 1952. 

We can recite many factors for giving this road top priority but those of 
paramount importance are: access to this great recreational area to those living 
in the Texas Panhandle, the Oklahoma Panhandle, southeastern Colorado, and 
all of northeastern New Mexico. Also. it would give a shorter route from 
Denver, Colo., direct to El Paso, Tex. We feel the out-of-State traffic to this 
park would increase the tax dollar for our State to a great extent due to the 
increased demand for recreational areas such as this one. 

Our club has placed this project at the top of our agenda as its completion 
would bolster a lagging economy in this area due to what we deem sure by the 
increased facilities available at Conchas Dam Park. 

Thank you for your considerate attention to this project. 

Very sincerely, 


J. R. Morean, President. 
Rosert J. Rreontr, Secretary. 


PINON PARK ESTATES, 
Albuquerque, N. Mex., November 25, 1957. 
. 
Hon. DENNIS CHAVEZ, 
Chairman, Public Works Committee, 
Albuquerque, N. Mez. 


Dear SENATOR CHAVEZ: We are writing in regard to the forthcoming hearings 
regarding the investigation of forest roads in New Mexico. 

For the past 344 years we have been in the process of developing 2 subdivisions 
(comprising 322 acres) with an additional 240 acres planned for subdividing 
in the future. All of this land lies in Sandoval County in the northwest corner 
of the San Pedro Grant. The public road leading into our subdivision (known 
as Pinon Park Estates) is a 7-mile stretch from North Highway No. 10 up 
through the now deserted village of La Madera. The first 414 or 5 miles is in 
sernalillo County, the remaining portion is in Sandoval County. Said road 
then continues for approximately 20 or 25 miles and comes out on U. 8. No. 85 
just opposite the San Felipe Indian Reservation Road. The Sandoval County 
road is kept graded and open to a certain extent except for approximately 3 
or 4 miles north of the county line, which is south of the village of La Madera. 
This stretch between the Bernalillo County line and the Sandoval County road 
that is graded occasionally, to the best of our knowledge, has not been graded 
for around 3 years (with the exception of work done by us with our own 
equipment). The 4% miles of Bernalillo County road has been graded (other 
than by ourselves) only 2 times in the past 3 years. 

The Sandoval County road does have culverts in a number of places where 
naturally they are badly needed. The Bernalillo County road with two ex- 
tremely dangerous washouts plus and additional 3 or 4 very bad crossings that 
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are washed out by every bad rain or heavy snowmelt runoff, does not have a 
single culvert or retaining wall of any kind in the full 4% miles it extends from 
Highway No. 10 toward Las Madera Village. 

Only a couple of months ago we had to pull the Plymouth station wagon 
belonging to Mr. and Mrs. James L. Huber, 2920 Graceland NE., out of the ditch 
along the road (Sandoval County portion). They had been stranded there ail 
night long due to the condition of the road plus a rain. We ourselves were 
compelled to remain in the cab of our 1-ton truck all night on 1 occasion 2 
years ago and spent 9 hours building our own crossings, etc., in order to come 
out 10 miles from a portion of the Sandoval County road back over the Bern- 
allilo County road section to Highway No. 10. 

We are always seeing flood control talk in the papers and we feel that a 
large portion of the flood control should be where the majority of the waters 
originate, namely in the mountains, culverts of sufficient size and retaining 
walls, water ponds and the damming of major arroyos to catch the waters be- 
fore they wash out forest roads would cost far less and be much more effective 
than waiting for the flash floods, ete., to carry to the outskirts of the city be- 
fore worrying about the waters. 

We have a bulldozer and a used Caterpillar road grader of our own to take 
eare of the roads on our subdivisions until such time as there are enough 
people in the area to warrant the county taking over the roads in our sub- 
division. We have also spent a good many hours of our own time, the use of 
our dozer, grader, etc. plus maintenance and fuel working on the aforemen- 
tioned road. While we can appreciate the position of the two county road de- 
partments and the Forest Service, we do feel that we are entitled to more than 
once a year grading on these roads, especially since they do wash out in so 
many spots due to the lack of culverts and retaining walls. 

We have lost sale after sale of tracts in our subdivision due to the deplor- 
able condition of these roads. Quite a number of people have indicated a de- 
sire to build year-round living quarters up there if only there was an all- 
weather road into the area for decent access. 

The Texas-New Mexico pipeline when completed will run through the north 
end of the San Pedro Grant, coming through and across Highway No. 10 ap- 
proximately 1.7 miles north of the present road entrance. From Placitas to 
the edge of the Grant we believe to be all forest land, the right-of-way then 
proceeds through our property and that of Gen. Thomas D. Campbell before 
emerging on Highway No. 10, this might make a possible alternative route 
should all parties be agreeable to its use as a roadway. 

We will certainly appreciate having your committee check into the above- 
mentioned situation and we would be more than happy to furnish additional in- 
formation and have the committee or any member or other representative make 
an inspection trip in our company in order to survey the territory and road 
situation firsthand. The road in addition to serving us and those who have 
already purchased tracts from us as well as several ranchers in the area, does 
run through some very scenic country such as the site of the old coal-mining 
town of Hagen, the Tonque brick factory site and other old ruins and would 
be much more heavily traveled if people know they could get all of the way 
through from Highway No. 10 to United Staes No. 85 or vice versa for certain. 
Also there is considerable mining activity to the north, west and east of this 
section and there is a good possibility that exploration would greatly increase 
in the area served by this road if it were improved. 

We are enclosing some literature, maps, photographs, etc. to further our 
cause and shall be glad to cooperate in anyway in order to secure some positive 
action on this road situation. 


Very truly yours, 
KocH BROTHERS’ ENTERPRISES, 
By Rosert L. Kocn. 
GeEorGE B. Kocu. 


Sitver City, N. Mex., December 2, 1957. 
Senator Dennis CHAVEz, 
Federal Building, Albuquerque, N. Mex. 


Deak SENATOR CHAVEZ: As I am keenly interested in the establishment, pro- 
tection and preservation of suitable representative natural areas which, main- 
tained as such, will be of continuing benefit to present and future generations 
for recreational, educational and scientific uses; I feel concern regarding the 
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dwindling Gila wilderness area, and the present plans now proposed or in proc- 
ess for its further reductions by establishment of roads, artificial lakes and 
resort areas therein. 

At the present moment there is considerable desire among some 20 to 30 
owners of small acreage campsites near the fork in the locality of the Gila 
Hot Springs, who, through personal self-interest will now institute every per- 
suasion to obtain Government funds for construction of a costly automobile road 
from the mouth of Copperas Canyon some 14 miles to their property; this road 
being purportedly en route to prehistoric dwellings in the Gila Cliff Dwellings 
National Monument. Of late the local press (the editor being one of the own- 
ers of such property) has maintained a continuous barrage of publicity to 
create public sentiment favoring such road construction. 

However, the terrain is such that it is impracticable to construct a suitable 
automobile road thence from these properties at forks of the Gila river to the 
tila cliff dwellings area. This fact is emphasized by an editorial in the Silver 
City (N. Mex.) Daily Press of June 4, 1957 which states as follows, with un- 
derscoring mine: 

“Both fishing and hunting in the wilderness will be made easier when a bet- 
ter road is finished to the Gila Cliff Dwellings National Mounment. This is 
rather a deceptive promise, however, as improvement beyond the fork is not 
practicable. 

“However, this 7-mile stretch is mostly in the riverbed and not too bad 
except during and just after heavy rainfall. This intractable segment will 
alivays be a needed buffer to the wilderness areas that will still require pack- 
ing to reach. 

“The county highway department is moving its equipment to iron out the 
14 miles from the Sapillo to the confluence just mentioned. More permanent 
and expensive work will have to be done by the State highway department, if 
the national monument and primitive area about it is to be made accessible 
to sportsmen.” 

Most of those who presently travel beyond the Gila Hot Springs are fisher- 
men and hunters equipped with suitably geared vehicles such as pickup trucks 
or jeeps. Thus, figures indicating visitors to the Gila cliff dwellings are often 
incidental to hunting and fishing trips. 

Some feel that the Government should construct a very good road for tourist 
travel via Copperas merely to Gila Hot Springs, from whence any persons desir- 
ing to visit the Gila cliff dwellings could hire “Doc Campbell who is suitably 
equipped to transport them further as several crossings of the river must be 
made en route. This means of visiting the Gila cliff dwellings would be expen- 
sive and inconvenient while few could thus go at a time. 

But since this plan would not accomplish the primary objective of facilitat- 
Ing easy travel by the general public (tourists, ete.) entirely to the Gila Cliff 
Dwellings National Monument, therefore the Government should not feel obli- 
gated (or be obligated) to furnish funds to provide an excellent road merely 
to reach the Gila Hot Springs properties. 

Thus the Copperas Canyon road via Gila Hot Springs is not only imprac- 
ticable and costly due to terrain encountered, as it does not reach the Gila 
eliff dwellings via the 21-section corrider as intended; but it would only benefit 
a few owners of campsites and properties in the vicinity of Gila Hot Springs. 

At present these entire properties might possibly be acquired through pur- 
chase or exchange for less outlay of funds than for construction of road thereto, 
as many of these owners are wealthy or influential persons who have aided 
in other good causes and thus if properly approached they might feel generously 
inclined toward benefiting and preserving the wilderness in its natural state. 

However, if an excellent road were constructed thereto, it doubtless would 
enhance the value of these properties so greatly as to make such acquriement 
prohibitive thereafter. 

Since the true purpose is construction of a suitable road to facilitate public 
travel to Gila Cliff Dwellings National Monument: a better, more feasible 
access route thereto would be from Diamond Creek on the Beaverhead Road 
(61) via the Cron ranch (to which automobiles now travel). 

Much of the area west of the Cron ranch to the Gila cliff dwellings is 
rather level open grass prairie type, with occasional scattered small timber 
growth, over which an excellent road could be most economically constructed, 
while the corridor for this road would extend only approximately 8 miles into 
the wilderness area. This prairie vegetative type extends toward the north 
boundary of the wilderness area and is the only area of this vanishing prairie 
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type presently included in any wilderness area. It is therefore hoped that it 
will thus be forever preserved in its natural state, since this type area was 
at one time in jeopardy of being eliminated from the wilderness area by some 
who had erroneously considered it a nonwilderness type. 

This route from Silver City would entail traveling greater distance (nearly 
90 miles) via Mimbres and Cron ranch to Gila cliff dwellings, yet travel 
would in fact be easier on this more traveled and better kept road by com- 
parison with the rough and sometimes dangerous 45 miles via Pinos Altos- 
Copperas route. (For example, those at Laney’s ranch at mouth of Copperas 
invariably travel to Silver City via the Mimbres (48 miles) rather than the 
24 miles over the mountainous Pinos Altos route. ) 

If road construction should ever permit tourist travel via Copperas to Gila 
cliff dwellings, the public would then immediately demand that the road be 
continued thence the few miles eastward to the Cron ranch road so as to 
form a loop and eliminate backtracking to Silver City from whence they had 
started. 

Should it be deemed advisable for the Government to build an excellent road 
for use of the general public to reach the Gila Cliff Dwellings National Monu- 
ment, a thorough study and survey should first be made to determine the 
best route. Before expending any great sum of money for road construction 
therein, a check survey should be made by qualified and unbiased road- 
construction engineers, plus an ecological appraisal by scientists as to the 
effects on natural values. 

The route via Cron ranch should be thus considered as possibly the most 
feasible, for economical construction of road, requiring the shortest corridor 
into the wilderness area, and having the least deletorious effect on natural 
values therein. 

With the pressures of increasing population and limited land frontiers, all 
wilderness areas (and other natural areas Set aside) will be ever more difficult 
to protect. These areas are in the same general position as the Indians with 
whom our Government has made over 200 treaties while pressures by selfish 
interests have succeeded in breaking them all. 

I hope the Gila wilderness area can continue to be protected and preserved in 
its natural state, since such natural areas will be of increasing value and im- 
portance in future. 

Respectfully yours, 


BYRON MILLER. 


[Editorial from Silver City (N. Mex.) Daily Press, Today's Comment, June 4, 1957] 


NUMBER OF VISITORS TO GILA WILDERNESS GIVES EVIDENCE OF INCREASING AS 
ACCESS TO IT IS PROVIDED 


The upper Gila and tributaries enjoyed a big play over the weekend. There 
were fishermen camped up and down the various streams, some with quite 
elaborate equipment, including tents. 

Heavy showers on the upper reaches didn’t help, as much of the water was 
cloudy. While there was no real flooding, the river was higher than usual at 
this time of the year. Days are warm, nights continue cold, and vegetation 
is backward. This has helped to hold up the runoff—fortunate, because there 
is little snow storage. There is no snow storage in the high country. 

The State game and fish department planted thousands of catchable-size trout 
and the Isaac Waltonites are losing no time pulling them out. This is facili- 
tated for the reason that the rough fish below the Gila Hot Springs were poi- 
soned. Fishing in the higher elevations is always good because the suckers and 
Gila trout don’t flourish in the colder waters. Not many sportsmen have the 
time and means to pack over the wilderness trails. Both fishing and hunting 
in the wilderness will be made easier when a better road is finished to the Gila 
Cliff Dwellings National Monument. This is rather a deceptive promise, how- 
ever, as improvement beyond the fork is not practicable. 

However, this 7-mile stretch is mostly in the riverbed and not too bad except 
during and just after heavy rainfall. This intractable segment will always be 
a needed buffer to the wilderness areas that will still require packing to reach. 

The county highway department is moving its equipment to iron out the 14 
miles from the Sapillo to the confluence just mentioned. More permanent and 
expensive work will have to be done by the State highway department, if the 
national monument and primitive area about it is to be made accessible to sports- 
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men. Failure to harvest deer could be—under adverse winter conditions—a 
major setback to game propagation and conservation in this favorable section. 

Publicity given the wilderness has been and continues to be a factor in at- 
tracting visitors to Silver City’s tourist mecca. 


REYNOLDS GALLERY, 
Taos, N. Mex., December 5, 1957. 
Hon. ALBERT GORE, 
Chairman, Senate Public Works Subcommittee on Public Roads, 
Albuquerque, N. Mea. 

My Deak Sir: I am advised by our local newspaper, El Crepusculo, that pub- 
lic hearings will be held in Albuquerque, Monday, December 9, having to do with 
public lands, roads, and trails in the State of New Mexico. Being unable to at- 
tend this meeting I am making my views known by the medium of this letter. 

If the discussions referred to above pertain only to roads and trails outside 
of Taos then I have no comments to make. However, if the said discussions deal 
in any way with the relocation of Highway No. 64 or State No. 3 within the town 
limits, then I offer the following observations : 

1. There are at least two schools of thought on this proposition: (a) those who 
think the town would be ruined by a relocation perhaps a mile from town, (0b) 
those who think the tow would be benefited by such a relocation, (c) and finally, 
there are some who advocate widening and improving the Santa Fe Road and 
North Pueblo Road to accommodate the ever-increasing traffic. The writer sub- 
scribes to proposition (0) as first choice and proposition (c) as second choice. 

On September 11, 1956, the writer and several other Taosenos submitted peti- 
tions to the State highway commission, such petitions containing over 150 names 
and praying that no bypass or other relocation of highways be accomplished 
in the town limits. A meeting of this group was held with the highway com- 
mission members on September 27, 1956 and if you are interested I’m sure a 
transcript of the meeting could be furnished by Mr. Lavender, secretary of the 
commission. 

2. Regardless of benefits, real or imagined, no one wants a newly located 
highway adjacent to or near their home. I know the west siders do not want 
one and certainly those of us on the east side do not want it. 

3. I still feel as I always have; that the town would be benefited most by a 
relocation one-half to 1 mile away from the nearest town boundary. However, 
if it must be in town, then I advocate as stated above, widening of Santa Fe 
Road and North Pueblo Road with four-way electric stop and go signals at in- 
tersection of No. 3 and the eastbound plaza street. 

Respectfully yours, 


CHAS. H. REYNOLDS. 


CHAMBER OF COMMERCE, 


Snowflake, Ariz., December 3, 1957. 
Senator ALBERT GORE, 


Chairman, Senate Committee on Public Works, 
United States Courthouse, Albuquerque, N. Mec. 


Deak Senator Gore: The highway from Heber, Ariz., to Snowflake, Ariz., 
carries practically all of the traffic that goes into Holbrook, Ariz. This high- 
way is 32 miles long; 16 miles of which is now within the forest boundary of 
the Sitgreaves National Forest. 





FEDERAL HIGHWAYS AND FOREST ROADS 129 


on 


The road from Heber to Holbrook has been designated as “F. H. 12 Highway”; 
however, all commercial traffic of logs and lumber does not travel this road. We 
have conferred with the leading citizens of Holbrook, and they will support us in 
requesting that the highway from Heber to Snowflakes be given a number, and 
that future development of roads should take place on this 32-mile stretch of 
road. All of the lumber and logs out in the Heber and Chevalon area by the 
Southwest Lumber Mills and L. D. Porter Lumber Co. travel the Heber to Snow- 
flake road. The Bureau has already improved 8 miles of the forest road. 

We earnestly request your consideration of taking this road into the forest 
system and allocating funds for its improvement for the following reasons: 

(a) At present it carries all of the traffic from that area. 

(b) A school bus with 33 students travels this highway night and morning, 5 
days a week, and must pass the large logging trucks several times in transit. 
The narrow road is a real safety hazard. 

(c) The Southwest Lumber Mills are moving along with their plans for a 
paper mill near Snowflake, and this road will be used even more in the future 
than in the past. The proposed mill will employ between 500 and 800 men, and 
will increase the traffic over this road appreciably. 

(d) Mining programs are developing near Heber, and the bulk of their product 
will be transported over this highway. 


(e) The recreation development near Heber needs this outlet to connect with 
U. 8. Highways 66 and 60. 

(f) This is the closest and least expensive road to build of any proposed 
highway. 

(g) The road from Heber to Snowflake does not have any serious terrain 
problems to overcome. 

We will appreciate very much your favorable consideration of giving this 


road a Federal number, and a consideration for its improvement in the near 
future. 


Very sincerely, 
H. A. HENDRICKSON. 


THE Boarp or Supervisors, GILA CoUNTY, GLOBE, ARIZ. : 


The undersigned owners of property and taxpayers in Gila County, Ariz., and 
residing at the addresses set forth after their respective names, do hereby peti- 
tion for the establishment of a road from the Bush Highway to the present exist- 
ing county road leading west from Young, Ariz., in accordance with the map 
attached hereto which shows the approximate location for such a road. It is 
understood that an engineering survey may reveal a more favorable detailed 
location. 

The establishment of this road is proposed for the following purposes: 

(1) To furnish better forest-like protection in the area through which the 
road would be located. 

(2) To provide a more all-weather, all-season road in and out of Young, Ariz., 
than is now available. 

(3) To reduce the travel distance between Young and Phoenix by approxi- 
mately 50 miles. 

(4) To open up a large and new recreation area to residents of the Salt 
River Valley. 

(5) To make the hospital and medical facilities of Phoenix and vicinity more 
readily accessible to the residents of Young. 
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Name 


a 


Address 





Deuzil and Est. De Mosley-_---- 
Clareace and Louise Ferguson __- 
Young and Scholler 
Ray H. Hogkland- 

H. H. Allen___---- 
Fred Hilliard 

Albert F. Cline__-- 
Beulah R. McKenzie-_-- 
J. K. Allen_- 

Dora B. Allen_ 

Helen Turner ____--. 
Stanley C. Turner--- 
Elvis L. Clock 

Edwin Hawlett 

Agnes Hawlett- - -- 
Homer Hought_-_--- 
Bettye Jo Hought--- 
William Hargett 
Margaret Hargett ---. 
Earnest H. Lallant 
Cleora Lallant_- 

John P. Kelley -- 
Emma L. Kelley_- 
Carl Thureo__-_ 

Henry P. Brewer_- 
Lorena M. Brewer 
Bob Leturno_- 

C. A. Haught--- 
Wilma R. Haught--- 
Chester A. Cochran, Jr_- 
Lilla Beli Haught - -- 
Samuel A. Haught---- 
Francis A. Cline 

Fern Cline___- 

Harvey McKee 

John K, Mowr--._- 

D. C. Sperps----- 

M. L. Turner--- 

Eva Turner. -- 

Alfred C. Haught -- 
Susie Moe Haught- - -- 
Melvin Stockman. 
Tyree, Trobaugh 


John Seeley ----- ‘ 
T. I. Hansen_- 


Ear] G. Stephens. 

Ester Manurel......-...-.-.--- 
Arthur Maurel_. 

William Byas__- 

Phileta Cochran... - 


Jame O. Sigler_------ 


Ss 
-@0..... 


| Young, 


io, 
-do__. 


MD cosine 


Young, : 


Cherry ‘Creek, Young, Ariz_. 


SI sstae 
gan... 
.do- 


Young, 


«igi@ 2 


.do 


Young-Globe, Ariz- 
Young, Ariz_.... 


ARIZONA STATE HIGHWAY DEPPARTMENT, PHOENIX, ARIZ. : 


The undersigned owners of property and taxpayers in Gila County, Ariz., 
and residing at the addresses set forth after their respective names, do hereby 
petition for the establishment of a road from the Bush Highway to the present 
existing county road leading west from Young, Ariz., in accordance with the 
map attached hereto which shows the approximate location for such road. It 
is understood that an engineering survey may reveal a more favorable detailed 


location. 


ot 
| Property owned 
ff 


Residence. 


| Store and land. 


Ranch. 
General store. 
Residence. 

Do. 

Do. 

Do. 


| Dairyman. 


Housewife. 
Do. 

Residence. 
Do. 
Do. 
Do. 


| Acreage and residence. 


Do. 
Residence. 
Do. 
Residence and acreage. 
Do. 
Do. 
Do. 
Property (real estate). 
Cafe and motel. 
Antler Cafe. 


Ranch. 
Do. 


Do. 
Do. 
Butane business. 
Do. 
Residence. 
Ranch. 
Valley View Motel. 
Homestead. 
Do. 
Rancher, 520 acres. 
Ranch woman. 
Mines. 
Mail route and residence 
and acreage. 

Rancher. 
President, 
bestos. 

Rancher. 


Arizona As- 


Acreage and residence. 
Residence. 
Postmaster, 
and office. 
Resident, 


residence 


The establishment of this road is proposed for the following purposes: 
(1) To furnish better forest-fire protection in the area through which the 


road would be located. 


(2) To provide a more all-weather, all-season road in and out of Young, Ariz., 


than is now available. 


(3) To reduce the travel distance between Young and Phoenix by approxi- 


mately 50 miles. 


(4) To open up a large and new recreation area to residents of the Salt River 


Valley. 
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(5) To make the hospital and medical facilities of Phoenix and vicinity more 
readily accessible to the residents of Young. 


Name: Property owned 
David 3: Mieivenwau i ool eT se. 16214 acres in Young. 
Hawardsisrewhu sen lt SiC ee ee 22 acres in Young. 
Wey WhlmeeR eo as Be Ue Be Et OW Ranch. 
a ies a OW Cattle Co. 
Pramk: @nett. Jo. iit ote Lak et. Do. 
Mati Gee bt Nk EE es Flying W Cattle Ranch. 





RESOLUTION 


Whereas the San Francisco Peaks and the city of Flagstaff are geographically 
in the same area, each complementing the other in close relationship; and 

Whereas the San Francisco Peaks have long been of inestimable economic value 
to the city of Flagstaff and Coconino County in their production of wild game, 
timber, and water; and 

Whereas the San Francisco Peaks being the highest mountains in the State 
of Arizona have long been recognized as points of special historical interest in 
the Southwest and a nationally recognized landmark ; and 

Whereas the San Francisco Peaks have added enormously to the economy of 
the State of Arizona as a recreational area for hundreds of thousands of visitors 
who come each year to enjoy the pleasures of camping, picnicking, and hiking 
in its forests in summer months and its hunting, ski and sled runs, and allied 
sports in winter; and 

Whereas the Coconino National Forest has of necessity maintained certain 
access roads, trails, and fire roads for their use and protection, there has never 
been a road over or through the peaks area capable of accommodating the 
scenic desires of the general public; and 

Whereas for more than two decades it has been the feeling of many residents 
of Flagstaff and Coconino County that a safe all-weather thoroughfare through 
and over portions of the peaks area would add still further to the economy of 
the city, county, and the entire State of Arizona by opening and making the 
area easily accessible to increasing numbers of visitors, tourists, and residents 
of the city, county and State ; and 

Whereas it has been determined to the satisfaction of city and county authori- 
ties and the directorate of the Flagstaff Chamber of Commerce, that such route 
could be realized by using portions, or segments, of existing roads and trails 
with new interconnecting roads and having the entire route designated a part 
of the forest-highway system of Arizona: Now, therefore, be {t 

Resolved, That the Arizona highway engineer be implored to institute action to 
secure the addition of the proposed San Francisco Peaks Road, as shown on 
the attached map, to the forest-highway system of Arizona; and be it further 

Resolved, That copies of this resolution be sent to the following : 
William E. Willey, State engineer, Arizona Highway Department, Phoenix, 

Ariz. 
Fred M. Kennedy, regional forester, United States Forest Service, 510 Second 

Street NW., Albuquerque, N, Mex. 
Baird M. French, director, Bureau of Public Roads, 137 North Second Avenue, 

Phoenix, Ariz. 
Frank Christensen, highway commissioner, Flagstaff, Ariz. 

Signed this the 13th day of June 1957. 

W. D. BENNETT, 


Chairman, Roads and Highway Committee of Flagstaff Chamber of 
Commerce. 


Attest : 
Hoe JACKSON, Secretary. 
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RANCHO DE LA CANADA, 
PENA Branca, N. Mex., November 16, 1957. 

My Dear SENATOR CHAVEZ: As I will be absent in the East at the time your 
subcommittee of the Senate Public Works Committee holds its hearings in Albu- 
querque, I would like to present these views for your consideration. 

I understand that your hearings will consider both national-forest access roads 
and roads into Indian pueblos. 

There are several such roads, all originating at the end of the pavement of 
State Highway No. 22 in Pena Blanca. Two of them run through my property, 
which is 12 miles from Pena Blanca. 

These roads were originally built by the Forest Service, for access to the 
Jemez Mountains part of the Santa Fe National Forest. Some of them were 
later improved by the Civilian Conservation Corps. 

The value of these roads to the State has proved to be far greater than their 
primary ones of giving access to timber and facilitating fire fighting. 

They have (1) given access to extensive deposits of pumice; (2) made prac- 
ticable the operation of a ranch such as mine, which ships apples from here all 
over America; (3) made forest grazing and firewood resources available to the 
nearby villages and pueblos; (4) made accessible new areas of great attractive- 
ness to tourists; and (5) opened up to the nearby city people wonderful oppor- 
tunities for recreational activities, including weekend cabins, hunting, and fishing. 

The full potentialities of these roads, however, cannot be developed due to the 
inadequate funds which the Forest Service has for their maintenance. On all of 
them the creek-crossing bridges which were originally constructed have had to 
be abandoned, and the result is that they often become impassable. On all of 
them there is inadequate provision for drainage in heavy runoffs, and the result 
is virtual destruction of sections of the original roadbeds. And there is never 
enough ordinary maintenance—not over once in 6 months—to preserve their 
surface. 

Sincerely yours, 


JAMES W. YOUNG. 


STATEMENT OF Murray E. Morcan, COMMISSIONER OF Pusric LANDS, STATE OF 
New Mexico, Santa Fr, N. Mex. 


I am Murray E. Morgan, commissioner of public lands for the State of New 
Mexico, and as such I am trustee, landlord, and business manager of almost 13 
million acres of State-owned land. It is my duty in this capacity to lease these 
lands for all purposes, such as grazing, business, minerals, logging, and so forth, 
with a view to obtaining the greatest amount of revenue to operate various State 
agencies. Inasmuch as these lands are scattered throughout the State there 
are very few instance in which better roads would not be of great value to this 
trust. This applies accordingly to the building of roads in the national forests, 
which I understand is the primary subject of this hearing. I understand that 
the primary consideration in the building of these roads is for use in administer- 
ing the national forests. I also understand that considerable weight is given to 
the incidental benefits derived from such roads. Although at first glance it would 
appear that my sole interest would be in the incidental benefits to be derived from 
these roads, such is not the case. I am directly interested in the benefits con- 
ferred upon the national forests, for the reason that there are approximately 
70,000 acres of trust lands within the national forests in New Mexico. 

These lands are being administered by the Forest Service and the revenue 
derived therefrom is credited to the trust. This means that logging and ac- 
cess roads in the national forests, such as were proposed at the hearing in 
the Gila, Pecos, White Mountain, and other areas will increase the income to 
the State of New Mexico. I wholeheartedly endorse these projects and urge 
that they be carried out to the greatest extent possible within the monetary 
limitations. 

In the matter of acquiring and allotting funds for national-forest roads, I 
feel that the 100- to 150-year proposed program is unrealistic and is an example 
of an instance where the party holding the pursestrings, heing the Bureau of 
the Budget, in effect, administers the forests. It goes without saying that that 
agency is in no position to say what is needed in the way of forest administra- 
tion. It should also be borne in mind that timber and the general economy 
are items of defense and could, in some instances, be classified as defense expendi- 
tures, waste of timber being waste of war materials. 


' 





FEDERAL HIGHWAYS AND FOREST ROADS 133 


Further, it might well be that the general economy of the Nation would be 
more important in the international struggle for supremacy than the military 
machine of either camp, both of the latter having progressed to the point of 
prohibitive warfare. More money should be allotted for bolstering the internal 
economy. Assuming, however, no more funds are made available than allowed 
by the Bureau of the Budget and that we will have to live with the 150-year 
program, I am fully in accord that in allotting the funds more consideration 
should be given to area as opposed to value, at least for the present, as better 
roads to market would increase standing timber values in the Southwest. 

By law I am also a member of the recently created State Forestry Com- 
mission, whose job it will be to take over fire prevention and suppression 
activities in forest areas heretofore handled by the United States Forest Service, 
and certainly additional roads would be of benefit to that department. 

In short, I urge more money for forest roads and a system of distribution 
of available funds therefor on a basis more equitable to the southwestern forest 
areas. 

On the question of interstate highways, due to the scattered nature of the 
lands under my jurisdiction I have received considerable unfavorable comment 
and criticism from my various lessees concerning limited access, especially 
in the absence of parallel unlimited access-road facilities. The relaxing of 
the originial limited-access restrictions by the Bureau of Public Roads has 
helped some, but there is still considerable dissatisfaction. It works this way: 
Our heretofore unlimited access roads are being converted into limited-access 
roads, which not only dislocates existing businesses and sometimes small towns, 
but disaccommodates ranchers, farmers, and miners, who must build roads sev- 
eral miles to an interchange at their own expense. The situation differs from 
the turnpikes in the East, because there the parallel unlimited-access roads are 
left intact, whereas here they no longer exist. The lessees feel that a road 
which they cannot use is of no value to them and consequently do not feel 
obliged to expend State money to construct them. An additional objection made 
by our grazing lessees is that ranches are spit in two, necessitating drilling of 
additional stock-watering wells or suffering the cattle to walk miles to water, 
thereby preventing them from fattening. I urge that the limited-access re- 
strictions at least be relaxed considerably where parallel unlimited-access-road 
facilities are not available. 

Thank you for this opportunity to express my views on road matters. 


SENATE SUBCOMMITTEE ON ROADS FOR 
SENATE COMMITTEE ON PUBLIC WORKS, 
Senate Office Building, Washington, D. C. 


(Attention of Senator Gore.) 


GENTLEMEN: On behalf of the Board of Trustees of the Village of Deming 
and the board of directors of the Deming Chamber of Commerce, we would like 
to file a formal protest with your committee against Highway 70-80 bypassing 
Deming. 

We fell that we have a highway through Deming which is capable of carrying 
the traffic for a number of years to come. This divided road was completed a 
little more than 3 years ago, and as a result several million dollars has been 
invested in businesses catering to the traveling public. We feel that a new road 
which does not come through our community would both inconvenience the 
traveler and would be a fatal blow to our economy. 

It is our opinion that Deming and all of New Mexico has something to offer 
which is of interest to the tourist and that the tourist is interested in seeing 
what we have to offer. If we are shut off from the highway and the tourist 
cannot see the community we are in no position to serve him. 

In New Mexico where the great distance between towns exists, where the com- 
munities have good divided highways through their towns at the present time, 
and where the communities serve a definite need of the traveling public, it is 
not in the best interest of all concerned to build bypass, limited access roads, 
which will ruin the economy of the towns, cost tremendous amounts of money, 
and be of limited value. 

We earnestly urge that your committee fully explore the effects of the bypass, 
limited access road on our communities before you permit them to be constructed. 

Respectfully yours, 


H. STanitey DENNIS, 
Chairman, Highway Committee, Deming Chamber of Commerce. 
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NEW Mexico SERVICE STATION ASSOCIATION, 
Albuquerque, N. Mex., December 9, 1957. 
SUBCOMMITTEE ON PUBLIC ROaDs, 
United States Courthouse, Albuquerque, N. Mez. 
(Attention of Senator Albert Gore, chairman. ) 


GENTLEMEN: The lack of adequate roads into our national forests in New 
Mexico has been a serious handicap to development of the State because so much 
of our State is covered by national forest. The condition of roads into some of 
our attractive areas in the forest is so bad many of our service-station operators 
hesitate to direct tourists to the attractions. 

The short 6-mile forest road that leads from New Mexico 44 to the Sandia 
crest northeast of Albuquerque is so bad during the summer traffic that con- 
servative estimates indicate its 100,000 cars a year will jump to 300,000 when it 
is surfaced. Such improvement is not an expense but a sound business invest- 
ment. 

It is hoped that the committee will look with favor upon an investment in ade- 
quate road and trail improvement within our national forest. These roads have 
been neglected since 1942 because of the war and its aftermath of foreign aid 
and other heavy expenses. Due to such neglect, many of our beautiful forest 
roads and horse or foot trails have fallen into a very sad condition, with most 
of even the directional signs gone or unreadable. 

Respectfully submitted. 

DUNCAN SIMMONS, Manager. 


NEW MExtco STATE HIGHWAY COMMISSION, 
STATE HIGHWAY DEPARTMENT. 
Santa Fe, N. Mex., November 29, 1957. 
Hon. DENNIS CHAVEZ, 
United States Senator, United States Courthouse, Albuquerque, N. Mex. 


Dear SENATOR CHAVEZ: With reference to the public hearing on forest high- 
ways, roads, trails, and other highway matters to be held in Albuquerque, N. 
Mex., on December 9, 1957, I am enclosing a report, which was prepared in this 
office, concerning the allocation of all Federal aid funds to the State of New 
Mexico. 

I plan to attend this meeting if at all possible. 

Sincerely yours, 
L. D. WILSON, 
Chief Highway Engineer. 


Regular Federal-aid funds 


Fiscal year Primary Secondary Urban Interstate | Totel 








$6, 242, 759 $4, 293, 485 $718, 493 $24, 242, 695 | $35, 497, 43% 

6, 063, 490 | 4,170, 829 | 701, 472 20, 639, 872 31, 575, 66 

5, 142, 251 3, 532, 692 | 569, 192 2, O85 11, 329, 8 

891, 690 | 357 | 103, 158 12, 141 13, 749, ¢ 

5, 133, 654 3, 526, 748 567, 747 2, 081 11, 309, 

4, 002, 794 2, 749, 864 | 442, 682 407, 405 7, 602, 74! 

4, 003, 539 749,711 | 440, 412 407, 468 7, 601, 130 

3, 618, 689 5,056 | 397, 303 |....-- | 6, 501, 

3, 646, 852 2, 504, 443 , 399 |_- 6, 551, 6 

3, 231, 155 , 236, 700 : 5, 696, 4: 

3, 234, 379 | , 238, 846 , 56 t 5, 701, 7 
None 0 ; Ps a4 . 

3, 587, 749 3,615 | 53, 963 6, 325, 3: 

3, 644, 292 | 2, 522, 486 57, 26 6, 424, 05 

3, 636, 969 , 517, 619 257, 26 6, 411, 
None | se haos <a - f 

3, 636, 969 , 517, 619 57, 26 6, 411, 


Total_._--- ‘ 59, 717, 231 | 41, 143, 070 168, 689, 915 
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Other miscellaneous funds 


Atomic : 
Forest Federal Access Energy | Emergency ee 
projects ! lands defense Commis- | flood relief - Satan 
4 tion 
| sion 
| 
ean : eoeneiciaerio nsihciannd a ‘ ae 
| 
1959... | $1,145, 486 | 
1958... | | = | $400, 000 
1957 __. | 901, 637 $150,000 | $322, 500 $122, 527 | $19, 514 : 
1956__- | ; 
1955... nat 913, 427 DTW) BGO Neccccanavs 
1954_- 52, 202 
1953... . 136, 680 
Si ehitnetiehednnnadgeddue-nn asnliuinet ideas 504, 758 
1951 279, 267 
Total. ‘ 2, 960, 550 329, 175 1, 295, 407 122, 527 19, 514 400, 000 


! Thisis the total amounts shown in our records. 


20738—58——10 
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WEDNESDAY, DECEMBER 11, 1957 


CoMMITTEE ON Pustic Works, 
Unrrtep States SENATE, 
SUBCOMMITTEE ON PusBiio Roaps, 
Portland, Oreg. 

Present: Senator Albert Gore, presiding and Senator Richard L. 
Neuberger. 

Also present: Mr. Theo W. Sneed, chief clerk of the subcommittee ; 
and Mr. Robert Wolf, special consultant to the subcommittee. 

The hearing convened at 9 a. m. in the auditorium. Interior De- 
partment Building, Senator Albert Gore presiding. 

Senator Gore. The committee will come to order. At the request 
of Senator Neuberger, the committee will first hear testimony with 
respect to the interstate bridge. I might say, by way of preliminary 
remarks, that I am very happy to be in the Pacific Northwest, par- 
ticularly in the State of Oregon. Senator Neuberger and I sit together 
on the Public Works Committee, have adjoining chairs on the Senate 
floor, and have the closest of personal relationship, which is a source 
of great benefit and joy to me. I am very happy to come to Oregon 
and sit with him in this hearing on the highway problems of the 
Northwest. 

I am sorry that official business has taken Senator Morse out of the 
State. I had discussed with him the committee hearing here and he 
was very interested in it, but duty has taken him elsewhere. 

Senator Neuberger, would you like to make some preliminary re- 
marks or introduce any witnesses on this question ? 

Senator Nreupercer. Mr. Chairman, I first want to state for the 
record my great appreciation to you for coming out here during the 
Christmas season to consider these problems that are so important 
to us here in Oregon and the Northwest. I am particularly grateful 
to you right at the moment, not only for your personal fr iendship, 
which I value very highly, but because you have been willing to start 
our hearing early for the particular purpose of discussing and build- 
ing a record on the question of tolls on the interstate bridge across 
the Columbia River on U. S. Highway No. 99. 

As you know, Mr. Chairman, U. S. Highway No. 99 is part of the 
Interstate System of roads which is to be expanded so greatly because 
of the bill which you sponsored in the United States Congress. I think 
most of us in the State of Oregon and in the State of Washington feel 
it would be very adverse from the standpoint of the road “network 
which you have contemplated if the principal bridge on U.S. Highway 
No. 99 across the principal river of the West were to be loc ‘ked by a 
toll gate, and I think the testimony which we will have this morning 
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from the Highway Commissions of Oregon and Washington will be 
particularly ‘important for the purpose ‘of est: ablishing a record for 
our colleagues on the committee. In addition, we are to have public- 
spirited citizens who have a further interest as public officials or as 
ordinary rank-and-file residents, but I think it is important we get 
on, Mr. Chariman, and I believe Mr. Sneed and Mr. Wolf have our 
witness list. 

Senator Gore. The staff of the committee has prepared a list of 
witnesses, and unless there is some reason why we should vary from it 
I will call the witnesses seriatim as they : appear on the list. 

The first name on the list is Mr. H. L. Schumacher, mayor, city of 
Vancouver, Wash. Mr. Mayor, the committee will be pleased to hear 
you. 


STATEMENT OF JAMES NEAL, CITY MANAGER, CITY OF 
VANCOUVER 


INTERSTATE 





BRIDGE 


Mr. Neau. Senator Gore, I wish to apologize, the mayor couldn't 
make it. I am Jim Neal, the city manager of Vancouver, and he sent 
me in his absence. 

Senator Gore. Mr. Neal will give the statement on behalf of the 
mayor. 

Mr. Neat. As I say, I apologize for the mayor’s absence this morn- 
ing. He couldn’t make it. He has asked me to present the statement, 
as I say, as city manager. 

Senator Gore. Before we proceed, if you will pardon me, I notice, 
Senator Neuberger, that this list is much longer than I had antici- 
pated; 29 people are to appear. So—this is not directed to you par- 
ticularly—before we start I think it should be made clear that we must 
cooperate, else we will not be able to finish, so, if witnesses will re- 
examine their statements and try to give us a summary, it will be 
possible to hear everyone. 

Mr. Neat. Very well, I will leave out the latter part of mine and 
try to keep our verbiage down. ; 

I have a resolution, Senator, passed by our City Council of Van- 
couver. Copies of the resolution were sent to some 30 organizations 
and we have received replies in writing from almost that many, just 
concurring with the resolution, and among those who concur with it 
and have given us a reply in writing—may I read their names or shall 
I just give you acopy ? 

Senator Gore. Well, we will have their names printed in the record. 

Mr. Near. All right. I have sent copies of this to Senator Neu- 
berger. 

Now, as to the resolution itself, it states that U. S. Highway No. 99, 
which is the path of the interstate bridge, is an interregional as well 
as a metropolitan area bridge, and it states 





It was an historical accident that the bonds for the Portland-Vancouver inter- 
state bridges were sold, the contracts let and preliminary engineering phases 
of construction begun within a matter of 3 months prior to June 29, 1956, when 
the President signed the Federal-Aid Highway and Highway Revenue Acts 
of 1956. 
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Senator Gore. I am not too familiar with this; I just don’t under- 
stand why bonds were sold when the bill was pending in the Congress. 
Can you explain why that was done ? 

Mr. Neax. No; I cannot. However, we have our highway depart- 
ment people here who can explain exactly why that happened. I am 
relating that as an actual happening. Mr. Bugge, representing our 
highway department, I am sure, of the State of Washington. 

We s say that “no substantial amount of the actual construction work 
on said bridges had taken place at the time of the passage” of the 
1956 act. 

We further state that the brunt of the toll charges at the Portland- 
Vancouver Interstate Bridge would fall on wor kers who must daily 
commute to their jobs, and many workers in Vancouver and Portland 
have moved and do now live on the other side of the Columbia River. 
We state that some 4,000 plus workers in Vancouver—I mean in Port- 
land—actually live in Vancouver and commute daily back and forth. 
We state that Vancouver and Portland businessmen make frequent 
trips, 

And we state further that much of the cost of the bridge is directly 
attributable to the desire of Federal agencies to improve river navi- 
gation by raising the height of the br idges and by providing a hump 
in the bridges. We feel it is not fair to expect commuters, business- 
men, and other residents of Vancouver-Portland metropolitan area to 
bear the cost of improving navigation, which is historically and tradi- 
tionally borne by the Federal Government. 

The collection of tolls would in part be for paying for toll collectors, 
tollhouses, interest on bonds, and administrative overhead. 

Now, we say that the people of Portland and Vancouver have al- 
ready paid off the first interstate bridge by means of tolls over many 
years and were under protection of a contract which ostensibly pro- 
hibited reimposition of tolls for any reason. 

We say that the major reason for the second bridge and the costly 
approaches was to facilitate the flow of regional traffic. 

The following resolution was submitted to the Washington Good 
Roads Association by the southwest Washington delegate, and I 
want to quote here: 


The enlargement of the present toll-free Portland-Vancouver Interstate Bridge, 
now under construction, is a part of the interregional highway system and every 
effort should be made by the Washington State Highway Department to bring it 
under the Federal program of highways, toll free. The planned imposition of 
tolls would place an unjust economic burden upon citizens of the local area 
who would pay an inequitable proportion of the cost of the facility created for 
interregional benefit. 

It is our firm belief that Congress intended all portions of the new 
Federal Interstate Highway System to be free of tolls other than gas 
taxes, although we know that the history of highways appropriations 
by Congress has included some toll roads. : 

Now, in closing we say that it is our belief, it is our reasoning based 
on section 109 of the Federal Highway and Highway Revenue Acts 
of 1956, Public Law 627, approved June 29, 1956, which reads as 
follows: 


Section 109. Declaration of policy with respect to reimbursement for certain 
highways. : 

It is hereby declared to be the intent and policy of the Congress to equitably 
reimburse those States for any portion of a highway which is on the Interstate 
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System, whether toll or free, the construction of which has been completed sub- 
sequent to August 2, 1947, or which is either in actual use or under construc- 
tion by contract, for completion, awarded not later than June 30, 1957, and such 
highway meets the standards required by this title for the Interstate System. 
The time, method, and amounts of such reimbursement shall be determined by 
the Congress following a study which the Secretary of Commerce is hereby 
authorized and directed to conduct, in cooperation with the State highway de- 
partments, and other agencies as may be required, to determine which high- 
ways in the Interstate System measure up to the standards required by this 
title, including all related factors of cost, depreciation * * *. 

Now, Secretary of Commerce Weeks has advised the city of Van- 
couver that this interstate bridge has been included in his study and 
that a recommendation will be made to Congress, possibly to this 
committee. 

Senator Gore. In that connection, you might be interested to know 
that this report is required of the Secretary of Commerce not later 
than January 12. I have already scheduled hearings before the high- 
way subcommittee to begin January 8 to review the entire highway 
program and to compare the Secretary’s recommendation with this 
statement of policy. Congress reconvenes on January 7 and our com- 
mittee begins work the next morning at 10 o’clock. So you can see 
that we are very interested in the whole highway program, and in this 
particular question, and we intend to give it expeditious consideration. 

Mr. Neat. Thank you very much, Senator Gore. You seem very 
sympathetic and we appreciate this opportunity to appear before the 
committee. And, Senator Neuberger, we have sent copies of this to 
your office. Thank you for your help. 

Senator Gore. Senator Neuberger ? 

Senator Nevusercer. I just wanted to add to that, Mr. Chairman, I 
think you may remember that the interstate bridge has been expressly 
included in the reports the Secretary is going to make to the Con- 
gress, at my request when we were in subcommittee meeting. 

Senator Gore. Yes, I recall. 

Senator Neusercer. I also would like to state for the record that in 
the interest of saving our time, Mayor Terry D. Schrunk of the city 
of Portland is not appearing today but he particularly asked me to 
state personally for the record on behalf of himself and his city admin- 
istration that he shares the hopes of others that the interstate bridge 
on U.S. 99 can be kept free of tolls. I just wanted to add that for 
the record. 


(The resolution previously referred to is as follows :) 


CITY OF VANCOUVER, 
Washington, December 9, 1957. 


Hon. RicHarp L. NEUBERGER, 
United States Senator, 
Portland, Oreg. 


My Dear SENATOR NEUBERGER: The following individuals and prominent organ- 


izations have gone on record as approving the ideas stated in the attached reso- 
lution : 


Albert D. Rosellini, Governor of State of Washington 
Robert D. Holmes, Governor of State of Oregon 

Henry M. Jackson, Senator from State of Washington 
Warren G. Magnuson, Senator from State of Washington 
Richard L. Neuberger, Senator from State of Oregon 
Wayne Morse, Senator from State of Oregon 

Don Magnuson, Representative from State of Washington 
Thomas M. Pelly, Representative from State of Washington 
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Russel V. Mack, Representative from State of Washington 
Hal Holmes, Representative from State of Washington 
Thor C. Tollefson, Representative from State of Washington 
Edith Green, Representative from State of Oregon 
Washington State Highway Commission 
Washington Toll Bridge Authority 
Oregon State Highway Commission 
Terry D. Schrunk, mayor of city of Portland 
City Council of City of Portland 
Multnomah Board of County Commissioners 
Julia Butler Hansen, chairman, Joint Fact-Finding Committee on Highways, 
Streets, and Bridges 
Bob Jordan, chairman, Multnomah County Democratic Central Committee 
Port of Vancouver 
Aluminum Trades Council 
International Association of Machinists, Lodge No. 1374 
Office Employees International Union, Local No. 68 
Central Labor Council of Clark, Skamania and West Klickitat Counties 
City of Ridgefield, Washington 
Sincerely, 
H. L. ScHUMACHER, Mayor, City of Vancouver. 


PETITION OF THE CITY COUNCIL OF VANCOUVER, WASH., RELATING TO THE PORTLAND- 
VANCOUVER INTERSTATE BRIDGE 


Whereas United States Highway 99 crosses Washington, Oregon, and Cali- 
fornia extending from Canada to Mexico as a truly iaterstate, interregional, 
and international highway; and 

Whereas United States 99 has been designated as an integral portion of the new 
National System of Interstate and Defense Highways, hereinafter referred to 
as the Interstate Highway System; and 

Whereas there is now no toll road, toll bridge, or other toll charge anywhere 
along this important throughway ; and 

Whereas a toll-bridge charge will be imposed at the time of the completion of 
the Portland-Vancouver Interstate Bridge system unless early action is taken 
by the Federal Government to maintain the free flow of interstate commerce ; and 

Whereas it was an historical accident that the bonds for the Portland-Van- 
couver interstate bridges were sold, the contracts let, and preliminary engineering 
phases of the construction begun within a matter of 3 months prior to June 29, 
1956, when the President signed the Federal Highway and Highway Revenue Acts 
of 1956: and 

Whereas no substantial amount of the actual construction work on said bridges 
had taken place at the time of the passage of said acts by the Congress nor prior 
to signature by the President ; and 

Whereas the brunt of the toll charges at the Portland-Vancouver Interstate 
Bridge would fall on workers who must daily commute to their jobs; and 

Whereas many workers in Vancouver or Portland have moved and do now 
live on the other side of the Columbia River and have made investments in 
their homes on the basis of the existing free bridge ; and 

Whereas the establishment of a toll would force many of these interstate 
workers to sell their homes and move across the river, and 

Whereas Vancouver and Portland businessmen make frequent trips across 
this bridge, and would be burdened by additional costs ef doing business if a 
toll were imposed ; and 

Whereas much of the cost of the bridge is directly attributable to the desire 
of Federal agencies to improve river navigation by raising the height of the 
bridges and by providing a hump in the bridges; and 

Whereas it is manifestly unfair to expect commuters, businessmen, and other 
residents of the Vancouver-Portland metropolitan area to bear this cost of 
improving navigation which is historically and traditionally borne by the 
Federal Government: and 

Whereas the collection of tolls would in part be for paying for toll collectors. 
toll houses, interest on bonds, and administrative overheads; and 

Whereas the neonle of Portland and Vancouver have already paid off the 
first interstate bridge by means of tolls over many years and were under 
protection of a contract which ostensibly prohibited reimposition of tolls for 
any reason: and 
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Whereas the major reason for the second bridge and the costly approaches 
was to facilitate the flow of traffic; and 

Whereas the stopping of traffic to permit payment of tolls would actually 
recreate congested conditions ; and 

Whereas the following resolution was submitted to the Washington Good 
Roads Association by the southwest Washington delegate : 

“The enlargement of the present toll-free Portland-Vancouver Interstate 
sridge, now under construction, is a part of the interregional highway system 
and every effort should be made by the Washington State Highway Department 
to bring it under the Federal program of highways toll free. The planned 
imposition of tolls would place an unjust economic burden upon citizens of 
the local area who would pay an inequitable proportion of the cost of the 
facility created for interregional benefit.” 

Whereas the Federal highway program, will include some new highways 
which had previously been considered for building as toll roads; and 

Whereas it is our firm belief that Congress intended all portions of the 
new Federal Interstate Highway System to be free of tolls other than gas 
taxes ; and 

Whereas this belief is based on section 109 of the Federal Highway and 
Highway Revenue Acts of 1956 (Public Law 627, approved June 29, 1956) 
which reads as follows: 

“Sec. 109. Declaration of policy with respect to reimbursement for certain 
highways. 

“It is hereby declared to be the intent and policy of the Congress to equitably 
reimburse those States for any portion of a highway which is on the Inter- 
state System, whether toll or free, the construction of which has been completed 
subsequent to August 2, 1947, or which is either in actual use or under con- 
struction by contract, for completion, awarded not later than June 30, 1957, and 
such highway meets the standards required by this title for the Interstate 
System. The time, method, and amounts of such reimbursement shall be 
determined by the Congress following a study which the Secretary of Commerce 
is hereby authorized and directed to conduct, in cooperation with the State 
highway departments, and other agencies as may be required, to determine 
which highways in the Interstate System measure up to the standards required 
by this title, including all related factors of cost, depreciation, participation 
of Federal funds, and any other items relevant thereto. A complete report 
of the results of such study shall be submitted to the Congress within 10 days 
subsequent to January 2, 1958. It is also declared to be the policy and intent 
of the Congress to provide funds necessary to make such reimbursements to 
the States as may be determined.” 


Now, therefore, be it resolved by the city of Vancouver, 


I. That the Council of the City of Vancouver does recommend and does respect- 
fully petition the Governors of Washington and Oregon, the respective high- 
way commissions, the members of the congressional delegations of Washington 
and Oregon and the Secretary of Commerce to prepare and cause to be introduced 
legislation clarifying the provisions of the Federal Highway and Highway 
Revenue Acts of 1956 for the purpose of having that portion of the Interstate 
Highway System known as the Portland-Vancouver Interstate Bridge continued 
to be operated as a toll-free bridge, and that the costs of improving navigation 
on the Columbia River and improving the existing highway be borne and paid 
for out of funds provided by the Congress from gas taxes and other revenues 
for the Interstate Highway System. 

II. That copies of this resolution be forwarded to the above-named officials, 
to the mayor and commission of Portland, Oreg., to the commissioners of Clark 
County, Multnomah County, and the respective port districts, and to civic organ- 
izations in the greater Portland-Vancouver metropolitan area. 

Adopted at regular session of the Council of the City of Vancouver, this Sth 
day of October 1957. 

H. L. ScHUMACHER, Mayor. 

Ayes: Councilmen Teter, Shevach, Jensen, Adams, and Schumacher. 

Nays: None. 

Absent : Councilmen Shields, Smith. 

Attest: 

R. G. Lovette, City Clerk. 

Approved as to form : 

WILiraM C. KLEIN. 
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Senator Gore. Thank you. And for the record, I have a letter here 
from the mayor, and it will be included in the record at this point. 

Senator Neusercer. Thank you. 

( The letter referred to is as follows:) 


Ciry OF PORTLAND, OREG., 
December 9, 1957. 
Hon. RoBERT GORE, 
United States Senator, 
Chairman, Senate Subcommittee, Roads and Highways, 
Portland, Oreg. 

Dear Sir: With your permission I request the following statement and enclosed 
resolution be entered into the record of the Senate subcommittee on Roads and 
Highways meeting to be held in Portland, Oreg., December 11, 1957. 

The Council of the City of Portland, on November 13, 1957, adopted Resolu- 
tion No. 27455, proposing that the necessary legislation be enacted clarifying the 
provisions of the Federal Highway and Highway Revenue Acts of 1956, for the 
specific purpose of having that portion of the Interstate Highway System (United 
States Highway 99), known as the Portland-Vancouver Interstate Bridge, con- 
tinue as a toll-free bridge, and that the cost of improving navigation on the 
Columbia River and improving the existing highway, be borne and paid out of 
funds provided by the Congress, from gas taxes and other revenues of the Inter- 
state Highway System. 

I feel strongly that all steps possible should be taken to bring the new interstate 
bridge under the Federal-aid program and make it possible for the bridge to be 
operated on a toll-free basis. The social and economic interests of the Portland- 
Vancouver metropolitan area, as well as the States of Oregon and Washington, 
depend upon the free flow of traffic over the Columbia River. The collection of 
tolls on this new bridge would in effect set up an artificial barrier which would 
have an adverse effect on the cultural and economic development of this area. 
Aside from the purely local aspects of toll situation, it is my understanding 
that this interstate bridge would be the only toll bridge in the entire main inter- 
national highway system from Mexico to Canada. 

I respectfully urge that your committee recommend the necessary steps for 
the passage of legislation which will allow this interstate bridge system to be 
operated as a toll-free facility in the Interstate Highway System. 

Yours truly, 
Terry D. Scuorunk, Mayor. 


RESOLUTION No. 27455 


Whereas pursuant to action by the legislatures of the States of Washington 
and Oregon and subsequent implementation by the highway commissions of 
the two States there presently is under construction a second trans-Columbia 
River Bridge between Multnomah County, Oreg., and Clark County, Wash., 
connecting directly the cities of Portland, Oreg., and Vancouver, Wash., and 
becoming an integral part of United States Highway No. 99, which extends 
from the Mexican border on the south to the Canadian border on the north, and 

Whereas construction of the second bridge, which will become a one-way 
structure with the previously constructed bridge likewise a one-way structure 
in the opposite direction, began shortly before United Siates Public Law 627, 
approved by the President June 29, 1956, became effective, and 

Whereas it has been contemplated that the trans-Columbia bridge above- 
mentioned would be toll bridges for the purpose of financing the new con- 
struction, with the brunt of the toll charges being borne by those traveling 
between Portland, Oreg., and Vancouver, Wash., and 

Whereas it is public policy, as pronounced by section 109 of Public Law 627, 
that States shall be reimbursed for any portion of a highway on the Interstate 
System under certain terms and conditions, and 

Whereas the interstate bridge above-mentioned was begun just before the 
time specified in Public Law 627 to have the same considered thereunder as it 
is presently provided, and 
_ Whereas a toll will be charged unless early action is taken by the Federal 
Government to maintain the free flow of commerce, and 

Whereas the imposition of such a toll would work a direct hardship upon 
residents of Portland, Oreg., or Vancouver, Wash., working in the other com- 
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munity and who presently commute and would probably require such workers 
to bear the additional expense of changing residences, and 

Whereas much of the cost of the new bridge, as well as changes and modi- 
fications in the previously constructed structure, have been caused by the 
desire of Federal agencies to improve river navigation by raising the height 
of the previously constructed bridge, as well as requiring minimum height in 
the new bridge, and 

Whereas the collection of tolls would be an additional expense, slow the flow 
of traffic and in case of extraordinary heavy traffic, create a congestion which 
would greatly impair the utilization of the struc tures, and 

Whereas it is the belief of the city of Portland that Congress intended all 
portions of the new Federal Highway System to be free from tolls, other than 
gas tax, as expressed by section 109 of Public Law 627: now, therefore, be it 

Resolved by the Council of the City of Portland, in regular session 
assembled, That the council does by this resolution recommend and respect- 
fully petition the Governors of Oregon and Washington, the respective highway 
commissions, the Members of the congressional delegations of the States of 
Oregon and Washington, and the Secretary of Commerce, to prepare and cause 
to be introduced legislation clarifying the provisions of the Federal Highway 
and Highway Revenue Acts of 1956 for the specific purpose of having that 
portion of the Interstate Highway System (United States Highway 99), 
known as the Portland-Vancouver Interstate Bridge, continued as a toll-free 
bridge and that the cost of improving navigation on the Columbia River and 
improving the existing highway be borne and paid out of funds provided by 
the Congress from gas taxes and other revenues of the Interstate Highway 
System, and be it further 

Resolved, That certified copies of this resolution be forwarded to the above- 
named officials, to the mayor and council of the city of Vancouver, to the 
commissioners of Clark County. Wash., Multnomah County, Oreg., and the 
port districts of Clark County, Wash., and Multnomah County, Oreg., and to 
civic organizations, particularly the chamber of commerce, in the Portland- 
Vancouver metropolitan areas. 

Adopted by the council November 14, 1957. 

Witt Grrson, 
Auditor of the City of Portland. 
Order of council. 


Senator Gorr. The committee will next call Mr. Charles Reynolds, 
chairman of the Oregon State Highway Commission. 

Mr. Rrrnorps. Senator Gore. we believe that our highway engineer, 
Mr. Williams, and Mr. Bugge from Washington are very well versed 
in this and they can tell you the actual pr ocedure that has gone on, 
and at this time I think that it would be well to obtain that expl: ina- 
tion from Mr. Williams, our State highway engineer. If we could 
get his remarks on the record in that connection, then it gives you a 
full picture as to what the Oregon and Washington Highway Com- 
missions have done and did do in that connection. Could we have 
Mr. Williams present that to you at this time? 

Senator Gorr. The committee would welcome his appearance and 
appreciates your suggestion. And Mr. Bugge of the State Highway 
Commission of W ashington may come to the table at the same time. 
if you would like, Mr. Bugge. 


STATEMENTS OF W. C. WILLIAMS, CHIEF ENGINEER, OREGON 
STATE HIGHWAY COMMISSION; AND W. A. BUGGE, WASHINGTON 
STATE DIRECTOR OF HIGHWAYS 


Mr. Wiiuiams. My name is W. C. Williams: I am chief engineer 
for the Oregon State Highway Commission. This is Mr. Bugge, who 
is the director of highways for the State of Washington. 
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Senator Gorr. And the immediate past president of the National 
State Highway Officials organization. 

Mr. Witu1aMs. I shall be very brief in the saving of time. I merely 
wish to point out that as early as 1940 we had begun investigations 
looking toward the need of a new bridge across the Columbia River 
between Vancouver and Portland. Of course, the war came along and 
those were more or less dropped for the time being, resumed immedi- 
ately after the war, at which time it became apparent that we would 
have to have a new bridge at least by 1960, or it would be very con- 
gested. 

The legislatures of the two States, Oregon and Washington, in 1953 
passed enabling acts permitting the sale of bonds to finance the struc- 
ture. In Washington there was some contest on that and it went back 
to their 1955 legislature and was clarified. 

The Oregon Highway Commission and the Washington Highway 
Commission and the Washington Toll Bridge Authority then pre- 
pared the necessary plans for the bridge, which had to be prepared 
before any bonds could be sold. Those were completed and an invita- 
tion for the sale of bonds was issued early in 1956. 

The bonds were sold on the 27th day of March 1956 and the con- 
tract for the bridge was awarded the same day. 

I heard the question asked why this award was made so soon to the 
passing of the 1956 Federal-Aid Highway Act. For the record I may 
state that we really had no more information in March of 1956 that 
there would be a national road bill than we had the year before or the 
year before that. The plans, however, had all been made long in ad- 
vance, starting in 1953, and at the time of the award of the contract 
on March 27, 1956, we had no information that there would be a na- 
tional road bill at that time. 

When it was passed, then under date of October 2, 1956, the Oregon 
Highway Department, the Washington department, and the Wash- 
ington Toll Bridge Authority jointly petitioned the regional engineer 
of the Bureau of Public Roads to make it a Federal-aid project. 

Senator Gore. You said the bill was passed on October 2. 

Mr. Wru1aMs. We applied under date of October 2; the bill was 
passed on June 29, 1956. 

Senator Neurercer. The bill was passed on June 29, yes. 

Mr. Witt1ams. Under date of October 2, 1956, the two States 
jointly made application to place the bridge on the Interstate System 
and make it toll free. 

Senator Gore. I don’t quite understand, Mr. Williams. Now, you 
said you had no information about the passage or possible passage 
of a Federal highway bill in March 1956, when the committees of 
both Houses of Congress were actively considering the bill and the 
President had made a recommendation on it. The Senate had, the 
year before, already passed a bill. 

I am sure that you have an alert press and radio in Oregon. Surely 
there must have been some advice and public knowledge of the prob- 
ability of the enactment of a Federal-aid highway bill. 

Mr. Witt1aMs. Certainly, Senator, we knew that; we were in very 
close touch with that. Our former State highway engineer made 


many trips to Washington, was very well informed as to what was in 
the mill. 
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Senator Neupercer. He testified before our committee in behalf of 
Senator Gore’s bill. 

Mr. Wiriu1aMs. That is true. 

Senator Neusercer. Could we establish for the record, Mr. Chair- 
man, what approximate dates—and then we can get the exact date— 
did the Gore bill, your bill for the Interstate Highway Act, pass the 
Senate ? 

Mr. Sweep. The first bill, S. 1048, passed the Senate on May 25, 
1955, but was defeated in the House, so at the beginning of 1956 we 
had no bill. 

Senator Gore. You mean there was no act. 

Mr. Sneep. There was no act. 

_ Senator Neusercer. But the Gore bill was still alive; it passed the 
Senate and its passage through the Senate—or did it expire after 
that ¢ 

Mr. Sneep. A similar bill was defeated in the House. 

Senator Neusercer. But it didn’t have to go through the Senate 
again. 

Mr. Sneep. No, sir. 

Senator Neusercer. Let me just get the sequence straight on this. 
Even though it was defeated in the “House, the Gore bill and its pas- 
sage through the Senate were still alive in 1956; isn’t that correct? 

Mr. Sneep. The House committee reported a ‘House bill on July 
21, 1955, which was defeated by the House on July 27, 1955. 

Senator Neunercer. What was the situation in 19567 

Mr. Sneep. The House had defeated the highway bill; so then in 
1956 

Senator Gore. I introduced a new bill early in 1956. 

Mr. Sweep. No, sir. They started working on a House bill early 
in 1956. 

Senator Gore. When did the House pass the bill ? 

Mr. Sneep. It was reported in the House April 
passed the House on April 27, 1956. 

Senator Gore. The House reported the bill April 21, which means 
that the committee must have had hearings during March or 
February. Then when it came to the Senate, you recall that the 
Senate bill, which I had introduced, was substituted for the House 
bill. 

Senator Nreusercer. That is correct. Did the Senate bill which 
you had introduced in 1956—1955 or 1956—which was it that was sub- 
stituted for the House bill / 

Mr. Sneep. The one that passed the Senate in 1955. 

Senator Gorr. The one that passed the Senate in 1955. 

Senator Neupercer. That is what I meant, the one that had orig- 
inally passed the Senate, the original Gore bill, in 1955 was then sub- 
stituted for the House bill, so that bill was still alive, the original 
Gore bill. That isthe point Iam trying to get at. 

Senator Gore. It still is. 

Senator Neusercer. It is in the law of the land. 

Senator Gore. So that is why I say, Mr. Williams, I couldn’t quite 
comprehend your statement that you had no knowledge of the prospect 
of a highway bill at that time. I have forgotten just exactly your 
words. 
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Mr. WitutAms. I probably did not state it correctly. I meant we 
had no assurance that the bill would pass. We were highly hopeful 
we would have a bill in 1955 and thought we were going to have, but 
we didn’t get it. Of course, we kept very fully informed of all that 
was going on, but I meant to imply that we had no assurance that a 
bill would pass in 1956. 

Senator Gore. Well, maybe you did not use the word “knowledge.” 
[ have forgotten just what word you used and I am not trying to put 
words in your mouth. You now say that you proc eeded because you 
had no assurance that a highway bill would pass? 

Mr. Writiams. I think that was the feeling of the two States. 

Mr. Bucer. Well, there is another factor, Senator. As Mr. Wil- 
liams has pointed out that in 1953 the two legislatures in the States 
of Oregon and Washington passed legislation enabling the construc- 
tion of this bridge. Then, in 1955 it was necessary to go back to the 
Washington State Legislature to amend the legislation passed in 
1953, so in the 1955 session of the legislature there was a joint ap- 
proval on the part of the States of Oregon and Washington to recon- 
struct and build a new bridge across the Columbia River as a toll 
structure. 

I bring this point out because during ,all this time the two ae 
have been working in agreement as to who would do what as far 
the bridge is concerned, ‘and the State of Oregon having designed the 
construction plans, and the Washington State Toll Bridge Authority 
rather than the Washington State Highway Commission which han- 
dled the fiscal features, because it became a toll project. 

Now, the question, of course, the decision at the time in March of 
1956 by the Oregon State Highway Commission and by the Washing- 
ton State Toll Bridge Authority as to proceed or not to proceed, 
although at this time, as Mr. Williams pointed out, as you have, Sena- 
tor, this matter, this Federal legislation was very active and a decision 
was made at that time to proceed. I think basically, the basic reason 
for that decision was the fact that the bridge was needed. It was 
necessary to get started here. There was some legislation passed in 
1953, and 1955, and it was in 1956 and there was agitation to do some- 
thing as far as that bridge was concerned. So here all of the phases 
of design were ready, it was ready to go, and now we have the bridge 
underway as far as the toll bridge is concerned. 

Senator Gore. Well, it has been my firm intention and definite goal 
that this magnificent system of National Interstate Highways would 
be free highways. Senator Neuberger and I have fought time and 
time again against attempts to put tollgates across this system that is 
to be financed by taxes paid by every person who drives a motor ve- 
hicle, whether on the Interstate System or on the streets of his home- 
town. 

I wouldn't point out specific instances, but I recall that one small 
State which happened to sit astride an interregional, interstate high- 
way wished to place not one but several tollgates. In another instance, 
0 State wanted to dig a tunnel through a ridge : and place a tollgate 
on that. Well, this would be an additional tax on all users of those 
segments of the highways. 

Now, I do not wish to compare either of those circumstances with 
the large bridge that is now under construction here. I know, or at 
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least from what I do know about it I have a feeling, that neither Ore- 
gon nor Washington wishes to erect a tollgate that will tax people 
from other States. This essentially would serve the two States, but it 
also is a part of the National System of Interstate Highways, and I 
would like very much to find some way to have the entire system free. 

I recognize that here is a particular circumstance, and that is why 
we are having a hearing on it. We want to get your views and the 
views of the citizens here to consider the interests and the points of 
view of the States and communities involved, as well as the national 
interest. 

You know we wrote into the bill a requirement that these highways 
be located and constructed with equal regard for the local traffic and 
local interests, and the interests of the national traffic and national 
problems. Therefore, we want to consider this particular proposition 
in that light. 

Mr. Bucce. Well, I think, Senator, we have a situation here where 
the two States have proceeded to construct this bridge as a toll bridge. 
Now, we have, as you pointed out, the question of the interstate sys- 
tem. Your thinking, which I certainly agree with you that ultimate- 
ly we should have a free system, so we have a special problem here of 
how we can solve this particular problem with respect to building 
this structure and how we may not have to impose tolls on it after its 
completion. 

So, as you State, that is the reason for this hearing today, is to try 
to point out the history of this particular project, because we have 
in the State of Washington several! toll structures and, of course, what 
prompts a toll bridge or a toll road is a demand for a particular high- 
way improvemnt and there isn’t sufficient funds to build that particu- 
lar improvement, so we use the gimmick of tolls to do it. 

On the Interstate System, of course, a part of the system is an en- 
tirely different system. I think we have a parallel case of U. S. 40 
in California, the toll bridge across Carquinez Strait. It was started 
about the same time this was. There are problems, special problems, 
to get the proper solution to. 

n the need study that has been submitted to the Secretary of Com- 
merce relative to the reimbursement for toll or free roads, and the 
two States, Oregon and Washington, submitted to the Secretary of 
Commerce. I trust and hope that legislation will be worked out so 
we will have a free bridge. 

Senator NEUBERGER. Tet me ask you this, Mr. Bugge, if Ican. The 
bonds were sold March 27, 1956, if I recall correctly, from Mr. Wil- 
liams’ testimony. What was the total amount of those bonds? 

Mr. Wiuu1aMs. Five million two hundred thousand. 

Senator Neupercer. What is the earliest date that they can be 
called ? 

Mr. Buece. 1960, I believe, 1961. 

Senator Neusercer. They can’t be called before 1961? 

Mr. Witx1aMs. The bridge will not be open until approximately 
the end of 1960. 

Senator Neusercer. The bridge will not be open until the end of 
1960. Let me ask this as a question: If under section 109 of Senator 
Gore’s highway bill it should be worked out that reimbursement would 
be provided by the Federal Government for this bridge, don’t you 
think it is fair that the two States should have to assume the interest 
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paid on those bonds because of the fact that nee were floated in such 
a chronological proximity to the posenue of the Federal Highway 
Act, that the Federal Government should have only to pay the actual 
cost of the bridge rather than adding on the interest to that reim- 
bursement total ? 

Mr. Wit1ams. I think that is pretty well understood; yes. The 
States will have to pay the interest because we would retire the bonds. 
The calls were made in 1961. 

Senator Neusercer. What interest rate were those floated at? 

Mr. Buece. 3.35, I believe, but I may say in the criteria that was 
established by the Bureau of Public Roads developing the needs cost, 
relative to the tolls versus free roads in this particular section that 
that figure will not include the interest on those particular 
investments. 

Senator Gore. Do I correctly understand you to say that the State 
will not ask for reimbursement for the interest ? 

Mr. Bueer. That isn’t in our State; no. 

Senator Gore. That isn’t in Oregon either ? 

Mr. Witu1aMs. That isn’t in our request. The moneys resulting 
in the first sale of bonds have been loaned out on interest so that the 
cost to the States for the interest during the construction period is not 
as much as one would think. 

Senator Gore. Well, under this tight-money policy I am afraid I 
would think it might be high. Senator Neuberger, do you have other 
questions ? 

Senator Nreusercer. I have no further questions, Mr. Chairman. 
I wish to put a very brief statement in the record to the effect that 
when this original 1953 enabling act passed in the Oregon State Leg- 
islature to authorize tolls on the interstate structure on U. S. 99, both 
Mrs. Neuberger and I voted against it. I would like to put that in our 
hearing record. 

Senator Gore. You have steadfastly maintained that record of op- 
position to tollgates across our public highways. I hope, and I know 
Senator Neuberger hopes, because he has discussed it so many times, 
that this facility can be made free. 

Thank you, gentlemen, for your appearance. 

Senator Neupercer. I just wanted to ask Mr. Williams, do you 
think the correspondence which you have there should be made a 
part of the record, that it would be useful to the subcommittee in 
considering this question ? 

Mr. Wiut1aMs. I believe it would. I have a complete set here in- 
cluding a resolution recently passed by the Oregon State Highway 
Commission setting forth our attempts to get this structure toll free. 

Senator Gore. This will be printed in the record at this point. 

(The correspondence referred to is as follows:) 

STATE OF OREGON 
State HiGHWAY DEPARTMENT, 
Salem, October 2, 1956. 


Re Columbia River Interstate Bridge, United States Highway No. 99, Oregon and 
Washington 
Mr. F. BE. ANDREWS, 
Division Engineer, Bureau of Public Roads, 
Portland, Oreg. 
Dear Str: In its provisions for a National System of Interstate Highways, the 
Federal Aid Highway Act of 1956 makes possible, in that program, the financing 
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of the Columbia River Interstate Bridge on U. S. Highway No. 99 between Port- 
land, Oreg., and Vancouver, Wash. The States of Oregon and Washington 
request your consideration of the inclusion of this project and your advice in the 
matter. The history of the project, its current status, and the tentative pro- 
posal of the two States are as follows: 

The Columbia River Bridge between Portland, Oreg., and Vancouver, Wash., 
is the principal interstate connection between western Oregon and western Wash- 
ington. It is on the established route of U. S. Highway No. 99 and will be an 
integral part of the National System of Interstate and Defense Highways. 

The existing Columbia River Bridge, which was completed in 1917, consists of 
a series of steel through-trusses having a total length of 3,532 feet. It has a 
roadway width of 38 feet between curbs and is operated as a 4-lane structure, 
2 lanes in each direction. The annual average daily traffic now exceeds 32,500 
vehicles. 

As early as 1940 when the annual average daily traffic was under 20,000 ve- 
hicles, it was realized that the existing bridge would be overcrowded within a 
few years due to natural traffic growth. A number of conferences between high- 
way officials of the two States were held, and in 1950 and 1951 a study of 
possible additional facilities was made. This study showed conclusively that 
a second bridge, parallel to the existing bridge, carrying southbound traffic 
while the existing bridge carried northbound traffic and using each bridge for 
three lanes, was the most serviceable and economical solution. 

The scarcity of highway funds at that time did not allow the financing of such 
a relatively major project with the usual highway revenue. 

While a toll facility was highly undesirable, this method of financing was 
agreed upon as the only feasible way in which the project could be built. The 
State Legislatures of Oregon and Washington recognized the urgent need for 
the construction of an additional bridge between Vancouver and Portland, and 
the State of Oregon passed an enabling act in 1953 and the State of Washing- 
ton passed an enabling act in 1953 and 1955 authorizing the Oregon State High- 
way Commission and the Washington Toll Bridge Authority to construct a 
parallel bridge as a toll facility and likewise authorized the imposition of tolls 
on both the existing and the new structure upon completion of the facility. This 
action of the respective State legislatures is indicative of the procedure that 
was followed by the respective States in furthering this project as a toll facility. 

As a result of conferences between appropriate officials, an agreement was en- 
tered into under date of August 9, 1954, between the States of Oregon and 
Washington, by and through their respective State highway commissions, and 
the Washington Toll Bridge Authority. That agreement was subsequently 
amended under date of April 17, 1955. The amended agreement, a copy of which 
is attached, provided for the construction of a new bridge across the Columbia 
River between Portland, Oreg., and Vancouver, Wash.; the alteration or recon- 
struction of the existing bridge between Portland and Vancouver; the mainte- 
nance and operation of both bridges as a single toll facility: the issuance and 
sale of revenue bonds for the purpose of providing funds for the project: and 
the imposition and collection of toll charges for the use of both bridges for the 
purpose of providing revenue for the payment of bonds and interest and the 
cost of necessary maintenance and operation of the bridges. The amended agree- 
ment expressly provides for the termination of toil charges and operation of the 
bridges as free facilities as soon as all bonds have been retired. 

In order to accomplish the objectives set forth in the agreement, the parties 
thereto assumed the following summarized obligations : 

The State of Oregon agreed to make preliminary tests and examinations, to 
prepare necessary plans and specifications, and to make estimates of the costs 
of the project: to acquire all necessary rights of way within the boundaries of 
Oregon: to call for bids and award contracts in the name of both States for the 
completion of the project, te supervise the construction work, and to perform 
certain other miscellaneous obligations. 

The State of Washington agreed to acquire all necessary rights of way within 
its boundaries to cooperate with and assist the State of Oregon in the project, 
and to perform certain other miscellaneous obligations. 

The Washington Toll Bridge Authority agreed to make necessary preliminary 
studies and reports: to issue and sell revenue bonds in the name of and as the 
sole obligation of the Washington Toll Bridge Authority in amounts sufficient 
to pay all costs of the project including financing costs; to operate the bridges 
as a single toll facility after completion: and to collect and disburse revenues 
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derived from the bridge for the retirement of bonds, payment of interest, and 
other necessary expenditures, 

The Columbia River is a navigable stream and the construction required a 
permit from the United States engineers. After public hearings, a permit was 
granted but with the requirement that an auxiliary opening be provided south 
of the drawspan for smaller shipping, which opening would be double the span- 
length of the spans of the existing bridge and have a vertical clearance of 77.5 
feet above low water. It was also required that the existing bridge be revised 
to provide these same clearances. The revisions of the existing bridge are also 
to be financed by revenue bonds secured by tolls on the two bridges. 

Pursuant to these agreements, plans and specifications were prepared, the 
project was advertised for competitive bidding, and a contract was awarded to 
Guy F. Atkinson Co., 10 West Orange Avenue, South San Francisco, Calif., on 
March 3, 1956, in the amount of $6,681,940. Work is proceeding on the project. 
The estimated value of work done to September 1, 1956 is $153,427.46—June 1, 
1957, $2,579,420.48. 

This contract covers the main river bridge, the reconstruction of the bridge 
over Oregon Slough, and the revision of traffic interchanges at the south end 
of the Oregon Slough Bridge. The revisions to the north approach in Van- 
couver, the highway reconstruction between the main river bridge and Oregon 
Slough, the toll-collecting facilities, and the revisions to the existing bridge 
are to be covered under contracts yet to be awarded. 

Plans and specifications were prepared in accordance with the 1953 edition 
of the AASHO specifications for highway bridges. Copies of the plans, specifica- 
tions and tabulations of bids received for the project are attached. 

Work on the plans and specifications for the revisions to the existing bridge 
is under way. A contract for these revisions was scheduled for advertising 
about January 1, 1958. The United States engineers have advised us that the 
Truman-Hobbs Act is applicable to the revision of the existing bridge and that 
they will contribute to the project under the terms of that act. It is esti- 
mated that this contribution will be 50 percent of the estimated cost of $2,300,000 
for revising the existing bridge. 

It is estimated that the total cost of the entire project, including financing costs, 
will be $14,500,000. Accordingly, the Washington Toll Bridge Authority has au- 
thorized issuance and sale of revenue bonds in the total principal sum of 
$14,500,000, payable solely out of revenues to be derived from tolls imposed for 
the use of the two bridges. Bonds in the principal sum of $9,300,000 (referred to 
as 1956 bonds) have already been issued and sold for the purpose of providing 
funds for paying the cost of constructing the new bridge across the Columbia 
River, including approaches thereto, of acquiring the necessary rights of way 
therefor, of paying interest, on the bonds during the period of constructing both 
bridges and for 6 months thereafter, and of other incidental expenses. The Wash- 
ington Toll Bridge Authority has convenanted and agreed that it will call for 
payment and retirement of specified amounts of the bonds upon designated dates 
beginning May 1, 1956, and ending May 1, 1971, when all the 1956 bonds will have 
matured. The Toll Bridge Authority has also reserved the right to redeem any 
or all of the 1956 bonds at designated prices and times of beginning May 1, 1961. 
Under present plans, additional bonds in the principal sum of not to exceed 
$5,200,000 will be issued and sold at a later date to provide funds for the re- 
maining costs of the project, including the cost of alteration or reconstruction of 
the existing interstate bridge. These subsequent bonds, if issued and sold, will 
be on the same terms and conditions as the 1956 bonds. 

Since the award of the contract for the new bridge, the Federal Aid Highway 
Act of 1956 has become effective. The States of Oregon and Washington, rec- 
ognizing the many disadvantages of a toll facility in the otherwise toll-free U. S. 
99 Interstate Highway, desire to determine whether it is practical to place this 
project in the Interstate Highway program of the two States. The construction 
contract has been awarded and work is underway. A considerable portion of the 
construction plant has been installed. Orders for material have been placed and 
considerable template work for the structural steel spans has been done. It 
would be both impractical and costly to cancel the present contract and start 
anew. The States tentatively propose that the Bureau of Public Roads review 
the plans, specifications, and contract for the project and, if these are found in sub- 
stantial compliance with the rules and regulations governing Federal-aid projects 
on the Interstate Highway System, that technical objections relative to approval 
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prior to contracting be waived and approval given as an Interstate Highway 
project. 

The States of Oregon and Washington request your early consideration of this 
proposal and your advice in the matter. If you find that the proposal is prac- 
ticable, formal application will be made by the States. 

Very truly yours, 
OREGON STATE HIiGHWay COMMISSION, 
y W.C. WILLIAMS. 
WASHINGTON STaTE HiGHway COMMISSION, 
y W. A. BuGGE. 
WASHINGTON TOLL BripGe AUTHORITY, 
W. A. BUGGE. 


WASHINGTON, D. C., November 23, 1956. 
F. E. ANDREWS, 


Bureau of Public Roads. 


Re: Your wire November 9 and previous correspondence concerning Columbia 
River Bridge between Portland, Oreg., and Vancouver, Wash. Since contract for 
bridge has been awarded and substantial portion of work already underway it has 
been administratively determined that it would be inadvisable to make adjust- 
ments in contract and financial provisions to allow payment as interstate project 
under terms of 1956 act. Such action would establish undesirable precedent on 
other projects currently under construction and would be inconsistent with sec- 
tion 114 of act which indicates intent of Congress to determine through author- 
ized studies whether reimbursement should be made for such projects. 


CURTISS, 
Commissioner of Public Roads. 


STATE HIGHWAY DEPARTMENT, 
STATE OF OREGON, 
Salem, July 9, 1957. 
Re Columbia River Interstate Bridge, U. S. 99, Oregon and Washington. 
Mr. Barrp M. FRENCH, 
Regional Engineer, United States Bureau of Public Roads, 
Portland, Oreg. 


Dear Sir: Under date of October 2, 1956, we sent a letter to Mr. F. E. Andrews, 
division engineer of the Bureau of Public Roads, Portland, Oreg., requesting con- 
sideration of making the interstate bridge project between Portland, Oreg., and 
Vancouver, Wash., on U. 8S. 99, a Federal interstate highway project under the 
terms of the Federal-Aid Act of 1956. We have a copy of a telegram from Mr. 
Curtiss, Commissioner of Public Roads, to Mr. Andrews dated November 23, 
1956, advising that it would be inadvisable to make adjustments in the contract 
and financial provisions to allow payment as an interstate project under the terms 
of the 1956 act. 

The toll provisions on this connecting link in the Interstate System are very 
unsatisfactory in that it will be the only toll facility on this highway between 
the Canadian and Mexican border. In view of this, we would ask your recon- 
sideration of the matter as presented to you in the above-mentioned letter and 
also of an alternate proposal under which the work yet remaining to be placed 
under contract might be made eligible for Federal aid. This would reduce the 
amount of bonds standing against the project and would reduce the time in 
which tolls would be needed to retire the bonds. 

The data presented in the above-mentioned letter of October 2, 1956, are still 
pertinent except for revision in the amount of work accomplished under the 
present contract. As of June 1, 1957, the amount of work done under this con- 
tract was $2,579,420.48. 
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The estimated cost of the work yet to be placed under this contract is as follows: 


Estimated cost of work yet to be placed under contract 





CODMTOCION Or Gxseline PINRO a $2, 962, 383 
I hse cael 250, 000 
BOUL ODDrOCCh Sraging ONG NAVINe es 310, 257 
INOLLH BURNORCD STARING GUN DAVIE 885. oe erence iene ome eens 100, 000 
I I a 16, 875 
I att Rete Rael eee eens ioe Matiat aca ae ad 110, 000 

Rede Mins i ah sa teed ene tl isd an woman ia eal MA detest aaa 3, 749, 515 
Estimated reimbursement under Truman-Hobbs Act________________ 1, 136, 868 

Me hace counter Gch 2 ede cs ade encased es Siete eon ae Seeley ceca = a 2, 612, 647 


The plans and specifications for the reconstruction of the existing bridge are 
complete and will be submitted to the Corps of Engineers in the near future. 
You will note from the above statement that the reconstruction of the existing 
bridge is estimated to cost $2,962,383. Some portions of this cost are not due to 
the requirements of navigation. It is estimated that the portion of the work 
which is due to the requirements of navigation will constitute $2,273,736, of 
which the amount eligible for reimbursement under the Truman-Hobbs Act is 
$1,136,868. 

If it is still your opinion that the entire project cannot be placed under the 
Federal Aid Act of 1956 as an interstate highway project, we would ask your 
consideration of placing under Federal aid the work not yet under contract so 
that the period in which tolls must be imposed will be materially reduced. 

Very truly yours, 
OREGON STATE HigHwAay COMMISSION, 





By ——— ——_.. 

WASHINGTON STATE HIGHWAY COMISSION, 
By — ———. 

WASHINGTON ToLL BRIDGE AUTHORITY, 
By ——— ———_—_ 


DEPARTMENT OF COMMERCE, 
BUREAU OF PUBLIC ROADS, 
Portland, Oreg., September 16, 1957. 
Mr. W. C. WILLIAMS, 
Chief Engineer, Oregon State Highway Department, 
Salem, Oreg. 

Dear Str: Reply is made to your letter of July 9, 1957, requesting reconsidera- 
tion of the decision expressed in Mr. Curtiss’ telegram of November 23, 1956, 
denying participation of interstate funds in the construction of the new Columbia 
River interstate highway toll bridge between Oregon and Washington in the 
vicinity of Portland. 

Mr. Tallamy has carefully reviewed the facts connected with this project 
and advises this office that the situation has not changed since November 1956 
and he reaffirms the Bureau’s position as expressed to you in Mr. Curtiss’ wire 
November 23, 1956, namely, that it would be inadvisable to make adjustments 
in the contract and financial provisions of the 1956 Federal-Aid Act. 

With respect to the work yet to be placed under contract for reconstruction of 
the existing bridge and approaches we advise as follows: 

If this work were accomplished as a Federal-aid project, without any bond 
financing, it would nevertheless be necessary to charge tolls for use of the existing, 
as well as the new, bridges, in accordance with the terms of the bonds already 
sold to finance construction of the new bridge. Under these circumstances, 
there is a serious question as to whether Federal-aid funds could be used to pay 
any part of the cost of reconstruction of the existing bridge. 

It has therefore been determined, and we have been directed to so advise you, 
that Federal-aid funds should not be approved for participation in the cost of the 
work yet to be let to contract. 

Very truly yours, 


B. M. Frencn, Regional Engineer. 
Salem, Oreg. 
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STATE OF OREGON, 
County of Marion, ss: 


I, H. B. Glaisyer, secretary of the Oregon State Highway Commission, do 
hereby certify that the attached copy of the resolution of the State highway com- 
mission petitioning the Congress of the United States and the Secretary of 
Commerce to take necessary steps for the passage of legislation which weuld 
allow the Portland-Vancouver interstate bridge system to be operated as a 
toll-free facility, as the same appears in the minutes of October 31 and November 
1, 1957, entered in volume XLII of the minute book, wherein official acts of the 
said Oregon State highway commission are recorded, has been compared by me 
with the original resolution and that the same is a true and correct copy of said 
resolution and of the whole thereof. 

In witness whereof, I have hereunto set my hand and affixed the official seal 
of the Oregon State Highway Commission this 29th day of November 1957. 


H. B. GLAISYER, 
Secretary, Oregon State Highway Commission. 


RESOLUTION 


Whereas the Oregon Legislature in 1953 and 1955, and the Washington Legis- 
lature in 1953, authorized the sale of bonds to finance an additional bridge be- 
tween Portland, Oreg., and Vancouver, Wash.; and 

Whereas an agreement was entered into on August 9, 1954, between the Oregon 
State Highway Commission, the Washington State Highway Commission, and 
the Washington Toll Bridge Authority, said agreement detailing the obligations 
of the parties as to the construction and financing of said bridge ; and 

Whereas pursuant to said agreement, the Washington Toll Bridge Authority 
on March 27, 1956, sold bonds in the amount of $9,300,000 face value; and 

Whereas pursuant to said agreement, the Oregon State Highway Commission 
on March 27, 1956, awarded the contract for the construction of said bridge (said 
contract not including, however, the work for the entire project) ; and 

Whereas within 3 months of the awarding of the aforesaid contract, the Fed- 
eral Highway and Highway Revenue Acts of 1956 were signed into law by the 
President of the United States; and 

Whereas the aforesaid congressional acts generally provided for heavy Federal 
contributions to the several States for future construction of highways and 
highway facilities which are designated as part of the National System of Inter- 
state and Defense Highways; and 

Whereas the aforesaid Federal acts did not provide for Federal contributions 
to the States for highway construction which had already been undertaken or 
completed at the time the said acts became law, except that said acts declared 
an intent and policy to “equitably reimburse those States for any portion of a 
highway which is on the Interstate System, whether toll or free, the construction 
of which has been completed subsequent to August 2, 1947, or which is either in 
actual use or under construction by contract, for completion, awarded not later 
than June 30, 1957, and such highway meets the standards required by this title 
for the Interstate System”; and 

Whereas said acts directed the Secretary of Commerce to study and collect all 
facts relevant to the problem and to report said facts to the Federal Congress 
not later than January 12, 1958; and 

Whereas said acts “declared the policy and intent of the Congress to provide 
funds necessary to make such reimbursements to the States as may be deter- 
mined” ; and 

Whereas the said Portland-Vancouver Bridge will be and is an integral portion 
of the Interstate Highway System ; and 

Whereas a toll-bridge charge will be imposed at the time of the completion of 
the Portland-Vancouver Interstate Bridge system unless early action is taken 
by the Congress to provide for Federal financial participation in the cost of said 
bridge project; and 

Whereas it is the opinion of the Oregon State Highway Commission that the 
said Portland-Vancouver Interstate Bridge system should be operated as a toll- 
free facility : Now, therefore, be it 

Resolved— 

1. That the said highway commission strongly favors Federal action toward 
the end that the Portland-Vancouver Interstate Bridge system be, and continue 
to be, operated as a toll-free facility. 
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2. That the said commission does recommend and does respectfully petition the 
Congress of the United States and the Secretary of Commerce to take steps nec- 
essary to the passage of legislation which would allow the Portland-Vancouver 


Interstate Bridge system to be, and to continue to be, operated as a toll-free 
facility. 


3. That copies of this resolution be forwarded to the Secretary of Commerce of 


the United States and to the members of the congressional delegations of Wash- 
ington and Oregon. 


4. That this be entered in full in the minutes and records of the Commission 
this 31st day of October 1957, as Miscellaneous Resolution No. 209. 

Mr. Wuu1ams. May I say, Senator, we have tried after this act 
was pene to get this toll free through the Bureau, but the rules and 
regulations are such it couldn’t be done, but we have tried. 

Senator Neusercer. I just want to mention one thing, Mr. Chair- 
man, before these two engineers leave. The States of | Oregon and 
Washington are fortunate to have two outstanding highway com- 
missions. You may have noticed that in the current issue of the 
Saturday Evening Post for December 14 there is a very comprehen- 
sive article by one of the associate editors of the Post about the Inter- 
state Highway System under the act which you fathered in the Senate. 
When the States are listed that are ahead of schedule in acquiring 
rights-of-way and in preparing to build the Interstate System, that 
two of those States that are listed as being ahead of schedule in mak- 
ing more than satisfactory progress under your bill are the States of 
W. ‘ashington and Oregon, so I think that ought to be noted in the 
record. 

Senator Gore. I want to congratulate you gentlemen. I would like 
to ask one question. Is this bridge constructed in conformity with the 
standards and requirements necessary to satisfy the interstate high- 
way requirements / 

Mr. WituiaMs. Yes, sir. In fact, after the contract was let we had 
to make some changes, increasing the cost some $170,000, to meet some 
minor discrepancies relative to meeting the interstate requirements, 
so that it is and has been approved as meeting such requirements by 
the Bureau of Public Roads. 

Senator Gore. Was it approved? Were the plans approved in ad- 
vance of construction ¢ 

Mr. WituiaMs. No, sir. They were submitted when we made this 
request of October 1956 for some action that could make the bridge 
toll free when completed. 

Senator Gore. What was approved then in October of 1956? It 
must have been plans; the bridge wasn’t constructed. 

Mr. Witriams. It had been let in March of 1956. When we made 
application to put it on the {nterstate System and finance some inter- 
state funds in October of 1956, we submitted the plans to the Bureau 
of Public Roads to back that up and at that time they asked us to make 
certain minor revisions so that it would comply with interstate 
standards. 

Senator Gorr. Let me get it. Did they ask you to make those 
changes or did they suggest some changes would be necessary in order 
to obtain 

Mr, Witu1ams. They suggested that the changes would be desirable 
in order to obtain approv: al so that they would meet the Interstate 
System standards and we went ahead with the suggested changes. 
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Mr. Buecr. The State of Washington concurred in that suggestion, 
sir. 

Senator Gore. Thank you, very much. 

Mr. Reynotps. Senator, may I say just one thing more’? The 
States of Oregon and Washington are opposed to tolls, tolls on high- 
ways, but it appeared in this incident that the only manner in which 
we could build that br idge would be by the toll system. That is the 
reason it proceeded and we are sincerely hoping that you will, and 
Senator Neuberger will find it possible to pass an act that will permit 
us then to put this on the Interstate System and relieve us of paying 
these tolls. That is the opinion and the belief and the hope of the 
highway commission. 

Senator Gore. Well, you understand, of course, that the States 
would be required to pay their proportionate share of the construc- 
tion costs even then, and I would like to point out, Mr. Chairman, 
that this problem cannot, in my opinion, be viewed and treated alone. 
We must follow and apply a national policy with respect to reim- 
bursements. 

Now, some States have long toll highways which they wish to have 
included and for which they wish reimbursement. 

Mr. Reynorps. We are well aware of that, sir. 

Senator Gore. So we must study this problem very carefully and 
we must proceed cautiously and carefully in the matter. We have 
asked that this report, to which reference has already been made, 
be submitted after careful survey and study. Then our committee 
will give it careful consideration. I do hope that we can arrive at 
a national policy that will be as satisfactory as is possible in treating 
with problems affecting 48 States. 

Mr. Reynorps. Iam sure you will. 

Senator Gore. Do you have further testimony you would like to 
give? 

Mr. Reynotps. No, sir; that completes our’s entirely. 

Senator Gore. Thank you, Mr. Chairman. My State borders on 
a right good-sized stream called the Mississippi ‘River and I think 
there is ‘only one free bridge across that river. It is in my State, 
incidentally 

Mr. Reynoips. We certainly think that it is much more feasible 
and more beneficial to have a bridge and pay tolls than not have a 
bridge at all, and that is the reason we proceeded in the manner which 
we did, the two States. 

Senator Gore. Mr. K. M. Engebretsen, manager, port of Vancou- 
ver. If I mispronounced your name I apologize. 


STATEMENT OF K. M. ENGEBRETSEN, MANAGER, PORT OF 
VANCOUVER, VANCOUVER, WASH. 


Mr. Enceprersen. You did a better job than I do. 

Senator Gore, Senator Neuberger, and members of the committee, 
my name is K. M. Engebretsen and I am the manager of the port of 
Vancouver. 

My understanding of the purpose of the hearing is to afford local 
groups the oppor tunity of expressing their views regarding the man- 
ner of financing the transriver crossing between Vancouver, Wash., 
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and Portland, Oreg., as an integral part of the Federal highway sys- 
tem created under Public Law 627 and approved June 29, 1956. 

Senator Gore. Do you think you could paraphrase your ’ statement ? 
The chairman mentioned earlier he wanted to move as rapidly as we 
could. 

Mr. Enceprersen. I have written testimony that I have already 
sent in and I think I can just give you a summary of it and save 
time. 

Senator Neusercer. The entire statement will appear in the record. 

Mr. Encesretsen. My summary would be that toll charges would 
be a fallacy of planning and policy since it would— 

(1) Affect the “national defense potential of the Portland- 
Vancouver metropolitan area and the Columbia River. 

(2) It would act as a restraint of trade between the States 
of Oregon and Washington. 

(3) It would create cost factors forcing relocation of indus- 
tries and residences. 

(4) It would be discriminatory by causing double expense to 
the people of the immediate area of Portland- Vancouver. 

(5) In no way recognize that a major portion of the expense 
is for navigational improvements. 

(6) Extremely penalize the trucking industry, one of our 
major forms of transportation basic to our econom 

We have some 400 trucks daily plying back and forth between 
Portland and Seattle on the highw ay sy stem. They are already 
penalized by heavy charges, paying a major portion of the Federal 
highway system. 

I have summarized very briefly, but I have given you written testi- 
mony on this in detail on each part of the statement. 

Senator Gore. Your statement will be printed in the record, and 
the committee appreciates the opportunity of hearing you. 

(The statement referred to is as follows :) 

My name is K. M. Engebretsen and I am the manager of the port of Vancouver, 
Vancouver, Wash. 

My understanding of the purpose of the hearing is to afford local groups the 
opportunity of expressing their views regarding the manner of financing the 
transriver crossing between Vancouver, Wash., and Portland, Oreg., as an integral 
part of the Federal highway system created under Public Law 627 and approved 
June 29, 1956. 

(1) The Portland-Vancouver metropolitan area is essential to the national de- 
fense and has contributed immeasurably during all times of emergency. 

The toll charge most certainaly would affect development and would destroy 
potential service to the Federal Government in time of emergency. 

Attesting to the value of the Portland-Vancouver metropolitan area is the 
record production of shipyards during World War IT, and likewise the volume 
of lend-lease and military cargo handled by the ports of these cities working as 
a team to utilize our great river as a supply operation. The daily interchange 


of maritime personnel is required as the gangs must travel to various dockside 
facilities havi ing accumulated cargo ready for loading. 

(2) Toll-financing a portion of the Federal highway system between two States 
is in disagreement with the Federal Government’s Interstate Commerce Commis- 
sion, which guarantees no restraint of trade between the various States. 

The collection of tolls will work an extreme hardship on the economy of the 
States of Oregon and Washington, as it will effect the transportation problem 
of farmers, laborers, industries, and tourists. 

(3) The highway system between Vancouver and Portland handles over 85 
percent of all the traffic between the States of Oregon and Washington, and toll 
charges will be a great burden to the cities of Vancouver and Portland, since 
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the added cost will cause readjustment location of labor and industry now using 
the free bridge constructed in 1917. 

(4) The toll method of financing the river-crossing section of the Federal high- 
way system is discriminatory, since no other part of the Federal highway system 
has a toll charge. 

The people of Oregon and Washington now using the free bridge constructed by 
local funds, will be faced with the double burden of paying the Federal gas tax 
and the toll charges to finance that portion of the Federal highway system be- 
tween Portland and Vancouver. 

(5) Much of the cost of the bridge is directly attributable to the desire of 
Federal agencies to improve river navigation by raising the height of the bridges 
by providing humpback spans. Other qualifications also are required by the 
new Federal highway system authorized by Public Law 627, which increases the 
cost of the bridges being constructed. 

(6) Toll charges to finance the Columbia River crossing portion of the Fed- 
eral highway system will be especially discriminatory to the trucking industry, 
since the trucks are already assessed heavily and are a major element of the 
financing for the entire new Federal highway system. 

There is a daily average of approximately 400 trucks crossing the river be- 
tween Portland and Vancouver. A large portion of these trucks are in service 
on the new route between the metropolitan areas of Seattle and Portland. 


SUMMARY 


Complication of our transportation system by financing a portion of the Fed- 
eral highway with toll charges, would be a fallacy of planning and policy since 
it would— 

(1) Effect the national-defense potential of the Portland-Vancouver metro- 
politan area and the Columbia River. 

(2) Act as a restraint of trade between the States of Oregon and Washington. 

(3) Create cost factors forcing relocation of industries and residences. 

(4) Be discriminatory by causing double expense to the people of the im- 
mediate area of Portland-Vancouver. 

(5) In no way recognize that a major portion of the expense is for naviga- 
tional improvements. 

(6) Extremely penalize the trucking industry—one of our major forms of 
transportation basic to our economy. 

Respectfully submitted. 
PorT OF VANCOUVER, 
K. M. ENGEBRETSEN, Manager. 


Senator Gore. The committee will next call Mr. Otto Neth, presi- 
dent, Vancouver Chamber of Commerce. Mr. Neth’s statement will 
be printed in the record. 

(The statement referred to is as follows :) 


VANCOUVER CHAMBER OF COMMERCE, INC., 
Vancouver, Wash., December 9, 1957. 
SENATE SUBCOMMITTEE ON PUBLIC Roaps, 
Senate Public Works Committee, care of Senator Richard L. Neuberger, 
Portland, Oreg. 


GENTLEMEN : We are informed that a public hearing will be held in the Depart- 
ment of Interior Assembly Hall beginning at 9 a. m. Wednesday, December 12, 
1957. At that time testimony bearing upon the question of tolls upon the enlarge- 
ment of the interstate bridge between Vancouver, Wash., and Portland, Oreg. will 
be heard. It is in connection with this matter that we submit the following brief 
evidencing the viewpoint of this organization. 

The Vancouver Chamber of Commerce is an organization of business and pro. 
fessional men and women of this metropolitan trade area and consists of approxi 
mately 450 members representing the vast majority of the business and profes- 
sional outlets of Vancouver, Wash. It is the purpose of this organization to fur- 
ther the agricultural, commercial, industrial, civic, and general interests of 
Vancouver and Clark County, Wash. It is our considered opinion that, should 
tolls be required in connection with the enlargement of the present existing inter- 
state bridge, this action would be detrimental to these interests for which the 
organization was formed and, therefore, wish to go on record as opposing such 
action and submit the following reasons for objection to the proposed tolls. 
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The original interstate bridge was constructed by Clark County, Wash., and 
Multnomah County, Oreg., and was financed by these two municipal agencies 
in the use of bonds retired from proceeds of tolls paid by those who used the 
bridge. When this bridge became a part of the joint highway systems of Oregon 
and Washington, it was agreed that there would never again be further toll 
eharges imposed against users of this facility. The current construction is in 
sheer reality an enlargement of the present toll-free Vancouver Interstate Bridge 
and, should toll charges again be imposed, would be directly contrary to the agree- 
ment between the two States that no further tolls would ever be imposed. There 
are no moral or ethical grounds for a breach of faith such as this is and it should 
not occur. 

The present interstate bridge will require changes in construction in order to 
serve river navigation, the changes being demanded by the Federal Government. 
It is the proper duty of the Federal Government to finance that which is on and to 
navigation on a navigable stream. The $2,900,000 cost of the improvements to the 
old structure should be paid for by the Federal Government rather than become 
a part of the costs to be defrayed by collecting tolls from users of the bridge. 

The community of Vancouver, Wash., and Portland, Oreg., are an economic 
whole and there is daily interchange of the citizens of the communities between 
the two cities. Many citizens of Vancouver find employment in Portland and the 
reverse is equally true, and they must use the interstate bridge in doing so. 
United States Highway No. 99 has been designated as an integral portion of the 
National System of Interstate and Defense Highways and it has been stated by 
high authority of the Federal Government that there will be no toll charges on the 
system from border to border and that access to this system will be controlled. 
It is not in any sense equitable that local citizens of our two communities shall 
be obligated to pay the large portion of costs in connection with this federally 
designated highway. The new enlargement adds nothing to the convenience of 
the citizens of the two cities who must use this bridge in daily travel between 
their homes and employment. 

For these and other good and sufficient reasons we oppose the placing of tolls 
upon users of the enlarged interstate bridge between Oregon and Washington. 

Respectfully submitted. 


Senator Gore. Mr. Don Willner. 


Orto Netu, President. 


STATEMENT OF DON WILLNER, STATE REPRESENTATIVE, MULT- 
NOMAH COUNTY, NORTH CITY SUBDISTRICT, PRESENTED BY 
MRS. DON WILLNER 


Mrs. Wititner. Senator, my husband is a lawyer and he is in a 
trial this morning. He had to leave early so I am wondering if I 
can give his testimony for him. 

Senator Gore. With the chairman’s express preference; he is 
pleased. 

Senator Neunercer. Mr. Chairman, I think that I should tell you 
that Mrs. Willner, the wife of State Representative Willner, is not 
known to you personally but you will know her when I tell you she 
is a niece of the chief judge of the United States Circuit Court of 
Appeals in Washington, D. C., Judge Henry Edgerton. 

Senator Gore. She needs no relatives to appeal to me. You un- 
derstand that is just a little Tennessee trait. 

Senator Neusercer. That is a very admirable one. 

Mrs. Witiner. If I could paraphrase some of what my husband 
has written here. His name is Don Willner; his office is 8525 North 
Jersen in Portland. He is a State representative from Multnomah 
County, North City subdistrict. This district is actually the closest 
district to the interstate bridge between Oregon and Washington. 
There is some industry there, but my husband’s district is the closest 
in which large numbers of people live. 
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It is a matter of great importance and concern to the people of 
North Portland as well as the people of Multnomah County and the 
Stete of Oregon that the interstate bridge remain toll free. 

In 1954, the C ity of Portland Planning Commission made a survey 
of priv ate cars that crossed the interstate bridge. This survey 
showed that, of the 26,294 cars that came into Portland on an average 
day, 11,643 of these had destination in north or northeast Portland. 
The Oregon State Highway Commission has figures which show that 
the average daily traffic across the south end of the interstate bridge, 
the Oregon end, regardless of destination, Portland or otherwise, 
is 34,400 cars a day. I believe that was the 1956 figure. 

There is public transportation over the bridge by the Vancouver- 
Portland Bus Co. I am advised an average of 104 single bus trips a 
day are made over the bridge on weekdays, 100 trips on Saturdays, 
and 56 trips on Sundays. In September 1957, 50,332 people were 
transported; in October, 49,937; November, 49,275; and December 
will probably approach 55,000. About 75 percent of these bus riders 
are steady commuters. 

It has been proposed, though I don’t know whether these figures 
are final or not, that, if tolls do go on the interstate bridge, the cost 
will be about 20 cents a car or 15 cents for commuter tickets. Assum- 
ing that these are final figures, the average automobile commuter 
would have to spend for transportation at least $6.50 more per month 
than he now spends. Similarly, if tolls are placed on the bridge, there 
would, snionhiedty have to be an increase in busfares and bus 
commuters would have to pay more. 

Large numbers of residents of Vancouver, Wash., come over to 
Portland, and particularly North Portland, to shop because they can 
thereby avoid the Washington sales tax and because they can often 
get a better selection in Portland stores. These shoppers are of great 
importance to the merchants and storekeepers of North Portland. 
On Friday nights, which are the big shopping nights, many people 
think that a full half of the customers in some North Portland stores 
are from the State of Washington. Similarly, many wage earners 
live in North Portland and work in some of the large industrial plants 
in Vancouver, Wash. 

If tolls go on the interstate bridge, it will have a serious effect on 
the merchants and shopkeepers of North Port): and who may lose a 
significant amount of their trade. Similarly, it will have a serious 
effect: on many North Portland wage earners who may either have to 
quit their Vancouver Wash., jobs or stretch their existing family 
budgets to cover this added expense. 

He further points out that Multnomah County, Oreg., and Clark 
County, Wash., are one metropolitan area and have long been so con- 
sidered on Federal surveys. Increased cooperation is needed between 
the two counties to solve their common problems. To establish a toll 
on the interstate bridge would decrease the chances of metropolitan- 
wide solutions of common problems. 

When the Federal highway program was proposed and passed, the 
cost of the Federal financing of the interstate bridge was included 
in the estimate of funds necessary to modernize the Interstate High- 
way System. The citizens of Oregon and Washington are now pay- 
ing with their tax dollars for the Federal highway program. To re- 
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quire those who use the bridge to pay tolls would be imposing upon 
them a burden of double taxation. 

Highway 99 might be considered the major arterial north and 
south highway on the west coast. It is important for civil defense 
that the Federal Government provide a uniform standard of road 
construction and maintenance on the entire length of Highway 99. 
It is also important to tourists from all over the country who travel 
Highway 99 every year that there be no tolls on the major interstate 
highways. If the toll goes on the interstate bridge, it will be the 
only toll Highway 99 from Mexico to Canada. 

It is important to the people of the district I represent that there 
be no toll on the interstate bridge. It is also important to the people 
of Multnomah County, of Oregon, and of the whole country that this 
important link in the Interstate Highway System be free from ob- 
struction and toll. 

May I respectfully urge this committee to introduce legislation pro- 
viding for Federal reimbursement to Oregon and Washington for 
the costs of the interstate bridge, so that the bridge will remain toll 
free. 

I want to thank you for allowing me to be here and represent my 
husband in absentia. 

Senator Gorr. We are glad you could be here. I would like to 
point out to the chairman of the highway commission, in addition to 
some of the problems earlier cited, there is also the likelihood that some 
projects, toll projects, may be such attractive sources of revenue that 
some States will not desire to be reimbursed. As the traffic inereases 
on this Interstate System, the tollgate will become a very valuable 
source of revenue, so we might have the problem of reluctance on our 
hands as well as desire. 

Mr. Rrynoips. May I state, in Oregon, in this bill, it provides 
very specifically that the bridge shall become toll free the moment 
that the tolls have paid the bonds, estimated about 8 years. That 
is in the legislative acts of both States. It must become a free 
bridge. 

Senator Neupercer. Mr. Chairman, lest our highway commis- 
sioners should have any extravagant ideas about this, I would just 
like to state for the record, for the benefit of you and the members 
of the subcommittee, that the people of this locality have already 
paid for this bridge once in tolls. The present interstate bridge on 
U.S. 99 was paid for by tolls by the people in this area traveling 
back and forth across it. What they are doing now is building a 
companion bridge so there can be one-way traffic each way, north 
and south, and I hope that they don’t have to go through the process 
of paying for this again. I just wanted to state that for the record, 
that already this bridge has been paid for in tolls. 

Senator Gorr. I might point out one thing in addition which will 
illustrate the difficulty of arriving at a fair and equitable national 
policy. At the time this bill was pending,.a county judge in the 
State of Tennessee wrote me that he had noticed that proposals 
were being made for reimbursement to States for highway improve- 
ments they had made, and he said, “I want you to ine clude my county 
for the money it spent in building schools and hospitals.” 
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Now, how far do we go in reimbursements? How do you find the 
proper "place to begin, and a proper and equitable place to stop? It 
is very difficult. 

For instance, we had under active consideration a bill recommended 
by President Eisenhower to provide Federal assistance for school 
construction. Suppose we pass that bill. What about the county 
or the State that sold bonds and improved their schools the year 
before, as you did, not the year before but a few months before, in 
the case of your bridge? 

These problems can become very complex, very far reaching, and 
the perfect answers are nowhere to be found. We have to do the very 
best we can in difficult and trying circumstances. 

Mr. Paul Hochelle, Pacitic Supply Corp. Mr. Earl Castle. Mr. 
Floyd Martin, Portland Chamber of Commerce. 


STATEMENT OF FLOYD MARTIN, CHAIRMAN, HIGHWAY 
COMMITTEE, PORTLAND CHAMBER OF COMMERCE 


Mr. Martin. Mr. Chairman, Senator Neuberger, just as I took 
my seat it came to mind a previous statement that, like charity, the 
building of highways begins at home. And I think that the major 
principle involved here was that this facility, the need for it, became 
apparent back in 1942 and 1943, a considerable time ago. There 
was agitation to improve that facility over that period of time. That 
was both due to the overload of the traffic on the bridge and the 
traffic increase on the waterway. 

The combination here is apparent, and the bridge that was pre- 
viously put across there was built principally by “local people, by 
traffic on the toll bridge. We didn’t have a big load, a heavy load 
in interstate and transcontinental traffic that we have now over that 
bridge. Neither did we have the heavy water traffic that we have. 

It appears that the cost of this facility should be more equitably 
borne by the users of the route which, in this case, would lie under 
this act of reimbursement and distribute the cost over the people of 
the Nation rather than the people who use the bridge daily going to 
and from work and commercial establishments that use the bridge to 
deliver goods and materials back and forth on their way across the 
highway. I think most of this has been brought out quite well in 
previous statements. I have submitted a written statement covering 
various factors for the local chamber of commerce. 

Senator Gore. Would it be agreeable with you to place those in the 
printed record and you just summarize them / 

Mr. Martin. I have just supplied that already, and this is just a 
bound copy I have here to run over. This matter of the time, timing 
of this bond, beginning of construction, passing of the legislation, is 
something that, of course, is of great interest because there are points 
that will have considerable bearing on what can be done in the matter 
of reimbursement. The exact dates—I don’t know whether there is a 
provision; I don’t recall any provision where there is exactly a 90-day 
provision in that act or not, but, in any case, the need for the bridge 
was such, and the planning had been worked up over many years, not 
just the 2 last few years after this legislation got started, and, for 
that reason, it appears to be the intent in the act to reimburse States 
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for such facilities that have been required by the heavy demand for 
interstate traffic, and that is the principal reason here for presenting 
this petition to the committee. I don’t think I have anything fur- 
ther that I can add on that. 


Senator Gore. Thank you very much. The committee appreciates 
your testimony, Mr. Martin. 
(The statements referred to are as follows :) 


STATEMENT OF FLOYD MARTIN FOR THE PORTLAND CHAMBER OF COMMERCE 


My name is Floyd Martin, and I am chairman of the highway committee of 
the Portland Chamber of Commerce and appear before this committee at the 
request of the president of the chamber. I am a citizen of the State of Oregon 
and engaged in the manufacture of concrete products in the city of Portland. 
I have served on road and highways committees of chambers of commerce for the 
past 30 years and am still in that capacity with the Portland Chamber of 
Commerce. 

In the interest of better roads and highways for Portland and this trade area, 
we will present proposals concerning the following: 

1. The interstate bridge across the Columbia River between Portland, 
Oreg., and Vancouver, Wash. 

2. The Pendleton-Ellensburg connection between United States Highways 
Nos. 30 and 10. 

3. The proposed marking of the Interstate and Defense Highway System 

4. The early opening of the Lewis and Clark Highway through Idaho. 


‘ 
PORTLAND-VANCOUVER INTERSTATE BRIDGE 


Due to the traffic overload, traffic-flow interruption by waterborne traffic, and 
the high accident rate over the only bridge across the Columbia River between 
Portland and Vancouver at that time, the Legislature of Oregon State and the 
Washington State Legislature in 1953 authorized the sale of bonds to finance an 
additional interstate bridge. 

In 1954, agreement was reached between the highway commissions of each 
State for the financing and construction of a new bridge. The contract for such 
constriction was awarded the last of March 1956 for a part, at least, of this 
project. This was only 90 days or less before the Federal highway law and the 
highway revenue acts were signed. 

This Federal highway legislation provided for contribution or reimbursement 
to the States concerned for sections of the Interstate and Defense System for 
construction completed by August 2, 1947, or, where such construction is under 
contract, awarded not later than June 30, 1957. In such cases the highway 
must meet the new interstate and defense highway standard. 

The acts further directed the Secretary of Commerce to gather, where pos- 
sible, facts regarding such situations, the information so gathered to be pre- 
sented to the Federal Congress by January 12, 1958. 

The Portland Chamber of Commerce, after due study of this situation, takes 
the view that the Portland-Vancouver interstate bridge meets the standards of 
the Interstate System; that the bridge is, or will become, a very important link 
in the Interstate and Defense Highway System; that, since the acts, as passed, 
indicate the intent of Congress to provide funds for reimbursement to the States. 

This bridge carries, and will carry, a very heavy volume of interstate traffic, 
as it is a link in the main north and south highway on the Pacific coast. In 
addition, there are a great many people who reside in the city of Vancouver or 
in the city of Portland who are employed in the other city. Therefore, if it 
becomes necessary to operate this bridge on a toll basis, it will not only throw 
the major portion of the cost of the construction of this interstate project on 
local people, but it will be a hindrance to a free flow of interstate traffic. 

The Portland Chamber of Commerce respectfully petition the subcommittee 
on Highways of the Senate Committee on Public Works to give this situation 
full consideration to the end that this community not be burdened with the cost 
of this feature of the Federal Interstate Highway System. 
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PROPOSED PENDLETON-ELLENSBURG SECTION 


As chairman of the committee on highways of the Portland (Oreg.), Cham- 
ber of Commerce, and by direction of the president of the chamber, it is respect- 
fully requested that the Defense Department and the Bureau of Public Roads 
reconsider the placing on the Interstate Highway System of any section of the 
highway from Pendleton, Oreg., to Ellensburg, Wash. It is our contention that 
the placing of this road on the Interstate System disregards the established 
formula and accepted procedure heretofore prevailing in determining the need 
of local connecting links between United States Highways Nos. 30 and 10. There 
is now a highway of adequate capacity between these two points. Traffic studies 
do not indicate the need for added capacity at this time, nor do we see that such 
highway aids the conservation and development of national resources or eco- 
nomic or social values, nor does it increase or encourage land utilization. 

In protesting the procedure used in determining sections necessary to the 
Interstate and Defense Highway System, certainly little consideration must 
have been given to the established formula; namely 30-percent value to defense, 
30-percent value to system integration, 20-percent value to industry, agriculture, 
forestry, and mining, and 20-percent value to the needs of the population. 

It does not appear that proper factors were applied in determining these 
values. It has been established that neither the State of Oregon nor the State 
of Washington made request for this route to be placed in the Interstate System. 

It is not the purpose of the Portland Chamber of Commerce to restrict, nor 
in any way retard, progress in the development of the Interstate Highway 
System. The Interstate Highway System was planned as a national network 
with international tie-ins given full consideration. Roads of a purely local 
character, even though they, do and should connect into the Interstate System, 
should not be made a part of it without proper consideration and due evalua- 
tion. Otherwise, such acts will greatly hamper the planning and construction, 
and will add to the total cost. 

In any case, the principal interstate trunk routes must be built within each 
State before cross-connecting routes such as the Pendleton-Ellensburg section 
are programed. 

We respectfully petition the Subcommittee on Public Roads of the Senate 
Committee on Public Works to investigate this situation and make the neces- 
sary recommendations to the Defense Department and the Bureau of Public 
Roads and use your good office to influence the necessary correction of this 
matter. 

The attached inserts 1—A, B, C, and E are hereby made a part of this petition. 


RE THE NEW INTERSTATE HIGHWAY IDENTIFICATION NUMBERING 


The proposed marking of the new Interstate Highways as advanced by the 
American Association of State Highway officials has just recently come to the 
attention of the Portland Chamber of Commerce. 

The original Oregon Trail was beaten out over the vast prairies of Iowa 
and Nebraska and on West through the mountains by the rugged pioneers who 
settled this great Pacific Northwest country 100 years ago. The Oregon Trail has, 
over the past 30 years become widely advertised and identified throughout the 
North American Continent as “U. 8S. Highway 30—The Old Oregon Trail’; from 
Boston, Mass., to Astoria, Oreg., one of the most interesting and scenic highways 
of our time, and it still is the main artery of travel from the Atlantic coast to tide- 
waters on the Columbia River. 

Comes now this proposal to give this Old Oregon Trail route of the West 
a new designation “Interstate 80” from New York City to San Francisco, Calif. 
What has become of the beautiful city of Boston? It is moved over onto Inter- 
state 90 a new routing over the present United States Highway 10, U. S. 16, 
and U. 8. 30. 

The city of Portland has been removed from the East-West transcontinental 
system completely. They, of course, assure us that we will still have a con- 
nection onto the transcontinental system. This proposed marking will place 
us on Interstate 82 from Portland to a connection onto the Interstate Route 
13 north of Salt Lake City. 

This route No. 15 will be the interstate highway from Sweetgrass, Mont., at 
the Canadian border to Los Angeles, Calif. 

Certainly the great basin of the Columbia River with its natural terminus at 
tidewater is deserving of designation on highway maps of a direct transcontinen- 
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tal route. The numbering system should correctly designate a transcontinental 
highway as such and not lead one inspecting the map to assume that they are 
only local roads. 

The Portland Chamber of Commerce is deeply concerned about the likelihood 
of great confusion for a period of years during the shift from one numbering 
method to the other. We are concerned too, in the tremendous cost of the 
remapping and marking. 

In case this change in routings and markings were to take place, it will most 
assuredly bring an enormous loss to Oregon, and in particular to Portland as a 
seaport; a strategic, geographic, economic, and psychological depreciation. 

The Portland Chamber of Commerce petition your committee to investigate 
this matter to the end that such proposed marking be not adopted. 


RE LEWIS AND CLARK 


This route was first traversed by Lewis and Clark’s Expedition 150 years ago. 
This is a natural water grade route from Lolo Pass in the Bitterroot Range down 
the canyon of the Locksa River through tremendously rugged and scienically 
beautiful north central Idaho to Kooskia, and on down the Clearwater River to 
Lewiston, Idaho, and Clarkson, Wash. This route will, upon completion, open 
up an area enormously valuable in potential resources, timber, mining, agricul- 
ture, and manufacturing. It will open to tourist travel a new and shorter route 
to and from the Columbia River Gorge and the beaches of the Pacific coast. 

Our huge investment placed in the construction of this highway over the past 
40 years cannot be realized upon until it is opened to travel. There remains but 
a few miles of grading, bridges, and surfacing to complete this project. Some 
necessary widening, surfacing and reconstruction could proceed at the same time. 
The lack of funds being the only delaying factor. 

The foregoing statement is made in support of the Portland Chamber of 
Commerce presented to this committee by Marshal Dana, chairman of the 
recreation and natural resources committee of the Portland Chamber of 


Commerce. 

Senator Gore. The very affable gentleman, Mr. Conway, has ex- 
pressed great interest in this project. Mr. Ray Conway, would you 
come and testify ? 

Senator Neusercer. Mr. Chairman, while Mr. Conway is coming 
here, I think the record should indicate that the Oregon State Motor 
Association under Mr. Conway’s leadership has been, in my opinion, 
the foremost private organization in the State of Oregon, if not in 
the Nation, that has taken the leadership in arousing public opinion 
in favor of a comprehensive Interstate Highway System such as is 
provided for in the act that bears your name. 


STATEMENT OF T. RAY CONWAY, EXECUTIVE SECRETARY, OREGON 
STATE MOTOR ASSOCIATION, PORTLAND, OREG. 


Mr. Conway. Thank you, Senator. This may be a little out of 
order, Senator, but may I start my statement by asking a question? 

Senator Gore. Yes, indeed. 

Mr. Conway. Is this interstate bridge the only segment of 99 that 
is not included in the estimate for the Interstate Highway System? 

Senator Gore. I cannot answer you definitely, but it is the only in- 


stance of which I have been advised. Do you know of any other, 
Colonel ? 


Mr. Sneep. No, sir. 

Senator Nevusercer. Do you know of any other, Mr. Wolf? 

Mr. Wotr. No, sir. 

Senator Gore. The committee is not advised of any other instance. 

Mr. Conway. Then actually this 1 mile across the Columbia River 
straddling two States is the thing we are talking about in relation to 
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toll facilities and the only one that I know of, and that is the reason 
I was questioning the Senator in relation to it. 

Senator Neusercer. It is certainly the only one on U. S. 99, I am 
certain of that. 

Senator Gore. I know of no other. 

Mr. Conway. All right. Now, it has seemed to the Oregon Motor 
Association that this bridge which is, as Senator Neuberger pointed 
out, not only was paid for originally, operated as a toll bridge and 
paid for, but was paid for 21% times. The cost of the bridge. It 
was taken off reluctantly, as you have indicated; it was a source of 
revenue. 

Senator Gore. The Federal Government should not be blamed for 
that reluctance. 

Mr. Conway. The theme in which I make this statement, vehemence 
with which I make this statement, is not a charge, it is not bel- 
ligerence, it is merely the fact that I feel rather deeply, and the 
motor association feels rather deeply in relation to the cause and 
we led the fight to have tolls removed from this bridge in 1928, at 
which time the bridge had, after having been constructed as a toll 
bridge with the understanding that once paid for by tolls that the 
tolls would be taken off, they continued to charge, not the State, but 
the 2 counties continued to charge tolls until they had collected 214 
times the cost of this bridge. Then the bridge was taken over by 
the two States on a contractual basis. They contracted for it and 
paid a sum of money to the two counties. And at that time they con- 
tracted to operate it free of tolls. 

Now, the two States took the matter up and were relieved of that 
contractual obligation. I can’t tell you in what year, but it is approx- 
imately 2, 3 years ago. The bridge never had Federal-aid money on 
it because as a Federal-aid structure it could not have tolls on it, under 
the old Federal-aid system. 

Now, everybody seems to be of the opinion that this bridge should 
not have tolls on it. Both highway commissions, the two States, I 
think, have agreed that it should not have. I know the Oregon High- 
way Commission have filed a file of their proceedings in relation to 
this bridge with you and as a result I think that you will find that they 
as a commission have passed a resolution asking that a method be 
found by which the bridge would not have to be operated as a toll 
bridge. 

Now, it has seemed to the motor association that the bridge should 
never have been built with the idea of making it a toll bridge. We 
have felt that there was no question in 1956 as to the fact that the 
Gore bill or the Interstate Highway System Act of 1956 would be 
passed and made law, become law. The thing I think that has been 
gained by making this bridge a toll bridge is about a year, possibly a 
year, in construction. Now, for that year approximately it will cost 
the motorists of Oregon and Washington and whatever visitors we 
have using this bridge approximately $20 million. The motorists of 
these two States and the motorists of other States who use this bridge 
will contribute to the State or interregional highway funds and as part 
of that fund this bridge justifies its existence or its payment, the 
charges against it probably more than any other segment of highway 
in Oregon, Washington, or California. 
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It is truly, this bridge across the Columbia River, forms truly an 
interstate connection. 

Senator Gore. Mr. Conway, it would appear from what Senator 
Neuberger has told me, and from the testimony here today, that this is 
an example of prime justification for reimbursement. But how would 
you draw the line between reimbursement for this bridge and for one 
which was built 5 years ago? Would you deduct the amount of toll 
collections in the interim, or would you reimburse the States for the 
entire cost of any bridge meeting the specifications and let them profit 
from the tolls they had collected meanwhile? Where would you draw 
the line here? 

Mr. Conway. I would try to draw the line, Senator—I do not have 
the ability to advise you, but I try to draw the lines so that there 
would be no tolls collected and so that the bridge would take its place 
in the intent of the Gore bill, because of the fact that I think it belongs 
in this interregional system more so than any similar section of high- 
way in any one of the three States close to it. It is truly a definite 
link; it straddles the State line. 

I think this more than probably any toll road or toll tunnel or toll 
bridge that you have on the interregional system matches in and forms 
a part of your interregional defense system. This is not just a com- 
mon ordinary piece of toll road, Senator. This bridge is on almost an 
intercontinental highway. There are 1,455 miles from the Canadian 
border to the Mexican border and this is going to be the barrier that 
is going to be created there on this, I’d call it a main defense highway 
and a main-traveled highway, the main-traveled highway on the West 
Coast. 

I think this bridge is a different thing than the ordinary toll road. 
We don’t have many of them in the West to point out to you, like you 
have in the East. It is truly the thing that was envisaged when the 
Federal-Aid System was created back in 1921, and was admitted by 
the Highway Act of 1956, which was passed just 2 years ago. It is 
the main interregional Interstate Highway span, and it actually joins 
two States and it is a different thing, I think. 

I would like to see you provide some way of, if it can be provided, 
and I think you and Senator Neuberger are attempting that, too, so 
it could be considered differently than the regular blanket reimburse- 
ment program. 

Senator Nevsercer. Isn’t it possible, too, Mr. Conway, that if the 
Congress acted relatively soon on reimkursement before any tolls what- 
soever had been collected on the new bridge, no problem of deducting 
earlier tolls collections would be involved in the matter of reimburse- 
ment ? 

Mr. Conway. Well, Senator, I don’t know that, but I would think 
that that could be done, especially now that the bridge won’t be open 
until late 1959, as I understand it, and the bonds could be retired in 
1960. 

Senator Gore. Well, do you know whether the States applied for 
Federal aid in the construction of this bridge ? 

Mr. Conway. You mean in previous years? 

Senator Gore. Well, before. 

Mr. Conway. You mean the new bridge or the old bridge ? 

Senator Gore. The new bridge. 

20738—58——12 
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Mr. Conway. Well, I think Mr. Williams told you they had not. 

Senator Gore. Well, an act that was passed in 1927 provides that 
the Federal Government can give aid on a 50-50 moatehihg basis to 
the construction of a toll bridge if it serves the Federal highway pur- 
poses and needs. 

Mr. Conway. I was not aware of that. I thought that Federal 
aid, expenditure of Federal aid on a toll segment of highway or a 
bridge, you couldn’t get Federal-aid matching money. 

Senaor Gore. Well, what you state is true with respect to a high- 
way. Itis not true with respect toa toll bridge. If you wouldn’t mind 
having the act appear in the record in your testimony, I will ask that 
this be printed in the record at this point, the act of March 3, 1927, 
Public Law 773, 69th Congress. 

(The act referred to is as follows :) 


PuBLIC—No. 733—69TrH CONGRESS 
H. R. 16551 

AN ACT To permit the granting of Federal aid in respect to certain roads and bridges 

Be it enacted by the Senate and House of Representatives of the United States 
of America in Congress assembled, That notwithstanding any provision of the 
Act entitled “An Act to provide that the United States shall aid the States in 
the construction of rural post roads, and for other purposes,” approved July 11, 
1916, or of the Federal Highway Act, the Secretary of Agriculture may extend, on 
the same basis and in the same manner as in the construction of any free bridge, 
Federal aid under such Acts, in the construction of any toll bridge and ap- 
proaches thereto, by any State or States, or political subdivision or subdivisions 
thereof, upon the condition that such bridge is owned and operated by such State 
or States, or political subdivision or subdivisions thereof, and that all tolls re- 
ceived from the operation thereof, less the actual cost of operation and mainte- 
nance, are applied to the repayment to the State or States, or political sub- 
division or subdivisions thereof, of its or their part of the cost of construction 
of such bridge, and upon the further condition that when the amount contributed 
by such State or States, or political subdivision or subdivisions thereof, in the 
construction of such bridge shall have been repaid from the tolls, the collection 
of tolls for the use of such bridge shall thereafter cease, and the same shall be 
maintained and operated as a free bridge. 

Approved, March 3, 1927. 

Mr. Conway. I wasn’t aware of that. I think from what you have 
said, Senator, you are insympathy. Iam not going to read anything. 

Senator Gore. I assure you that I am in complete sympathy and I 
can see that this bridge has great utility value, and that if it is well 
under construction, and time has been gained. But what I am trying 
to illustrate is that I doubt if the Congress will want to treat this as 
an isolated example. We have the difficult problem of developing, 
formulating, and enacting a national policy which will apply with 
equal effect, and we hope equitable effect, to a bridge between Wash- 
ington and Oregon, and a bridge between Delaware and Maryland. 

Mr. Conway. And other States, all 48 of them. 

Senator Gorr. Yes. Yet the situations may not be the same. They 
may vary greatly, but we must try to measure with the same yardstick. 

Mr. Conway. Most of the arguments that I have presented here 
to you have to do with the fact that we don’t like tolls. You don’t 
like them. The method by which we are going to accomplish this—I 
don’t think you are going to find any argument with the realm of 
people who sit on this side of the table from you. I think it would 
be presuming for me to try to tell you how to do this because of the 
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fact that we are ignorant of the procedures and things with which you 
and Senator Neuberger are familiar. 

Senator Gore. Now , there is also the problem of finances. There is 
a very real and disturbing question as to whether the gas taxes will be 
insuflicient to finance the construction of the Interstate Highway Sys- 
tem, without reimbursement. If we include reimbursement, then we 
have a very large additional financial burden. Not only are there 
bridges, but there are toll roads to which I have already referred. 
Then there are tunnels, in New York City, for instance, enormously 
expensive undertakings that have been included in the Interstate Sys- 
tem. Where will we get the money to reimburse for all these 
problems? d 

Mr. Conway. I don’t know, sir; I can’t tell you that, but I can al- 
most tell you from previous experience that the money you are going 
to get is going to come from the motorists. 

Senator Gore. Well, so would the tolls. 

Mr. Conway. Let me ask you this: You recently added to the original 
system, first a thousand miles of highway, now you have added re- 
cently in Washington and a little in Oregon, what was it, 112 miles? 

Senator NEUBERGER. 132, I think. 

Mr. Conway. I don’t know what it was. You are going to have 
to figure out methods of financing that. Now, my understanding is 
this: that when you add mileage to a State you also add in to that 
State whatever the sum of money the estimate would be for the con- 
struction of that mileage. When you add mileage to the State you 
may require a great deal more. Isn’t that true ? 

Senator Gore. That is true, Mr. Conway, with respect to the 40,000 
miles which was originally provided in the Interstate System. It is 
not true with respect to the 1,000 additional miles which we last added. 

Mr. Conway. If you are successful in putting this bridge on High- 
way 99 on the interregional system and securing reimbursement for it, 
would it carry with it, when you add it to the system, would it carry 
with it financing? 

Senator Gore. I don’t believe I can answer you that right off. I 
don’t think it is quite as simple as yes and no. As I under stand it, it 
is already on the system. That is not the question involved here. 
The question is reimbursement for the cost of a facility that is already 
declared on the system. 

Mr. Conway. Was the estimate as to the cost of the bridge included ? 
Was the estimate as to the cost of the bridge included in the original 
sums of money placed to the credit of Oregon and Washington which 
were given ¢ 


Senator Gore. I would have to ask—Mr. Bugge, can you answer 
that question ¢ 

Mr. Busecr. The first 3 years of apportionments, Senator, were 
made on a formative basis and in the 1954 study, section 13 study, I 
would assume that the bridge—yes, I know it was, it was included 3 in 
the need study that was provided by the 1954 act, but, of course, now 
you have another need study which, “of course, it is not included in, but 
it is ineluded in the amounts necessary to reimburse the States of 
Washington and Oregon for the bridge. 

Senator Gore. Thank you, Mr. Bugee. 

Mr. Conway. Studies which we have made show this: that if this 
bridge is included in the original estimate, it would have cost the 
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two States, the motorists of the two States with their matching funds 
approximately a million and a quarter dollars. This bridge as a toll 
bridge will cost the motorists of the two States $20 million, a figure 
of about 18 to 1. Both of those States, motorists in both those States 
now are contributing their share daily to this highway fund, this 
national highway fund, for the reimbursements on this interregional 
system. 

The way this bridge is being built with its toll plaza is costing an 
iain seamaai of money for that toll plaza. What it is I don’t 
know. We have estimated it at approximately a third of a million 
dollars, unnecessary on a free bridge. 

The interest money, the cost of it, it is going to cost about $3% 
million to operate. The personnel and the toll collection facilities for 
a period of about 10 years, all because of the fact that tolls are 
collected. 

The interest on the amount of money that is being borrowed on 
bonds, The motorist is not only going to pay back now the amount 
of bonds, the building of this bridge, but it is going to carry these 
secondary and supplemental charges. 

The total amount is about $20 million, about $8 million more than 
the actual cost of reconstruction of the original bridge and the 
building of a new bridge which I understand is going to be about $12 
million. 

All of our crossings, Senator, that has already been paid for insofar 
as the first bridge is concerned, the old bridge is concerned, two and a 
halftimes. We think it isa special thing. I cannot tell you how to get 
it into a category of special attention, but in the minds of the motorists 
of the Northwest, this is a special "incident and it requires special 
attention. If you can do it, we would appreciate it. 

I realize that we have taken in this hearing of your very sym- 
pathetic attention, too much time already and, yes, I think we have, 
because I think we have gone beyond the 10 o'clock period, and I 
thank you, Senator Neuberger, and you, gentlemen, for your atten- 
tion and sympathetic consideration. 

Senator Gore. Well, the hearing is called primarily on the forest 
highways, but notice has been given that any problem relating to the 
highw ay program would be a proper subject. for consider ation and 
anyone ‘desiring to testify would be given a reasonable time in which 
todo so. The committee thanks you very much, Mr. Conway. 

Senator Neupercer. Mr. Chairman, I would just like to ask one 
question of you while Mr. Conway is here because you raised the 
question of some of the other toll facilities on the Interstate System 
such as the tunnels in New York City and toll roads that have been 
in existence and on which a substantial amount of money already has 
been collected. This is the question I would like to pose to you: 
Would it make a difference in your mind that on this new interstate 
bridge on U. S. 99 as yet no tolls whatsoever have been collected ? 
In other words, it might be possible for Congress to work out reim- 
bursement before the two States had collected any funds. Therefore, 
one of the questions you pose would not be invo Seed. that of seeking 
from the States or the localities a return of a certain amount of money 
that had been collected with respect to amortizing the construction. 

This bridge is under construction today. Tolls have been author- 
ized. It is being constructed physically as a toll bridge. But if a 
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reimbursement were worked out in a reasonable length of time, it would 
be possible for the bridge to be operated toll free and there would 
not be included in this additional problem that you have mentioned 
that the States would already have collected tolls on a facility for 
which they would seek reimbursement. Might that not make a pos- 
sible difference in this new facility presently under construction ? 

Senator Gore, It seems to me there is a difference in this case. The 
two States involved demonstrated, it seems to me, good faith in sub- 
mitting the plans to the Depar tment of Commerce and the Bureau of 
Roads for approval with respect to standards of the new Interstate 
System and making whatever adjustments were necessary in order to 
comply therewith. 

Mr. Conway. That is another thing that matches right in with what 
the Senator has said, Senator Gore. That is this: My understanding 
is that no construction would have taken place until after the passage 
of this act, which means that the two States of Oregon and Washing- 
ton, now in an attempt to furnish a fine facility for the motorists of the 
country, would be penalized now for furnishing that or taking initia- 
tive in furnishing it, no construction having taken place until after 
your bill had been accepted as law unless there wag. It seemed to me 
that would put it in a different category than the toll reimbursement 
you would be called upon to make for facilities that have had tolls 
collected on them that have been constructed 4, 5, 10, 15, 20 years ago. 

Senator Gore. Well, I don’t want to penalize anyone or criticize 
anyone. I may say that the States of Oregon and Washington were 

taking a long chance on reimbursement by proceeding. 

IT am genuinely sympathetic with the situation. I do not say this 
critics ally at all, but they were taking a chance. 

Mr. Conway. I think we all realize that. We are now coming be- 
fore you as penitents. Be merciful with us. 

Senator Gore. Don’t put me in that light. 

Mr. Conway. Thank you very much. 

(The prepared statement of T. Ray Conway is as follows :) 


STATEMENT OF THE OREGON STATE MOTOR ASSOCIATION OPPOSING TOLL COLLECTIONS 
ON INTERSTATE BRIDGE 


The interstate bridge crossing the Columbia River between Portland, Oreg., 
and Vancouver, Wash., is an integral part both of the Federal-aid and the Na- 
tional System of Interstate Highways. As the only river crossing within 40 
miles east or west, the bridge is a vital link in the national highway network and 
meets in every way the objectives and purposes for which the Federal-aid and 
Interstate Highway Systems were created and financed. 

The Oregon State Motor Association believes the present interstate bridge 
improvement project belongs in the national highway improvement program now 
progressing under the terms of the Federal Highway Act of 1956. 

The exclusion of this project from the national improvement program imposes 
a severe financial burden on the motorists of the two States of Oregon and Wash- 
ington. 

Under the present proposal of financing the cost of the construction of the new 
bridge and the revision of the existing bridge with bonds to be paid off from toll 
revenue, the users of these structures would be required to pay 100 percent of the 
costs of construction plus the additional charges necessitated by the cost of add- 
ing toll plazas, the administration and maintenance of the toll-collection facilities, 
plus the interest charges on the bonds. 
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These charges are approximately as follows: 


Cost of construction of new bridge and revision of the old__________ $12, 200, 173 
Estimated cost of construction of toll plazas.___.__.__._____________ 250, 000 
Estimated cost of maintenance and operation of toll collection facil- 

SUaue Uo md se, Fee ER Eee Due 3, 780, 000 


Estimated interest charges on bond retirement 


Total cost to motorists under present toll program__________ 20, 230, 173 

Inasmuch as this project logically belongs in the national highway improve- 
ment program, the motorists of these two States would have paid only approxi- 
mately 10 percent of the construction costs had the project been included from 
the start as an interstate improvement program. In that event, the motorists of 
Oregon and Washingon would have paid approximately $1,220,017 as their 10 
percent of the construction costs. 

The motor association respectfully reminds the committee that the motorists 
of this area are now contributing toward the cost of the interstate improvement 
program in the form of the new automotive taxes imposed under the Federal 
Highway Act of 1956 for the purpose of financing just such projects as this. 
Thus, the motorists of Oregon and Washington are paying their share of the 
national program. 

However, under the present toll program, they must pay in addition to this 
share the total cost of the interstate bridge improvement project, including con- 
struction costs and the additional charges made necessary by the construction, 
maintenance, and operation of the toll-collection facilities, plus the interest on the 
bonds issued to finance the project. 

The motor association believes this is manifestly unfair and that the toll plan 
should not be put into effect. 

As a matter of principle, the motor association is opposed to transferring free 
roads into toll roads and it believes the national system of Federal-aid highways 
and the National System of Interstate Highways should be toll free. 

The only justification for toll facilities is the demonstrated fact that there is no 
way the project can be financed out of current or contemplated taxes. 

The motor association points out that when the interstate bridge project was 
first approached in 1953, current taxes were not adequate for the work. However, 
by the end of 1955 there was reason to believe that the project could have been 
financed out of contemplated taxes proposed under the Federal-highway plan 
then before Congress. 

The interstate bridge has been a free facility since the States of Oregon and 
Washington officially took over the structure under an agreement with the two 
counties Multnomah, of Oregon, and Clark, of Washington. Under the terms of 
that agreement, effective December 31, 1928, the States agreed that “the said 
bridge shall be operated without the imposition of tolls from pedestrians, horse- 
drawn vehicles, or privately owned motor vehicles henceforth.” 

Despite the legal removal of this barrier—on technical ground—the motor as- 
sociation holds that the agreement constitutes a moral obligation for the States 
to continue this facility as a toll-free crossing. 

Imposition of tolls on the interstate bridge would present a barrier of cost and 
inconvenience to interstate travel. It would be the only such barrier on this 
vital national defense highway route from Canada to Mexico. 

In view of these facts, the Oregon State Motor Association strongly opposes 
the continuance of the toll program and respectfully urges the Congress of the 
United States to enact legislation placing the bridge project under the Federal 
Highway Act of 1956, to be financed out of the special automotive taxes imposed 
for this purpose. 

Respectfully submitted. 

OREGON STATE Motor ASSOCIATION, 
T. Ray Conway, Secretary. 
PORTLAND, OREG. 


Senator Gore. Thank you very much. The Chair has been advised 
that another witness would like to make a brief statement with 


respect to the bridge. Mrs. Hansen. T have her name included on 
the list. 
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STATEMENT OF MRS. JULIA BUTLER HANSEN, CHAIRMAN OF THE 
HIGHWAY POLICY COMMITTEE OF 11 WESTERN STATES 


Mrs. Hansen. I am Mrs. Hansen, chairman of the Washington 
State Highway Fact Finding Committee, the interim committee 
on highways. Also chairman of the house highways committee of 
the house of represeiitatives, and also chairman of the 11 Western 
States Highway Policy Committee. 

I have for your information a complete file on the entire program 
of this bridge from the time of its inception and this was prepared 
for me at the request of the Washington State Highway Commis- 
sion and the director of highways, Mr. Bugge. 

Also included for your information is a letter written to Senator 
Magnuson and Senator Jackson of my own State relative to the tolls 
on this bridge, to the removal, and also for your information, to 
know why Washington needs assistance, is a complete recapitulation 
of our revenue sources in the State of Washington. 

I am going to be very brief because I also am chairman of a hearing 
on Friday in Seattle and I know how exasperating it is if people 
take too long. 

I want to point out first that the State of Washington has probably 
done more financially to assist itself than any other State on the 
west coast or perhaps in the United States. Since 1949 we have in- 
creased our highway revenues. We increased our gasoline tax from 
5 to 614 cents. We would have gone to 7 but the State of Oregon, who 
had agreed to go to 614, w ouldn’ t, so it is very difficult to impose an 
additional revenue on a bordering State, that is the Vancouver resi- 
dents, the Vancouver business would lose by our imposition of exces- 
sive revenues. 

We have also increased vehicle gross weights and vehicle licensing 
since 1949. We have expended on Highway 99 in bond funds alone 
$131,250,000. We have also spent on Snoqualmie Pass, U. S. 10, 
$9,250,000; in addition to that we spent money for the Pasco Bridge. 
That is not in the present Federal program I do not believe. 

I want you to remember this, also: The 1953 and 1955 legislative 
sessions in the State of Washington, being 60-day affairs, were com- 
pleted before we realized or knew that a “Federal highway program 
would be passed. We left the legislation, acted in good faith to 
assist the people of this area, because I want to point out that the 
difficulty when you have toll projects and our State uses a lot of toll 
projects, but the difficulty inherent in toll projects is that you can 
only have a toll project on a high-traffic facility, and in 1955 the 
revenues of the State of W ashington could not be extended to include 
this bridge, nor at that time were they able to include the Seattle- 
Tacoma and Everett programs, so at that time we even contemplated 
a toll road then and passed the enabling legislation in our State. 

It was the State of Washington’s desire to assist the people to 
overcome these traffic difficulties before traffic was bottled up in such 
a manner that the cost was too much to settle it and untangle the 
trouble. 

Washington has moved consistently, but we do feel in this area 
where this particular bridge is located—I want you to realize there 
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are 9 crossings of the Columbia River and this 1 crossing exceeds the 
total of traffic flow—exceeds the total of all other crossings. 

I myself live on the lower Columbia River. We use the Vancouver 
Bridge. We also use other crossings, but the traffic on this bridge is 
the main artery of traffic. 

This is a metropolitan area. It is a peculiar crossing on the Colum- 
bia River. The traffic counts for just 2 hours a day will exceed the 
traffic counts for many, many hundreds of miles on the Interstate 
System in the entire 11 Western States. There are sections of highway 
in the West that will be built where the traffic will not even equal the 
traffic betwee 1 the hours of 7 and 9 here and between 4 and 6. 

We know ‘our problems: we realize it, Senator Gore, because we 
have the difbculties statewide. but we also do realize that this is a 
peculiar problem in the toll field and that Washington would not have 
moved into the toll revenue field had it not been for the necessity of 
finding funds and for the problem that the legislature had to solve, 
and that was securing the traffic facilities to handle this volume in 
this area and also in the other metropolitan areas. 

We have great difficulty in our problem to keep up with the traffic 
and with the building of the State, because ours is the—I think you 
will find in the Wilbur Smith report here on the traffic volumes, this 
is the heaviest growing area in the Northwest, this particular Portland- 
Vancouver area, because it has a large hinterland. 

I will leave my statements with you and you are welcome to them. 

Senator Gore. Thank you for your testimony. 

Senator Neusercer. No questions; thank you. 

(The statements referred to are as follows :) 


OUTLINE OF STATEMENT OF Mrs. JULIA BUTLER HANSEN, CHAIRMAN OF THE HIGH- 
WAY PoLicy COMMITTEE OF ELEVEN WESTERN STATES, A BRANCH OF THE STATE 
CoUNCIL OF GOVERNMENTS AND CHAIRMAN OF THE WASHINGTON STATE JOINT 

Fact-FINDING COMMITTEE ON HIGHWAYS, STREETS AND BRIDGES 


1. History of legislative act 


(a) Memorial to Congress, House Joint Memorial No. 13. Introduced in 
1955 urged Congress to enact the Federal highway program without delay 
and recommended that credit should be given to the several States for the 
cost of existing or proposed bond or toll road programs. 

(b) Western Interstate Committee meeting in San Francisco in May 1955 
at request of California’s Congressman Dickey, regarding this toll program: 

How much reimbursement there would be to States which were par- 
ticipating and building on their own under bond programs. 


2. Federal assistance 


We have tried getting assistance through Federal support, and now recog- 
nize it requires an act of Congress. 


3. Economy of area 

The economy of the area of Portland-Vancouver is of such peculiar nature 
because of interplay of working people that tolls would be a great hardship. 
4. Tolls will slow down traffic 

Collection of tolls would slow down traffic considerably and decrease effi- 
ciency of the bridge. 
5. Increased gas tares hurt boundary areas 

State revenues are always limited in areas bordering on neighboring States. 
The area wanting assistance in the bridge program would be the one most hurt 


by an increase in the gas tax if our State had to get the revenue in that manner 
rather than by tolls. 
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6. Washington’s highway program to date 

Our State has done a great deal to help itself highwaywise, but we think it 
should not be penalized any further in its attempts. 

Following is information relative to our bond program since 1951 on highways 
U. 8. 99 and U. 8. 10: 


Highway 90 motor-veniqie b@nmeoW.- oo. o $131, 250, 000 
Toll-bridge authority revenue bonds 


Cee ee ee an 14, 500, 000 
ieee Ss ka es dates sede ema een 145, 750, 000 
Snoqualmie, U. 8. 10 motor-vehicle bonds___-__-_-------_----~--- 9, 250, 000 
TR ce 2 8 2 ao ee ey niet een a ee 155, 000, 000 
Total bonds authorized and issued on Pasco bridge____.______---_- 6, 500, 000 


We have already met a great portion of our interstate needs, and our inter- 
state moneys needed for matching funds are inadequate. 


TABLE 1.—The State’s share of total estimated income and distribution of in- 
come—April 1, 1955—June 30, 1969 (14 years and 3 months) 


ESTIMATED REVENUE 


I. From State sources: 


(a) ibeben tel ews co a ea 2h... oe $533, 832, 000 

(b) Motor vehicle license fees and allied receipts______ 266, 229, 000 

Re er Toran a es asleep 6, 780, 000 

ee eS peat ee halt ea a eae 806, 841, 000 

II. From Federal-aid apportionments : 

a 504, 198, 000 

nn le ess 92, 543, 000 

i 31, 220, 000 

aa i aa ia ce 46, 162, 000 

te le tal 674, 123, 000 

III. SO i el 1. 480, 964, 000 


DISTRIBUTION OF REVENUE 


I. To other State agencies: 


Tee Ne ae aa $67, 860, 000 
a i ce 33, 161, 000 
II. To department of highways for: 


(6) Diembemenee. osc. bee ie el etd 197, 146, 000 
(}) siemeaneh and: pidening.t . cooks ceciisen iin 2, 116, 000 
(c) Narrows Bridge operations._..............-_..... 2, 564, 000 
(2, Bame eine Gemiiosen cso ia ek ee 85, 000, 000 
(e) State Historical Road No. 1... ~....---.... + -- 355, 000 
(2): Gashtek: ea 2s Sastre et bus Seite ck 7, 874, 000 
(and Ati einetintiies bok its ad 3d ea atid incl 81, 260, 000 
(h.): Gameimetiomt.. 5 wis, enc citden sews ads ee cian 1, 003, 628, 000 

Deteh: 5: emtichl: satin ieenesetiituus tans lied died 1, 480, 964, 000 


Notre.—Revenue for item I does not include bond issues authorized by the 1957 legislature 


($75,000,000 and $3,000,000) but not issued nor the remainder of prior issues authorized 
but not issued. 
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TABLE 2.—State construction needs versus available revenue—April 1, 1955-June 
30, 1969 (14 years and 3 months) 





I. Hstimated construction needs.____.____-_____-__-_ $1, 478, 418, 000 

II. Revenue available: STS Se 
(a) From State sources, to match Federal aid (inter- 

amen aee  ah S aa PR ta RRR E e a 50, 419, 800 

(6) From State sources, to match other Federal aid___ 146, 862, SOO 

(c) Remainder available for other State projects _____ 132, 222, 400 

329, 505, 000 

(d@) Federal-aid apportionments_____________________ 674, 123, 000 

Total item II (total available) _..._-___________ 1, 003, 628, 000 


















III. Estimated deficiency (item I less II) .-.__-___________-__- 474, 790, 000 


COMMENTS.—Assuming the State would first match Federal-aid projects, it would have 
sufficient revenue (item II) to do so but would fall far short of revenue required to meet 
total needs. 

It would require an additional 3.2-cent tax per gallon on motor fuel for the years 1957 
through 1969 or a 3.7-cent tax per gallon for years 1959 through 1969 to meet the $474,- 
790,000 deficiency given for item III. 





WASHINGTON 







































STATE HIGHWAY COMMISSION, 
DEPARTMENT OF HIGHWAYS, 
Olympia, December 6, 1957. 
Re Vancouver-Portland Interstate Toll Bridge. 
Mrs. JuLIA BUTLER HANSEN, 
State Representative, Cathlamet, Wash. 


DeAR Mrs. HANSEN: Mr. Bugge has requested that I furnish you certain infor- 
mation and historical data with respect to the Vancouver-Portland Interstate Toll 
Bridge. 

The State Highway Commissions of Washington and Oregon recommended to 
their respective legislative bodies the enactment of statutes which, in conjunc- 
tion with other statutory powers and authorities, granted to the Washingon Toll 
Bridge Authority and the State highway commissions of each State the required 
and necessary legislative authority for the construction of the proposed new 
interstate bridge, including approaches, and the alteration or reconstruction of 
the existing interstate bridge and the maintenance and operation of both struc- 
tures and authorized the imposition and collection of tolls for the use of both 
bridges, and granted legislative authority for the Washington Toll Bridge Author- 
ity and the State Highway Commissions of Oregon and Washington to enter into 
such agreements as to accomplish the financing and construction of the project. 
The legislative authority was enacted by the Oregon State Legislature by chapter 
389, Oregon Laws of 1953, and by the Washington Legislature by chapter 132, 
Laws of 1953, amended by chapter 152, Laws of 1955. 

In accordance with the existing statutes, the Washington Toll Bridge Authority 
and the State Highway Commissions of Oregon and Washington entered into an 
amended agreement on April 27, 1955, to accomplish the construction, main- 
tenance, and operation of a second interstate bridge, including approaches, adja- 
cent to the existing structure, and to reconstruct the existing interstate bridge. 
The two States had determined that the most economical and feasible method of 
financing the construction of the new structure and the reconstruction of the 
existing bridge was through the sale of bonds to be retired through the collec- 
tion of tolls on both facilities ;: and likewise, obtain reimbursement from the Fed- 
eral Government under the Truman-Hobbs Act for a certain portion of costs 
incurred in the reconstruction of the existing structure. A copy of the agreement 
date April 27, 1955, is attached. 

It was provided that the State Highway Commission of the State of Oregon 
would be responsible for the design, preparation of plans, and call for bids on 
the construction of the structures and the supervision during construction, and 
that the Washington Toll Bridge Authority would be responsible for the issuance 
of bonds to accomplish the financing and the operation of the facilities as a toll 
project. The Washington State Highway Commission was to be ! esponsible for 
the construction of the northerly approaches to the new structv ce, which was 
to include costs and expenses upon contracts which had been previously awarded 
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in connection with the Vancouver Freeway construction and the Washington 
State Highway Commisison would be reimbursed by the authority from sale of 
bonds for such expense except that reimbursement for such costs would not be 
in excess of the total costs and expenses incurred by the State of Oregon in the 
construction of the southerly approaches to the new bridge. 

The authority was required to retain a nationally recognized firm of traffic 
engineers to prepare the necessary traffic engineer’s report in order to proceed 
with the sale of bonds and as a result, the Washington Toll Bridge Authority 
retained the firm of Wilbur Smith & Associates to prepare the subject report 
which was submitted under date of December 31, 1955. The authority then 
proceeded to do the things necessary to accomplish the sale of revenue bonds 
and based upon the engineer’s estimates of Oregon and Washington, a bond issue 
in the amount of $14,500,000 was authorized. The bonds were to be sold on the 
basis of 2 issues, the first issue in the amount of $9,300,000 and the second issue 
in the amount of $5,200,000. The purpose of the first issue was to satisfy con- 
struction and incidental costs in connection with the new interstate bridge and 
the second bond issue of $5,200,000 was to satisfy the reconstruction costs of the 
existing structure and its incidental costs. The $9,300,000 of bonds was sold by 
the authority after the bonds had been duly advertised for public sale to a bond 
syndicate headed by the Union Securities Corp. of New York, which bonds were 
sold at a coupon price of 34 percent on serial bonds nos. 1 to 4,650, inclusive, 
and 3.2 percent on term bonds nos. 4,651 to 9,300, inclusive. 

In connection with Federal participation to defray costs of reconstruction of 
the existing interstate bridge, the States were advised by letter dated December 1, 
1955, from the Corps of Engineers, United States Army, office of the district engi- 
neer at Portland that the subject office was in receipt of a determination by the 
Secretary of the Army that the existing interstate bridge is unreasonably ob- 
structive to navigation and should be altered to correspond with approved plans of 
the new parallel bridge. The subject letter also advised that approval had been 
granted for acceptance of the offer by the Washington State Department of High- 
ways and the Oregon State Highway Department to contribute 50 percent of the 
costs of such alteration exclusive of salvage and expired service-life values. 
The letter further requested that the respective States execute formal assurance 
thta the departments would contribute 50 percent of the total cost to be ap- 
porioned. 

As a result of the request from the Corps of Engineers, the Washington State 
Highway Commission at its meeting of December 21, 1955, adopted its Resolution 
No. 317, giving assurance to the Corps of Engineers that it would participate in 
paying all of the costs of altering or reconstructing the existing interstate bridge 
that might be apporptioned under the Truman-Hobbs Act, providing said ap- 
portionment does not exceed 50 percent of the total cost of alteration or recon- 
struction, exclusive of salvage and expired service life value, and with Oregon and 
Washington’s participation to be derived from the sale of bonds. 

Likewise, the Washington Toll Bridge Authority adopted its Resolution No. 
307 at its meeting of December 20, 1955, on the same basis and the Oregon State 
Highway Commission adopted its Resolution No. 174 on the same basis under 
date of December 19, 1955. 

Up to the present time, however, there has been no congressional appropriation 
made under the Truman-Hobbs Act to satisfy the Federal Government’s partici- 
pation in the reconstruction program. 

Under date of October 2, 1956, a letter was submitted to Mr. F. E. Andrews, 
division engineer of the Bureau of Public Roads, signed jointly by the Oregon 
State Highway Commission, the Washington State Highway Commission, and 
the Washington Toll Bridge Authority, requesting consideration that the inter- 
state bridge project be financed under the Federal-Aid Highway Act of 1956. A 
copy of the subject letter is attached hereto. 

Under date of November 23, 1956, a telegram from Mr. Curtiss, Commissioner 
of Public Roads, to Mr. Andrews advised that it would be inadvisable to make 
adjustments in the contract and financial provisions to allow payment as an inter- 
state project under the terms of the 1956 act. 

Under date of July 9, 1957, this matter was again presented to Mr. Baird M. 
French, regional engineer of the Bureau of Public Roads, requesting considera- 
tion for the project to be included in the interstate program and in the event 
that the Bureau had not altered its thinking with respect to their first advice, 
requesting the Bureau to give consideration to placing under Federal aid the 
work on the structure not yet under contract so that the period in which tolls 
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must be imposed would be materially reduced. The subject letter was submitted 
jointly by the Oregon State Highway Commission, the Washington State Highway 
Commission, and the Washington Toll Bridge Authority. 

Under date of September 16, 1957, a letter was directed to Mr. W. C. Williams, 
chief engineer of the Oregon State Highway Department, from Mr. Baird M. 
French, advising that the Bureau has not altered its thinking and reaffirms the 
position that the Bureau had expressed in its telegram of November 23, 1956, 
and further, with respect to the alternate proposal in the matter of Federal 
participation for that portion of the project not presently under contract, that 
Federal funds should not be approved for participation in the cost of the work 
pes ee be let for contract. A copy of the letter of September 16, 1957, is attached 

ereto, 

It is quite apparent that the only consideration that can be extended to the 
Vancouver-Portland Interstate Toll Bridge project would be by act of Congress 
as specifically provided in section 114 of the Federal-Aid Highway Act of 1956. 


For your further information on this matter, I quote herewith section 114 of 
the subject act: 


“SEC. 114. DETERMINATION OF POLICY WITH RESPECT TO REIM- 
BURSEMENT FOR CERTAIN HIGHWAYS. 


“It is hereby declared to be the intent and policy of the Congress to determine 
whether or not the Federal Government should equitably reimburse any State 
for a portion of a highway which is on the Interstate System, whether toll 
or free, the construction of which has been completed subsequent to August 2, 
1947, or which is either in actual use or under construction by contract, for 
completion, awarded not later than June 30, 1957: Provided, That such highway 
meets, the standards required by this title for the Interstate System. The time, 
method and amounts of such reimbursement, if any, shall be determined by 
the Congress following a study which the Secretary of Commerce is hereby 
authorized and directed to conduct, in cooperation with the State highway 
departments, and other agencies as may be required, to determine which high- 
ways in the Interstate System measure up to the standards required by this 
title, including all related factors of cost, depreciation, participation of Federal 
funds, and any other items relevant thereto. A complete report of the results 
of such study shall be submitted to the Congress within ten days subsequent 
to January 2, 1958.” 

I understand that you likewise were interested in the traffic data developed 
on the subject facility as well as the toll schedule adopted by the authority. 
For further information in this regard I am transmitting herewith a copy of 
the feasibility report prepared by Wilbur Smith & Associates, which sets forth 
extensive traffic information and also embodies the toll schedule for the facility. 
Likewise for your further information and files, I am transmitting herewith a 
copy of the governing bond resolution authorizing the issuance of the bonds 
to finance the subject facility together with attachments to the resolution. If 
further information or data is required on this matter, please advise and we 
will be most happy to comply with the request. 

Kindest personal regards, 

Yours very truly, 
WASHINGTON Totti. BRIDGE AUTHORITY, 
By D. B. Henees, Executive Secretary. 






OcTOBER 24, 1957. 
Senator WARREN G. MAGNUSON, 


Washington, D. C. 


DeaR SENATOR MaGNuson: Today I received a resolution signed by the 
council of the City of Vancouver, asking for the members of our congressional 
delegations of Washington and Oregon and the Secretary of Commerce to 
prepare and cause to be introduced legislation clarifying the provisions of 
the Federal Highway and Highway Revenue Acts of 1956 for the purpose of 
having that portion of the Interstate Highway System known as the Portland- 
Vancouver Interstate Bridge continued to be operated as a toll-free bridge, and 
that the costs of improving navigation on the Columbia River and improving 
the existing highway be borne and paid out of funds provided by the Congress 
from gas taxes and other revenues for the Interstate Highway System. 
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May I urge that you and Senator Jackson sponsor this in the Senate dur- 
ing the forthcoming session of Congress. If the Washington State interim 
committee can be of any assistance in any way whatsoever, please let me know. 

As you know, the legislature authorized this toll bridge in 1955, a year prior 
to the passage of the Federal Highway Act. I have never been able to under- 
stand why Governor Langlie’s toll-bridge authorities enrolled the bonds within 
3 months of the Presidential signature of the 1956 Federal Highway and 
Highway Revenue Act, but it seems stupidly unnecessary for the people of this 
area to be penalized with tolls when the bridge is an integral part of the 
Federal Interstate System and bears such a large portion of traffic. At the 
time that the bill passed the legislature in 1955, the house of representatives of 
our State had presented a memorial to Congress urging a Federal highway 
bill. This memorial was killed in the Republican Senate. As you know, the 
Federal program at that time did not look too firm for passage nor was anyone 
sure of the extent to which there would be reimbursement for toll bridges. 
Therefore, I feel that the legislature did the only thing they could in authorizing 
the work to proceed in planning, design, etc., so that there would be no time 
stoppage on this most necessary project. 

Thanks very much for your usual effort and capable service. With my 
kindest personal regards I am, 

Yours very sincerely, 
JULIA BUTLER HANSEN, 


Chairman, Joint Fact-Finding Committee on Highways, Streets, and 
Bridges. 


WASHINGTON Totti BrinpcGeE AUTHORITY, 
Olympia, Wash., March 23, 1956. 
Re Vancouver-Portland Interstate Toll Bridge Facility Revenue Bonds. 
To Whom It May Concern: 


In response to certain questions that have been raised in connection with 
the forthcoming offering of the Washington Toll Bridge Authority Vancouver- 
Portland interstate toll bridge revenue bonds, I wish to set forth the following 
detail for your information and guidance. 

Contract bids have been received for the construction of the new interstate 
bridge between Vancouver, Wash., and Portiand, Oreg., and the Oregon Slough 
Bridge. Bids were opened on March 1, 1956. A total of 5 bids was received, 
with the low bid being submitted by Guy F. Atkinson Co., of San Francisco, 
Calif., in the amount of $6,681,940. The low bid of Guy F. Atkinson Co., as 
above referred, was approximately 5 percent in excess of the engineer's esti- 
mate. The award of contract carries a 90-day award provision and is con- 
tingent upon the successful sale of the bond issue. The contract has been 
approved and can be awarded immediately upon the sale of the bonds. The 
estimated time for completion of the new bridge is August 31, 1958. It is esti- 
mated that the second issue of bonds will be offered approximately November 1, 
1957, and that contract for the reconstruction of the existing bridge can then 
be awarded approximately January 1, 1958, and that all construction will be 
completed by December 31, 1959, with collection of tolls to be instigated as of 
January 1, 1960. 

The States of Oregon and Washington have received a permit from the 
Corps of Ingineers, United States Army, for the building of the new bridge 
as well as alteration of the existing bridge. We have also received from the 
Secretary of the Army a resolution to the States of Oregon and Washington 
that the Army has approved making alterations to the existing bridge con- 
sistent with the Truman-Hobbs Act, dated June 21, 1940, which provides that 
the United States will reimburse the States of Oregon and Washington in the 
amount of 50 percent of the total cost of altering the existing bridge. 

The question has also been raised as to the ability to levy tolls in the event 
that the new bridge was constructed and for some unforeseen reason, the recon- 
struction of the existing bridge could not be accomplished, and you may be 
advised that the statute is permissive to allow the establishment and collec- 
tion of tolls on both facilities or either bridge. 

In the matter of competition, you may be advised that the general statute 
provides that as long as any bonds issued for the construction of a toll bridge 
ure outstanding and unpaid, there shall be erected, constructed, or maintained 
any other bridge or crossing over or under the waters over which the bridge 
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is located, connecting or joining directly or indirectly the land or extension 
thereof or abutment thereon on both sides of the water spanned by the subject 
toll bridge within 10 miles from either side of the bridge. 

In furtherance of the reference to the contract between the two States 
regarding the construction, operation, and maintenance of the bridges as re- 
ferred to within the bond resolution, I am attaching hereto reproduced copy 
of the subject contract between the States of Oregon and Washington. 

With regard to the matter of the second block of bonds to subsequently be 
issued for the reconstruction of the existing bridge and other items, it is 
anticipated that the subject bonds will be offered by the authority approxi- 
mately November of 1957. You may be advised that no schedule of maturities 
has been set at this time for these bonds as it is our position that changing 
market conditions and other related items could well have a marked effect 
upon the offering and it would not seem proper that the authority should 
attempt te establish maturities and types at this time. It is the present plan 
that the maximum maturities of the second issue will not extend beyond 1971. 
The estimated allocation of funds derived from sale of the initial bonds of 
$9,300,000 is as follows: 


South approach (Oregon)_-----~- $1, 938, 394. 50 
Main river crossing__ 2 __ 6, 188, 268. 54 
Financing costs_______-_ 85. 000, 00 
Insurance______ eens : : 140, 000. 00 
Interest__ : __ 1,081, 457. 26 


May I direct your attention to the fact that contractors’ bids have been 
received for items 1 and 2 and that the above referred figures include 10 percent 
for engineering and contingencies. The estimated allocation of funds for the 
second issue of bonds in the amount of $5,200,000 is as follows: 


Remodel existing bridge__ $2, 386, 125. 00 
Toll plaza and equipment a 250, 000, 00 
North approach (Washington) . 1, 988, 394. 50 
Operating fund_____- i a 10, 000. 00 
EE a ee ee a rete pice! 366, 761. 56 


Very truly yours, 


D. B. Hepoes, Secretary. 


FOREST HIGHWAYS AND SENATE BILL 1136 ON FOREST DEVELOPMENT ROADS 
AND TRAILS INCLUDING TIMBER ACCESS ROADS 


Senator Gore. Thank you very much. Are there other witnesses 
who want to testify with respect to the interstate bridge? If not we 
will then proceed to a different matter in the hearing. 

The Chair would like to observe that, since the announcement of 
these hearings on forest roads in the Northwest, an action has been 
taken in Washington which is prejudicial to the interest of the State 
of Oregon. This action was taken without advice to or consultation 
with the public roads subcommittee and insofar as I am advised, 
without advice to or even consultation with the State of Oregon and 
other States involved. I refer to the change in the formula for the 
distribution of forest roads funds. 

Likewise, I would like to point out, Senator Neuberger, that the al- 
location of additional mileage to the Interstate System, to which 
reference has already been made, was taken in many instances without 
even consulting with the highway departments or the governors of 
the States involved. 

Neither of these acts constitutes what, in my opinion, is proper 
cooperation between the Federal Government and the State govern- 
ments. It demonstrates all too clearly a growing tendency in the high- 
way field to have the program run from the banks of the Potomac. 
This, in my opinion, is a trend away from government by the people, 
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for the people, and of the people, and it is certainly contrary to the 
congressional intent as I understand it. 

As you recall, Senator Neuberger, we wrote into the bill a require- 
ment that the Interstate System be developed with equal consideration 
given to the national interest and the local interest. 

Senator Neusercer. Mr. Chairman, I am very pleased to have you 
take that position on these particular questions. I concur with you 
in feeling that never have two actions affecting roads been taken with 
so little contact at the grassroots, at least as I have observed it in 
this region. 

Immediately after it was announced that a certain addition had 
been made to the Interstate System between Ellensburg, Wash., and 
the area of Pendleton, Oreg., I began to receive telephone calls from 
State officials, local officials, ‘chambers of commerce, labor organiza- 
tions, all kinds of civic groups in the Pendleton area and in our State 
at large. They wanted to know where the road would be, why it had 
been added, and it developed that there had been virtually no com- 
munication as to this important decision with respect to the matter you 
raised, Mr. Chairman, on forest highways. 

The situation affecting the State of ‘Oregon is even more flagrant 
for this reason: It is my understanding that no State in the Union 
will be more heavily penalized by the new formula than will the 
State of Oregon. Yet I find that nobody in the State of Oregon was 
consulted on this change in the method of realining the distribution 
of forest highway revenues. Certainly I can say this for the record: 
That as 1 of the 2 Senators from Oregon and as the member who 
serves on your roads and highways subcommittee, I certainly was not 
consulted on this change in 1 the method of realining the distribution 
acreage and 50 percent on value of national forests in a particular 
State to 25 percent on value and 75 percent on acreage, Oregon there- 
upon suffered more than any State in the Union in the sharing of 
these revenues. 

It is my understanding that the national forests in Oregon have a 
reater value than the national forests in any State of the Union. 
There are officials here in the audience from the United States Forest 
Service, so if I am incorrect in this I am sure they will give us the 
authentic information, but it is my understanding that the Oregon 
national forests have the greatest value of any national forests in the 
Union. I have even been informed that the national forests in 
Oregon have approxim: itely one-third of the value of all the national 
forests in the United States, so it certainly follows that when the for- 
mula is changed so that the value of national forests is reduced from 
50 percent to 25 percent in determining the distribution of forest high- 
way revenues, that Oregon is going to be the State which is most 
adversely affected, and there was certainly no—or hardly any, con- 
sultation here in Oregon regarding that, Mr. Chairman, so I am cer- 
tainly grateful to you for raising this matter for the record here 
today. 

Senator Gore. Thank you, Senator Neuberger. The committee 
will next hear Mr. Marshall Dana, chairman, Recreational and Nat- 
ural Resources Committee, Portland Chamber of Commerce. 
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STATEMENT OF MARSHALL N. DANA, CHAIRMAN, RECREATIONAL 
AND NATURAL RESOURCES COMMITTEE, PORTLAND CHAMBER 
OF COMMERCE 


LEWIS 





AND CLARK HIGHWAY 


Mr. Dana. Senator Gore, Senator Neuberger, thank you for your 
courtesy in allowing my appearance at this time. I have here a state- 
ment which, with your consent, I will file, which recites that I am 
assistant to the presideent of the United States National Bank and 
chairman of the chamber of commerce committee created to help ex- 
pedite the construction and use of the Lewis and Clark Highway in 
north central Idaho. 

This is a highway which in general terms extends between Lewis- 
ton, Idaho, and Missoula, Mont. More narrowly, it extends between 
Kooskia in Idaho and Lolo Pass. It has been under construction for 
about 40 years. Gradually it has advanced in priority so that recently 
it was given first priority by the Idaho State Highw: ay Commission. 

It represents a capital investment of the people of the United 
States of about $6 million which is frozen there until we can push out 
the plug now about 13 miles long and improve the east approach, 
the hill approach from Lolo Pass down to the Lochsa River. 

It has outstanding historical background. It was the route of the 
Lewis and Clark Expedition. It was the route followed by famous 
Chief Joseph of the Nez Perce Indians in his attempt to escape from 
custody of the United States. 

It has real scenic value. It is true wilderness. In a less formal 
moment perhaps Senator Neuberger will tell you of his journey over 
this route and of his writing about it. It has high recreational value. 

Senator Gore. He might even send us a book. 

Mr. Dana. He probably would autograph it, too. 

Senator Gore. Don’t you find, Mr. Dana, that Lewis and Clark 
had remarkable, if not uncanny, engineering ability to select the 
course of their route ? 

Mr. Dana. No doubt they had and, of course, they were advised 
by others who had traveled in this country before they had. 

At any rate, I wanted to add that it was true economic value. It 
has military value and importance. If you can take an object as 
large as this I will give it to you, because it is an old map which 
establishes the route for the military value and is supported by a letter 
in my statement from General Strong written in 1940. 

And as far as its convenience factor is concerned, when this route 
is opened and in use, it will shorten the distance between Montana 
points and eastward and our city here of Portland by a hundred miles. 
There are other points that it will shorten a distance by even greater 
amounts. Others will benefit to greater or less extent. 

Now, what we would like to present here today, and what you will 
hear in Lewiston in greater detail day after tomorrow, is that we 
would dare to propose a special appropriation that will drive out that 
plug and improve the east end of the highway so that its use for all 
purposes can be advanced by the year 1959 or 1960. 

The understanding of the nature, its regional and its local and 
interstate importance has grown, and I believe I can recite to you, 
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Senator, that it has the support of public opinion, particularly active 
in the Pacific Northwest. 

That would complete what I have to say to you at this time. 

Senator Neusercer. Mr. Dana, Senator Gore, is the great apostle 
of the Lewis and Clark Highway in our area but I think you will 
recall that our colleague, Senator Church, has been particularly dili- 
gent in suggesting it to us. I only hope that completion of the high- 
way is delayed long enough for you to take your son out on a pack 
trip which we made over it, because I know of his interest in Lewis 
and Clark. If I am not mistaken, isn’t Capt. Merriwether Lewis 
buried in your State, or am I incorrect? 

Senator Gore. I think you are correctly advised, and my son is also 
reading a book by Senator Neuberger and he is very interested in 
coming out here into this part of the country. 

Mr, Dana. Well, you are going to fly over the highway day after 
tomorrow and you will get an impression there, but you will get no 
such impression as you would get if you were to travel the present 
route of the highway and make the detour over a high and rocky and 
extremely strenuous trail by horseback, as we did. I know that if you 
did that you would join us in getting that plug driven out and getting 
the highway into use. 

Senator Gore. Well, I might join you without having to do that. 


Mr. Dawa. You have an invitation very heartily given right now. 
Thank you very much. 


(The prepared statement of Marshall Dana is as follows :) 


STATEMENT OF MARSHALL N. DANA, CHAIRMAN, RECREATIONAL AND NATURAL 
RESOURCES COMMITTEE, PORTLAND CHAMBER OF COMMERCE 


My name is Marshall Dana. I am assistant to the president of the United 
States National Bank, an Oregon banking system with head office in Portland. 

I am currently serving as chairman of a committee named by the Portland 
Chamber of Commerce to represent the interest of the Portland business com- 
munity in the expedited construction and opening of the Lewis and Clark High- 
way across north central Idaho. 

The direct interest of the Portland business community in the Lewis and 
Clark Highway consists in the fact that it will shorten distances between Mon- 
tana points and Portland by as much as 100 miles. 

The Lewis and Clark Highway will be a time and economy factor for com- 
mercial highway carriers. It will convenience the movement of private vehicles. 
Since it provides access to a notable wilderness area, it has high recreational 
value. 

The Lewis and Clark Highway represents military importance. This is a long- 
recognized fact. In a letter dated October 5, 1940, Brig. Gen. George V. Strong, 
Assistant Chief of Staff, War Plans Division, War Department General Staff, 
stated in a letter to Col. Edmond D. Potvin, Lewiston, Idaho: 

“Two copies of the War Department Special Highway Map showing the Lewis 
and Clark Highway between Missoula, Mont., and Lewiston, Idaho, as part of the 
strategic highway system are being forwarded to you under separate cover. That 
highway has been designated as a first-priority road and information to that 
effect was contained in letter of February 17, 1940, to Hon. D. Worth Clark, 
United States Senate. Similar information was sent to Hon. Henry C. Dwor- 
shak, Hon. Walter M. Pierce, and Hon. Compton I. White, Members of Congress, 
and the Public Roads Administration was advised accordingly.” 

The Lewis and Clark Highway will tap a large body of timber, and may render 
accessible valuable, strategic minerals. 

For more than 40 years the Lewis and Clark Highway has been under con- 
struction. It represents a capital investment of approximately $6 million. This 
investment is, to large extent, frozen until the unconstructed portion of the high- 
way is opened and put into use. 
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I was a member of a party, which, in August 1957, traveled over the route of 
the Lewis and Clark Highway detouring the unconstructed section by horse- 
back. From Portland, also, were David ©. Duncan, president of the Portland 
Chamber of Commerce; Floyd Martin, chairman of the chamber highway com- 
mittee; and Victor Ecklund of the Portland office, National Park Service. 
Through this direct experience we learned that the unconstructed section, when 
present contracts are completed, will be only 13 miles out of a total distance of 
more than 100 miles. 

There have been varying estimates of completing the unconstructed section, 
but our inspection as laymen convinced us that the job can be done up to a point 
where wheels can turn upon the road for $100,000 to $150,000 a mile. 

There are rocky promontories reaching down to the Lochsa River along which 
the Lewis and Clark Highway is being built, but in the intervals of these 
rock “noses”, much of the work could be done with a bulldozer, 

We believe that the remaining 13-mile plug can be driven out for a million 
and a half dollars. For another million and a half we can improve the 13-mile 
section down the mountain from the Lolo Crest of the Lochsa River, with 
safety factors. Of this latter section, the worst 5.3 miles can be taken care of 
for a million dollars. 

We are sincerely convinced that, as a cost of approximately $3 million and 
the letting and extension of contracts on both the west and the east ends of 
the unconstructed section the Lewis and Clark Highway can be put into initial 
use by 1960. By concerted effort with necessary funds this time might even 
be shortened. 

May I add on my own account that the opening of the Lewis and Clark High- 
way at the earliest possible date may represent great good fortune in a military 
sense to the people of the entire country. 

On behalf of the business interests represented by the Portland Chamber of 
Commerce, I respectfully petition the Senate Subcommittee on Public Works 
to give its approval and support to the necessary appropriations and alloca- 
tions of funds, the coordination of Federal and State agencies directly con- 
cerned, and the establishment of any necessary additional authority to bring 
about the earliest possible completion of use of the Lewis and Clark Highway. 


Senator Gore. Mr. Paul F. Royster, Acting Federal Highway Ad- 
ministrator and Division Engineer and Regional Engineer, Bureau of 
Public Roads. I am sorry, this is a note stating that they are avail- 
able to answer questions. The next witness is Mr. Ray Kell, repre- 
senting Hon. Robert D. Holmes, Governor of the State of Oregon. 

Senator Neusercer. Mr. Chairman, while Mr. Kell is taking a seat, 
I think it should be stated for the record that the Governor informed 
me when I saw him 4 or 5 days ago that he would have been here 
in person today were it not for the fact that he had a long-standing 
commitment to attend a very important highway safety conference 
in Washington, D. C., as the head of the delegation of this State, 
‘and I wanted you to know that and the Governor asked me to extend 
to you his welcome to the State of Oregon and his apology being 
unable to be here because of the urgent public business. 

Senator Gore. Thank you, Senator Neuberger. 


STATEMENT OF HON. ROBERT D. HOLMES, GOVERNOR OF OREGON, 
PRESENTED BY RAYMOND KELL, MEMBER, OREGON STATE 
BOARD OF FORESTRY 


FOREST HIGHWAYS AND FOREST DEVELOPMENT ROADS AND TRAILS 


Mr. Ketu. Senator Gore and Senator Neuberger, my name, for the 
record, is Raymond Kell; I am a member of the Oregon State Board 
of Forestry. With your permission, since it is short and since it is 
the statement of another one, I would like to read Governor Holmes’ 
statement to you. 
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On behalf of the people of Oregon I want to thank this committee for inviting 
me to express my views on the problem of developing a more adequate access 
road system for our national forest lands. 

A prior commitment in Washington, D. C., prevents me from appearing before 
the committee, but Mr. Raymond M. Kell, a member of the Oregon State Board 
of Forestry, is my designated personal representative today and has consented to 
read my statement to you. 

Lumber is the chief industry in our State, providing our largest payroll and 
directly affecting the economy of almost every community in Oregon. 

The Federal Government owns 60 percent of the standing commercial timber 
in Oregon. It is therefore the principal supplier, and in many cases the only 
supplier, of the raw material for the State’s No. 1 industry—the lumber industry. 

The manner in which Federal forest lands are administered in Oregon is one 
of the most important single factors to the State’s economic and social well-being. 

The country, as a whole, also has a vital stake in the way the Federal forest 
resource is administered. Short range—timber from the Oregon forests returns 
to the Federal Government approximately $15 million more per year than the 
Federal Government spends and returns to Oregon in connection with its forest 
management and ownership. Long range—Oregon has one of the Nation’s largest 
reservoirs of the basic national resource—trees. 

As Governor of the State of Oregon I wish to address this statement to the need 
for a complete access-road development within the Federal forests at the earliest 
possible date. 

Roads are basic to forest management. With them, fire protection and fire 
fighting is rendered speedy and effective. Roads permit immediate harvesting of 
the overripe and damaged trees. Roads permit the planning of timber sales 
to provide an annual and consistent flow of all species of lumber to the market. 
Roads equalize the opportunity of large and small operators to purchase Federal 
timber. 

The ideal situation would be the immediate and complete development of a 
basic access-road system. This would permit present application of the best 
management and conservation practices to all of the Federal timber lands—now. 
It would be an investment that would be secure and fully repaid with interest. 
The security would be trees with a present value many times the cost of the road 
system. 

A complete access-road system means this to Oregon. First, it would add 
approximately half a billion board-feet per year to the annual allowable cut. 
This would come from thinnings and salvage of overripe and damaged timber. 
Many of these trees are now being lost because they are not accessible. Trans- 
lated into dollars and jobs this means between 20 to 30 million dollars of addi- 
tional timber sales, an additional 3,300 man-years of work, and an additional 
$16 million in payroll each year. 

An adequate access-road system would stabilize the economy of the communi- 
ties dependent upon lumber and its byproducts by making a perpetual yield 
harvesting a reality. Without the road system, sales must be planned on the 
basis of accessibility rather than desirability. Without a road system it is not 
economically feasible to carry on the limited cuttings required for many sustained 
yield operations. Without an adequate road system many lumber communities 
live in a “feast or famine” economy, depending on how the sales of Federal tim- 
ber are scheduled. 

Lastly, an access-road system that is built before timber sales are scheduled 
gives the small operator a better opportunity to become a purchaser of the 
timber. Roads built as a part of the timber-sale contract often have the effect 
of eliminating the small operator as a bidder. Sales on this basis, of necessity, 
must be larger in quantity. This tends to place the sale beyond the financial 
and equipment capabilities of the small operator. Roads that are built ahead of 
sales tend to equalize the opportunity of the large and small operator to purchase 
Federal timber. 

S. 1136 is a substantial step in the realization of a complete access-road 
system. It has my endorsement and wholehearted approval. 

There is one further matter that concerns the problem of forest highway 
and access roads that I wish to call to the committee’s attention. In January 
of this year I pointed out in a public statement that I felt that Oregon was not 
receiving its fair share of forest highway funds and suggested that the annual 


allocation to Oregon should be increased from $4,150,000 to approximately 
$6,600,000. 


















































































































186 FEDPRAL HIGHWAYS AND FOREST ROADS 






For a period of 35 years the allocation of these funds has been made upon 
the basis of a formula that gave equal weight to acreage and value of forest 
lands in a State. This year the Department of Agriculture completed a new 
valuation of its timber. When the new valuation figures were applied to the 
established formula, Oregon’s share was increased approximately $2 million, 
or to $6,151,000. 

Without prior notice to the States and areas affected, this formula was changed 
to give 75 percent weight to acreage and 25 percent to valuation. On November 
5 of this year the new formula and the allocations thereunder were announced by 
irvin L. Peterson, an Assistant Secretary in the Department of Agriculture. 
Under this new formula Oregon receives $4,306,000—an increase of approximately 
$156,000 over last year but a decrease of approximately $1,850,000 from the 


amount it would have received had the formula of 35 years’ standing been 
followed. 


I wish to take this occasion to protest the adoption of a new formula without 
prior notice or consultation with the States affected. It has perpetrated the in- 
equity of the past and deprived Oregon of its fair share of forest highway funds. 

Let me summarize the reasons why I believe the people of the State of 
Oregon wholeheartedly approve 8. 1136 and its objectives. First, it will increase 
the allowable cut and at the same time save timber values that will otherwise 
be lost. Secondly, it will provide more jobs and more stable communities for 
Oregon. Lastly, it insures that small operators will have greater opportunity 
to become purchasers of Federal timber. 

Gentlemen, it has been a privilege to present this on behalf of the 
Governor. 

Senator Gore. Thank you, and you may assure Governor Holmes 
that we appreciate and understand the reason for his absence from 
the State. We would have been honored with his presence. 

You may also assure him that Senator Neuberger and I, and other 
members of the Senate, are concerned with the actions taken by 
officials in Washington affecting the welfare of their States and 
communities, without even consultation with those States and the 
officials of those States. The whole matter will be reviewed by the 
committee, and it may be that the committee and the Congress will 
find it necessary to write the formula into law and to deprive public 
officials, to whatever party they belong and regardless of whatever 
party may be in power in W ashington, from making such arbitrary 
decisions. 

I am sure the Governor appreciates that we have a representative 
democracy, or we are supposed to have. Senator Neuberger is elected 
by the people. If the people dislike the caliber of his service, they 
have a remedy at hand the next time his name is on the ballot. If they 
like it, they can continue his service. 

But this Bureau of the Budget in Washington, which is exercising 
more and more and more power, is beyond the reach of the people. 
Many times the officials operate anonymously. That is not government 
of the people, by the people, and for the people. The Congress, the 
Representatives, the branch of the Government that is truly repre- 
sentative of the people, must reassert its rights. 

I shall undertake to see that the highway funds are not diverted 
and that the Bureau of the Budget shall not further impound the ex- 
penditure of highway funds. I notice suggestions repeatedly in the 
press of the country that the Budget Bureau might impound and slow 
up the highway development. We will not stand for this. The people 
are paying for the highways which they do not yet have and I shall 
not agree to any such slowing up or impoundment of highway funds; 
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and I would appreciate it if you would convey my personal regards 
to the Governor and my views in this respect. 
Mr. Kewx. I shall, sir. Thank you. 


Senator Gore. Mr. J. H. Stone, regional forester, United States 
Forest Service. 


STATEMENTS OF J. H. STONE, REGIONAL FORESTER, UNITED 
STATES FOREST SERVICE; WALTER H. LUND, CHIEF OF TIMBER 


MANAGEMENT; AND R. F. GREFE, CHIEF OF DIVISION OF 
ENGINEERING 


Mr. Stone. With your permission, I would like to have Mr. Lund, 
who is my assistant in charge of timber management, and Mr. Grefe, 
our engineer, sit here so that they can answer any questions. 

Senator Gore. That will be fine. 

Mr. Stone. I also have some copies of my statement which I under- 
stood the committee would like to have. 

Mr. Chairman and committee members, my name, for the record, is 
J. Herbert Stone. I am the regional forester in charge of the manage- 
ment of national forests in Washington and Oregon, known as region 
6 of the Forest Service. 

I have prepared this statement, and in the interest of conserving 
time will not read it entirely, but will touch on some of the important 
points and leave a little more time perhaps for questions. 

(The statement referred to is as follows:) 


STATEMENT OF J. HERBERT STONE, REGIONAL Forester, Forest SERVICE, UNITED 
STATES DEPARTMENT OF AGRICULTURE, ON NATIONAL Forest ACCESS ROAD PROB- 
LEMS IN THE PACIFIC NORTHWEST REGION 


Mr. Chairman and committee members, like national forests in other regions 
of the West, those located here were virtually wildernesses when created. They 
were carved from the remaining public domain and were the most remote and 
undeveloped land areas of the States of Oregon and Washington. Early access 
development was largely for protection purposes and consisted of trail and low- 
standard road construction. 

For many years national-forest timber was in low demand and such as was 
sold was moved over privately owned logging railroads constructed to remove 
privately owned timber. Most of the public timber was located on ground too 
rugged for railroad construction, but this made little difference, since more pri- 
vately owned timber was crying for liquidation than the market would absorb. 
Not until the beginning of World War II did federally owned timber in the 
Northwest become important in our economy. The annual cut prior to that time 
seldom reached as much as 500 million board-feet. The urgency to increase pro- 
duction brought quick realization of the need for access to vast areas not pre- 
viously penetrated by roads suitable for transporting logs. 

A start on Government-financed timber access road construction was made 
during World War II and continued in subsequent years with increasing but rel- 
atively modest sums. In this period the timber demand has grown rapidly. In 
the face of relatively small amounts of appropriated money for road construc- 
tion, we in this region have moved as rapidly as possible toward allowable cut 
by building the major part of the needed road system along with our sales and 
as part of our timber contracts. In a few instances this policy has necessitated 
sales of a size larger than would otherwise have been made. In these instances, 
however, our action has put us in a position to plan for the future a sales program 
better related to economic needs of the locality. 

‘Timber sold on the national forests of the Pacific Northwest region during fiscal 
ve'r 1957 amounted to 3 billion board-feet valued at $66 million in round num- 
bers. Totel miles of timber-aceess road constructed and reconstructe] thet veor 
v1.28 1,439.8 miles at a cost of approximately $25 million, including cost of bridges. 
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Approximately 96 percent of the total mileage of road, or 1,382.6 miles (having a 
value to the Government of approximately $20 million) was constructed by pur- 
chasers. The Forest Service constructed 57.2 miles of the total, including 22 
bridges, at a cost of $2,601,682. In addition, the Forest Service expended 
$1,816,928 for engineering surveys, design, and construction engineering for 
purchaser-built and other access roads, and $233,412 for supplementary con- 
struction on purchaser-built roads, <A total of $8,160,772 was available for road 
and trail construction and maintenance during the year. 

The difference of $3,498,750 between total funds available and amounts obli- 
gated for timber access roads was divided between road and trail maintenance, 
bridge replacement and all-purpose road and trail construction. 

The publicly owned timber of the Northwest is becoming increasingly impor 
tant to the welfare of the Nation and particularly to the economy of the North- 
west. As a result of reinventories and remaking of management plans, the cal- 
culated allowable cut for the national forests of this region has increased from 
2.34 billion board feet just 10 years ago to 3.47 billion board feet at this time. 
By 1960 I believe it will be near 4 billion. To harvest that amount will require 
a corresponding increase in road mileage, but that is not all. The allowable cut 
figures I have cited are for harvesting practices and management standards of 
today. If the forests of region 6 are to yied their share of the forest products 
estimated to be needed by the Nation in the year 2000, we must practice intensive 
management in the form of almost complete utilization of all normal losses for 
the entire forested area. Such utilization will be possible only if the forests are 
served by a complete and permanent road system. 

As has been indicated, our transportation system for harvesting timber is fi- 
nanced in two ways: (1) with appropriated funds, and (2) with timber through 
allowance in the appraisal. Both methods have a place in the construction of 
our access road system, but an important difference between the methods is that 
with appropriated funds we construct the road system in advance of making 
sales, whereas the other method results in construction along with the sale. 

Access roads constructed with appropriated funds generally serve several 
distinct and highly important purposes. The first of these is to provide access 
to undeveloped areas by providing main-line access roads that are too difficult or 
costly for purchasers to build. Such roads make it possible to begin the harvest 
of the allowable cut from such undeveloped areas. A further purpose is served, 
however, if the main road system can be extended with appropriated funds in 
advance of sales to the upper reaches of a major undeveloped drainage. Such 
construction still leaves lateral roads for purchaser construction but permits 
planning the timber harvest to suit the needs of both the forest and the depend- 
ent industry. Nearly every major forest unit contains high and low elevation 
timber stands and marked variations in timber species and quality. With main 
roads constructed in advance, the forest manager can plan sales (1) to harvest 
the most overripe timber first, (2) to provide a balanced harvest from winter and 
summer shows, thus prolonging employment, (3) to provide sizes of sales to fit 
the needs of local industry, and (4) to balance the harvest of species in accord- 
ance with supply and demand. None of these advantages can be fully realized 
if all roads are constructed by purchasers. 

Generally, after the main access roads have been constructed, purchasers can 
build all roads needed for harvesting mature timbered areas. This is not true, 
however, for large areas cf relatively young (40 to 70 years old) stands of im- 
mature timber which are present as a result of early fires. These stands contain 
substantial volumes of wood suitable for pulp production and available in the 
form of thinnings. 

Such volumes are in addition to normal! allowable cut caleulations but cannot 
practicably be harvested if road construction is a necessary part of harvesting 
cost. 

Many examples illustrative of situations such as just described could be given. 
For example, the Lewis River working circle of the Gifford Pinchot Forest and 
the Rogue River working circle of the Siskiyou Forest are areas which do not 
yet have main-line access to permit more than a token amount of harvest cut- 
ting. The Clackamas-Sandy working circle of the Mount Hood Forest has been 
made accessible by main-line access road not only to its boundaries but in large 
measure to its extremities. This working circle has a computed annual allow- 
able cut at present of 200 million board-feet. Approximately two-thirds of its 
productive area is occupied by mature timber, of which about 60 percent is 
Douglas-fir growing at relatively low elevations, and 40 percent species suit- 
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able for pulping, growing at high elevations. Roughly one-third of the total 
area is occupied by young growth, much of which is ready for thinning but 
not yet made accessible by road construction. For this working circle, then, 
aecess has been developed to the point where the full presently established cut 
of 200 million board-feet can be harvested by offering sales which require 
branch road construction by purchasers. A fair job of planning of sales to 
suit community needs also can be done, but additional roads financed with 
appropriated funds are needed before a completely satisfactory job of utilizing 
the forest’s full potential yield is possible. 

Like allowable cut calculations, our estimates of road needs are continually 
changing with changes in cutting goals and construction standards. Our most 
recent 5-year plan calls for the sale of 16.1 billion board-feet of timber. This 
will require the construction and reconstruction by purchasers and with ap- 
propriated funds of 8,205 miles of access roads at a total estimated cost of $133 
million. The present 5-year planned sale of timber amounts to only approxi- 
mately 3.2 billion board-feet per year, whereas present indications of need are 
for a considerably greater amount. These plans are revised annually and our 
5-year plan when revised next January will call for an increase of approximately 
20 percent in timber sales with correspondingly greater total road mileage and 
cost. 


TABLE 1.—Progress in allowable cut, actual cut, and volume sold, 1947-1956 
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Table 1 shows that in the last 10 years our allowable cut, actual cut, and 
volume sold have gone up steadily. We have closed the gap slightly between 
allowable cut and actual cut. There will always be some spread between these 
figures until the reinventory job is finished because more than 1 year is required 
to prepare the additional timber for sale, locate and design roads, and build 
them, a process which must be completed before the cut can start. The figures 
in the table indicate that the allowable annual cut for the region increased 
674.2 million board-feet from calendar year 1947 to calendar year 1956; the 
actual annual cut rose 1,064 million board-feet, and the volume sold annually 
increased by 1,307.9 million board-feet. 

We have made progress on our program of forest inventory and expect to 
have completed the reinventory of all working circles some time in 1959, This 
will permit us to establish up-to-date allowable cut figures for all working 
circles and establish new cutting programs which will require an increase in 
read construction to attain. At the present time we have up-to-date inventories 
and allowable cut calculations on 22 of our 68 working circles. On another 32 
working circles we have established interim allowable cuts which are consider- 
ably above the old cut but probably not up to what the allowable cut will be when 
our reinventory and calculations are completed. These interim cuts have been 
established because we know that the cut will go up and we are not waiting 
until the final calculations are complete before initiating the necessary sales 
programs. On 14 of our 68 working circles we are operating at the present time 
under an allowable cut figure based on an old inventory. 

We have attained the allowable cut on 39 of our 68 working circles and we are 
not quite up to it on 29 of these. 

Lack of necessary roads is currently a factor hindering sale of some 326 
million board-feet which should be cut in 15 different working circles. 






























































































































































































































190 FEDPRAL HIGHWAYS AND FOREST ROADS 







The Rogue River working circle on the Siskiyou National Forest is an example 
of the relationship of a road system to the attainment of allowable cuts. This 
working circle has an interim annual allowable cut of 54 million board-feet. The 
total area of the working circle is approximately 212,000 acres. Of this area, 
access roads tap only about 40,000 acres or about 20 percent of the gross area at 
the present time. The timber on the working circle is not evenly distributed. 
A substantial portion of the 40,000 acres tributary to the existing road system 
is in noncommercial and nonstocked forest types or timber below commercial 
size. It is estimated that only 10 to 15 percent of the timber volume of the 
working circle is now within economic reach of the road system. Road con- 
struction is expensive because of the rough terrain, and sometimes roads must be 
built through territory where there is no commercial timber. The 5-year timber- 
sale plan for this working circle is aimed at reaching the allowable cut. To do 
this will require construction of 48 miles of new road, reconstruction of 4 miles 
of existing road, and building 2 major bridges. In the last 7 years the work- 
ing circle has yielded only a very small portion of this established interim cut. 
In the period 1950 to 1954, only 5.4 million board-feet were harvested. In 1955 
this was increased to 12 million board-feet, and in 1956, 15.6 million board- 
feet. 

Because of the expensive nature of the construction of this road system and the 
distance through areas from which no merchantable timber may be obtained, 
appropriated funds appear to be essential in order to put this timber within reach 
of the average purchaser on a competitive basis. 

Thus far I have talked only of timber-access-road needs. While timber roads 
also serve recreational, administrative, and protection uses, there are, in region 6, 
4,721.9 miles of all-purpose roads, about half of which will probably not be used 
at all in the foreseeable future for timber access and the remainder will be used 
only in part for that purpose. These two categories are classed as the all-purpose 
system. It requires continual maintenance, improvement, and expansion to 
meet present-day traffic needs. Funds available in recent years have provided 
for only a minimum of maintenance, virtually no improvement or modernization 
to meet changing traffic requirements, and practically no expansion. In the 
last 10 years the number of recreational visits to the forests has risen from 
2,185,993 in 1946 to 8,538,530 in 1956. Additional use has resulted from increased 
hunting, fishing, water-development programs, and the increased population in 
the Pacific Northwest. This use requires intensified administration and protec- 
tion. To provide fully for this need, we estimate that construction of 764.4 addi 
tional miles on the all-purpose system and betterment and reconstruction of 
2,940.8 of the existing miles will be needed. 

The trail system, now consisting of 21,409 miles of trail, will not need addi- 
tional net mileage. Some trails will be replaced by roads. There is, however, 
a very urgent need for betterment and reconstruction of over 4,000 miles of unsafe 
or poorly located trails and construction of about 580 miles of new trails to serve 
protection and other back-country use. 

The present cost estimate for betterment, reconstruction, and needed additions 
to the all-purpose road and trail system is $53 million. Such expenditures, of 
course, are dependent wholly on appropriations. It should be remembered that 
road and trail mileages and costs are best estimates as shown on our transporta- 
tion inventory as it existed on January 1, 1957. They are subject to revision 
as better information is obtained on both mileages and costs. 

As Mr. Cliff has told you, the forest-highway system helps to provide access to 
the forest-development system for timber hauling and other uses. Forest-highway 
funds are administered by the Bureau of Public Roads. The Commissioner’s re- 
port for fiscal year 1956 shows 1,416.2 miles on the system in Oregon and 732 
miles in Washington, for a total of 2,148.2 miles. The report also shows that for 
Oregon 192.5 miles of the total are in need of construction, and 1,109.5 miles 
require betterment or reconstruction to meet present-day traffic needs. In Wash- 
ington, 157.3 miles of the system remain to be built and 5502 miles are in need of 
betterment or reconstruction in full. 


Mr. Stone. The national forests in this region lie astraddle of the 
Cascades and the coast range, the Blue Mountains and the Olympic 
Peninsula, and are some of the last areas to be opened up. So, in the 
early period prior to World War IT, there was not too much harvest- 
ing of timber going on in those lands. The harvesting program was 
conducted pretty largely by railroads and the railroads were not able 
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to get back into the high mountains to oe extent that logging roads 
have found it possible to get into those areas since World War II. So 
that the urgency for roads and for F sdiertll timber has developed pretty 
largely since World War IT and has developed to a point where today 
the timber sold on the national forests of this region during this last 
fiscal year ending June 30 amounted to about 3 billion board-feet 
valued at $66 million in round numbers 

Now, in order to harvest—at the same e time that this timber was be- 
ing sold in carrying out our harvesting program, there were 1,439.8 
miles of timber-access roads constructed and reconstructed, including 
bridges, at a cost of about $25 million. About 96 percent of this total 
mileage during this year, or 1,382.6 miles, was constructed by pur- 
chasers of national-forest timber as a part of our timber-sale contracts. 

The Forest Service constructed, through contract entirely, 57.2 miles 
and 22 bridges. This construction was carried on with appropriated 
funds, funds appropriated under our forest roads and trails ap- 
propriation. 

Also, in this same year, we spent $1,816,928 for engineer ing surveys 
for construction engineering, which was in connection with the pur- 
chaser-built and the appropriated access-road construction. 

Now, the publicly owned timber is becoming increasingly important 
in this area, and to give you some appreciation of it, I want to give 
you some figures on our allowable cuts and actual cuts and how they 
have developed i in the last 10 years. 

Just 10 years ago, in the calendar year 1947, our allowable cut was 
2.34 billion board-feet. Today, at the current time, it is 3.47 billion 
board-feet. And the actual eut ran from 1.7 billion board-feet in 1947 
to 2.7 billion feet in 1956, and the volume sold in the same period ran 
from 1% billion to 2 and a little less than nine-tenths billion in 1956. 

Senator Gore. I would like to ask a question. Now, the difference 
here between the allowable cut and actual cut would not represent, 
would it, an actual loss, though it might represent some loss through 
overage timber ? 

Mr. Sronr. Timber that, in old-growth forests, timber that is not 
harvested cur rently is actually lost, because in the old-growth forest 
we have over a large area a static condition where the growth and the 
losses through the natural causes are approximately equal, so that we 
are losing. 

Senator Gorr. What I am trying to determine, to what extent is it 
areal loss? I recognize that certainly a part of it is real loss. Now, 
the difference between the allowable cut in 1956 and the actual cut was 
about 3 million, or is that billion ? 

Mr. Stone. 300 million, a little less than 300 million board-feet. 

Senator Gorr. The difference is about 300 million. Now, to what ex- 
tent is that a real loss of resource and value / 

Mr, Srone. Well, in our management program we attempt to, if we 
can, sell an additional amount up to 1 year’s allowable cut in the next 
year, if we have the facilities, the roads, and the markets to sell that 
timber: but we don’t go back of that, and consequently that timber that 
is not harvested up to the allowable cut is a loss to the economy of the 
country. 

Senator Gore. You mean you would say it is almost a total loss? 

Mr. Srone. Yes. 
Senator Gorr. Go ahead. 
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Mr. Sronr. I believe that by 1960 our allowable cut will probably 
be near 4 billion board-feet and, of course, to harvest that amount is 
going to take additional road systems to do it. 

Now, our transportation system, as I have mentioned, is financed 
in two ways: (1) With appropriated funds; and (2) with timber 
through allowance in appraisals. And both methods have a place in 
the construction of our access system, but an important difference 
between these methods is that with appropriated funds we construct 
the road system in advance of making the sale, whereas the other 
method results in construction along with a sale. 

With main road construction in advance the forest manager has a 
better opportunity to plan his sales. He can plan them so he can 
harvest the most overripe timber first, so that he can provide a bal- 
anced harvest from winter and summer shows, thus prolonging em- 
ployment. Some of our timber is at high country that has large 
snow depths in the wintertime and there is only a summer period when 
logging can be carried on. Getting our road system in permits us to 
plan our sales so that we can have those units ready for sale and sold 
and cut, logged, during the summer period and in the lower elevations 
during the winter periods. 

Senator Gore. Wouldn’t an additional benefit be more nearly steady 
employment on the part of the people engaged in the industry ? 

Mr. Stone. It has that tendency to lengthen the employment in any 
community where you can carry out a better balance in the program- 
ing of the timber business. 

The third value that obtains from this management is that the 
forest manager can provide sizes of sales to fit the needs of local 
industry; and (4) he can balance the harvest of species in accordance 
with supply and demand. There are different species of trees which 
grow at the higher elevations than grow at the lower elevations. The 
cutting program, if it has to take it off the face of the lower eleva- 
tions first, will have a large volume in the earlier years of one species 
and later years that will change and that may have an adverse effect 
on the economy. 

Generally, after the main access roads have been constructed, the 
purchasers can build the roads that are needed for harvesting of the 
mature timber areas. That is, after we have provided the main roads 
up through the drainage, but this isn’t true for a relatively large area 
of young growth. That is a stand of 40 to 70 years of age. These are 
present in our forest areas in places out here as a result of fires of the 
past. And these stands contain substantial volumes of wood suitable 
for pulp production and available in the form of thinnings. Such 
cutting as we can do from those stands is in addition to the normal 
allowable cut calculations, but it cannot be practicably harvested if 
the road construction is a necessary part of the harvesting cost. In 
other words, the amount of timber taken per acre in those kinds of 
cuttings is not such to amortize a high road cost, so that unless we 
have a road system already in there it is difficult to cut, to do all the 
thinning or the salvage cutting, the salvage of normal losses, that we 
should and can do if we have a road system. 

Now, just as an example of what I am talking about, the Clackamas- 
Sandy working circle of the Mount Hood Forest has been made acces- 
sible by main access roads built with appropriated funds and that has 
been carried pretty well into the working circle. The working circle 








FEDERAL HIGHWAYS AND FOREST ROADS 193 


has a computed annual allowable cut at the present of 200 million 
board-feet. Approximately two-thirds of its productive area is occu- 
pied by mature timber, of which about 60 percent is Douglas-fir grow- 
ing at relatively low elevations, and 40 percent species suitable for 
pulping, growing at high elevations. Roughly one-third of the total 
area is occupied by young growth, much of which is ready for thinning 
but not yet made accessible by road construction. Therefore, for this 
working circle we have a main line access road which has been de- 
veloped. to the point where we are able to cut the full established 
allowable cut of 200 million feet from the old growth forest, and we 
can do a fair job of planning our sales as between high and low eleva- 
tions and of sizes to suit community needs, but before we can make a 
completely satisfactory, or do a completely satisfactory job of utilizing 
the forest potential y ield from this young growth stand, we will have 
to have more roads built with appropr iated funds to get into those 
areas. 

Now, I mentioned our growing allowable cut and the fact that we 
are carrying on a reinventory program which is bringing this about 
and will continue to cause this to go up and consequently our timber 
sale or harvesting program, the volume sold, will also goup. We have 
not yet entirely reached our allowable cut in the forests of the region. 
We have attained it on 39 of our 68 working circles, but we are not 
quite up to it on some 29. 

These allowable cuts are based in the main on new inventories or 
on sufficient data so that we have increased the cut, established what 
we call an interim allowable cut that is approaching the full allow- 
able cut based on new inventories. So that we have made progress on 
this forest inventory of our working circle, and yet we lack the roads 
to attain this allowable cut on some 15 different working circles in the 
region. 

We estimate that lack of necessary roads is a factor which hinders 
the sale of some 326 million board-feet at the present time; that is 
current. Just as an illustration again of what I am talking about, the 
Rogue River working circle on he Siskiyou National Forest is an 
example of this relationship of the road system to the attainment of 
allowable cuts. The working circle here has an interim allowable cut 
of 54 million board-feet. The total area of the working circle is 
approximately 212,000 acres. Of this area, access roads tap only 
about 40,000 acres, or about 20 percent of the gross area at the present 
time. The timber on the working circle is not evenly distributed. 

A substantial portion of the 40,000 acres tributary to the existing 
road system is in noncommercial and nonstocked forest types or timber 
below commercial size. It is estimated that only 10 to 15 percent of the 
timber volume of the working circle is now within economic reach 
of the road system. Road construction is expensive because of the 
rough terrain, and sometimes roads must be built through territory 
where there is no commercial timber. The 5-year timber sale plan 
for this working circle is aimed at reaching the allowable cut. To 
do this will require construction of 48 miles of new road, reconstruc- 
tion of 4 miles of existing road, and building two major bridges. In 
the last 7 years the working circle has yielded only a very small por- 
tion of this established interim cut. In the period 1950 to 1954, only 
5.4 million board-feet were harvested. In 1955 this was increased to 
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12 million board-feet, and in 1956, 15.6 million board-feet, although 
our allowable cut is some 54 million at the present time. 

Thus far I have talked only of our timber access road needs, and I 
want to mention also the fact we need roads to serve recreation, ad- 
ministrative, and protective uses, and in this region we have some 
4,721.9 miles of these so-called all-purpose roads, half of which prob- 
ably will not be used in the foreseeable future for timber access, and 
the remainder will only be used only in part for that purpose. 

We call this group of roads our all-purpose system. It requires 
continual maintenance, improvement, and expansion to meet present 
day traffic needs. Funds available in recent years have provided for 
only a minimum of maintenance, virtually no improvement or mod- 
ernization to meet changing traffic requirements, and practically no 
expansion. In the last 10 years the number of recreational visits to 
the forests has risen from 2,185,993 in 1946 to 8.528.530 in 1956. Addi- 
tional use has resulted from increased hunting, fishing, water develop- 
ment programs, and the increased population in the Pacific Northwest. 
This use requires intensified administration and protection. To pro- 
vide fully for this need, we estimate that construction of 764.4 addi- 
tional miles on the all-purpose system and betterment and reconstruc- 
tion of 2,940.8 miles of the existing system will be needed. 

We also have a trail system I should also mention, consisting of 
some 21,409 miles of trail, and while we won't need additional net mile- 
age—in fact, some of our trails are going to be replaced by roads as 
we develop this system—there stii] will be a need and there still is an 
urgent need for betterment and reconstruction of some 4,000 miles of 
unsafe and poorly located trails and the construction of about 580 
miles of new trails to serve protection and other back country use. 

Now, just a word on the forest highway system in this region. The 
forest highway funds are administered by the Bureau of P ublic Roads. 
The Commissioner's report for the fiscal year of 1956 shows 1,416.2 


miles on the system in Oregon and 732 miles in Washington, for : 
to‘al of 2,1482 miles. The report slab shows that for Oregon 192.5 
miles of the total are in need of construction, and 1,109.5 miles require 
betterment or reconstruction to meet present-day traflic needs. In 
Washington, 157.3 miles of the system remain to be built and 550.2 
miles are in need of betterment or reconstruction in full. 

That is, sir, just a summary of this statement of our problem. 

Senator Gore. Well, the Chair thanks you for your statement. Both 
Senator Neuberger and I and the counsel for the committee will have 
some questions. Senator Neuberger ? 

Senator Neupercer. I would like to ask the regional forester a few 
questions, Mr. Chairman. First I would like to tell you, Mr. Chair- 
man, because you are a distinguished visitor to our region and because 
you have a great responsibility in this area, that we are fortunate in 
having an outstanding staff in the regional office of the United States 
Forest Service in the State of Oregon and the State of Washington. 

I suppose that nearly half of all the timber belonging to the United 
States Government is in these two States. The gentlemen before you 
have a very great responsibility in protecting and man: izing and har- 
vesting that timber and they are outstanding public officials. They 
would be better paid today had the classified sal: ary bill which you and 
I voted for become law—they deserve more pay—and we are fortunate 
to have them serving our Government. 


= 





FEDERAL HIGHWAYS AND FOREST ROADS 195 


Mr. Stone, I would like to ask several questions about the figures 
which you itemized on page 6 of your statement. You called attention 
to the fact that the 5-year plan which you have worked out for the 
sale of 16 billion board-feet of timber called for an investment over 
that period of about $133 million in forest access roads, is that not 
correct ¢ 

Mr. Srone. That is correct. 

Senator Neusercer. Don’t you think this total provided to the 
committee by you is an impressive reason why 8. 1136 should be en- 
acted? As you know, S. 1136 is the bill sponsored by the 2 Senators 
from Montana, the 2 Senators in the State of W ashington, and the 2 
Senators from the State of Oregon to provide for a $50 million annual 
appropriated investment by the Government in forest access roads, 
In other words, if S. 1136 were enacted, that would be approximately 
$250 million over that 5-year period for forest access roads, but, of 
course, this would be for the entire Nation, whereas the sum of $133 
million which you have mentioned is only for the national forests in 
these 2 States, for the roads in the national forests in these 2 States. 
Don’t you think the figures that you have furnished the subcommittee 
are an impressive argument for the total sums provided for in 8. 1136? 

Mr. Stone. Well, I should point out that this item that you refer 
to , it is the total estimated cost of the roads which we build both with 
appropriated funds and as a part of the timber contract. The total 
cost of the roads which are needed in the 5 years to take care of the 
sale and cut of 16 billion feet of timber, and, of course, we think that 
the figures of our road needs and allowable cut show the great impor- 
tance of being able to move ahead on this program. 

We are moving ahead with the funds that we now have available, 
but we build a larger proportion of them as a part of the timber 
contract. 

Senator Neusercer. When the roads are built as part of the timber 
contract, doesn’t it means that ultimately that comes out of the Govern- 
ment’s share of the price of the timber ? 

Mr. Stone. Yes. 

Senator Neusercer. So the Government finances the road one way 
‘another, is that not correct ? 

Mr. Srone. That is correct. 

Senator Neusercer. Whether it is in direct appropriation or by tak- 
ing a reduced price for the stumpage which the Government sells, so 


the people of the United States finance the road one way or the other 
in that way. 


Mr. Sronr. That is correct. 

Senator Neusercer. Do you think sufficient appropriated funds are 
now being provided for forest access roads in the two States under 
your supervision ? 

Mr. Sronr. We have pointed out that we could do a better job of 
planning if we were able to build a greater mileage of roads ahead 
of the actual sale of timber. That, of course, would require additional 
appropriated funds. 

Senator Nevpercer. Now, as you know, 8S. 1136 provides for $50 


million for the Nation, you are aware of that, in forest access road 
funds. 


Mr. Srone. Yes. 
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Senator Neusercer. At the present time, if I am not mistaken, and 
I would like to review these sums with you, $24,300,000 was requested 
in the budget for forest access roads, is that not correct? Is that the 
correct sum, as you recall 

Mr. Stone. I think that is correct. 

Senator Nevupercer. Of course, that is for the whole Nation. 

Mr. Srone. Yes. 

Senator Neusercer. Now, you also know that in the authorization 
which was put through the Congress under the leadership of men like 
Senator Gore, Senator Morse, Senator Murray, Senator Magnuson, 
Senator Mansfield, Senator Jackson and others, the sum of $27 million 
was authorized but that the Department did not request the full 
authorization. Is that not correct ? 

Mr. Stone. I believe that is correct. 

Senator Neusercer. Was the regional office of the Forest Service 
in this area consulted prior to the time that the full authorization for 
access roads was not requested ¢ 

Mr. Srone. We always send in each year our estimate of needs 
and every other region in the country does, too. 

Senator Nevusercer. What was your estimate of needs to this par- 
ticular region in the current budget, do you recall? 

Mr. Sronr. I don’t have the figures here as to the actual amount 
for the road program that we showed, but I could determine it. Do 
you have that Mr. Grefe? 

Mr. Grere. No, I don’t have that figure, Mr. Stone. 

Senator Neusercer. Could that be supplied for the record at your 
convenience ? 

Mr. Srone. Yes. 

Senator Neusercer. Did anything come from this region, region 
6, which, in your opinion, would have supported a request by the 
Department for fewer forest access roads funds than were authorized 
by the Congress? 

Mr. Stone. Of course the question of the national request for roads 
has to be based upon the needs for the whole country and it has to 
be, I suppose, based on the consideration of the fiscal policy of the 
administration. I don’t believe I am in any position to judge or 
say whether or not our road program as we proposed it, justified 
asking for more than $24 million. 

Senator Neusercer. Then let me ask this question: Did you re- 
ceive in region 6 the full amount which you listed as your needs, or 
did you not? 

Mr. Srone. Do you recall that, Ray? 

Mr. Grere. We don’t ordinarily ask for a specific amount each 
year for roads. We have a long-term road program, Senator, that 
gives the total needs and we have never yet come up to a point that 
saturated us as far as our ability to meet the needs of the total system. 

It simply comes down to a case of how fast we will be able to 
complete our system as a whole as to how much money is allocated 
to us. 

Senator Neupercer. But the testimony of the regional forester did 
show that you were not now building sufficient access roads to harvest 
your full allowable cuts. There is no question about that, is there? 

Mr. Grere. That is correct. 
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Senator Neusercer. I just would like to ask several other questions, 
Mr. Chairman, because I know you are pressed for time. Mr. Stone, 
I have noticed in some of the statement which you have made that 
you are not only hard pressed, or let me say under duress, to build 
roads, but also to secwiile housing for the personnel which will process 
this timber for sale. Is that correct? 

Mr. Stone. That is correct. 

Senator Neupercer. And your housing needs are behind at the 
present time, is that correct? 

Mr. Srone. We have been making progress in the last couple of 
years. We have had substantial increases for housing and we have 
made some real progress. We still need many more houses. 

Senator Neupercer. I just wanted to make the point that I am 
going to suggest to Congressman Magnuson of Washington and 
Congressman Porter, who are particularly concerned with this in the 
House where all appropriations must originate, that they sponsor leg- 
islation for a $10 million contractual authorization for housing per- 
sonnel so that at a time of reduced private housing activity m the 
Nation as a whole, perhaps some of the contractors and others who 
might be building private houses can be working on Forest Service 
housing which is so badly needed. 

Has any definite survey been made of your housing needs for tim- 
ber-sale personnel in this area? 

Mr. Sronr. Yes. We made a survey of our housing needs here a 
couple years ago. 

Senator Nrusercer. Did those—could those figures be supplied to 
me when convenient ? 

Mr. Stoner. Yes. 

Senator Neupercer. I would just like to ask one other question. On 
page 10 of your written testimony you showed under the forest high- 
way system the needs for Oregon and Washington, and if I am not 
mistaken, Oregon has a greater amount of mileage in need of con- 
struction and a greater amount of mileage which requires improve- 
ment than there are under both categories in the State of Washing- 
ton. Isthat not correct ? 

Mr. Strong. Yes, that is correct. 

Senator Neusercer, Is it not correct, however, to say that under the 
new formula for the distributing of forest highway funds which 
was announced by the Department on November 6, the State of 
Oregon actually takes a greater proportionate reduction, or benefits 
less proportionately, than the State of Washington? Is that not 
true 

Mr. Stone. Well, I would have to examine those figures. I couldn’t 
tell you offhand, because I just don’t have the information. 

Senator Neupercer. Let me ask you the question this way. I am 
going to let Mr. Wolf of the committee staff, who I know has the table, 
provide this for the record. When the Department on November 6 
and without very much consultation at the grassroots, as the chairman 
of the subcommittee has pointed out, changed the formula to reduce 
by half the weight given to value of the timber, that probably 
penalized Oregon more than any State in the national forest system. 
Would that not be true? 
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Mr. Sronr. Well, that might be true. I wouldn’t know without 
examining those figures, but I think attached to Mr. Cliff’s state- 
ment there is a list that shows those figures. 

Senator Nreurercer. Can Mr. Wolf supply those for «he record ? 

Mr. Worr. That is already in the record, Senator. Compared with 
1956, Washington got a $413,000 increase while Oregon only got 
$175,000 increase. Washington did get the largest increase of any 
State in the Nation. 

Senator Neupercer. And the increase that went to Washington was, 
just looking offhand, was about three times the size of that that went 
to the State of Oregon; is that correct ? 

Mr. Wor. About double. 

Senator Neupercer. More than double, wasn’t it? 

Mr, Wotr. 173 to 413. 

Senator Neusercer. That is substantially more than double, how- 
ever. I am not a mathematical expert so I can’t compute that right 
here, but the significant point, Mr. Chairman, is that on page 10 of 
the statement of the regional forester, Oregon needs, particularly in 
the realm of road improvement, are over twice that of the State of 
Washington and yet under this new formula the State of Oregon 
fared far less favorably, comparatively, than did the State of Wash- 
ington in the allocation of road funds under the forest highway sys- 
tem, and wouldn’t that indicate that this new formula leaves some- 
thing to be desired, Mr. Stone? 

Mr. Stone. Well, I guess it depends on the point of view. If you 
take it from the point of view of some of the central Western States, 
they might not think so. 

Seaator Nevusercer. May I ask this: Was your office consulted be- 
fore the formula was changed ? 

Mr. Stone. We furnished the information on the value of the na- 
tional forest areas. Each region did that, but we had nothing to do 
with the development of the formula which I believe, is done by 
the Secretary of Agriculture and Secretary of Commerce. 

Senator Nreupercer. I realize you provide the statistical data as 
to the value of the forest and acreage, but you were not consulted 
then as to the policy involved when the formula was changed ? 

Mr. Stoner. No. 

Senator Neusercer. Thank you very much. That is all. 

Senator Gore. Mr. Wolf? 

Mr. Wotr. I just had a couple questions, Senator Gore. 

You stated that your road needs for timber-access purposes were 
$133 million. In addition, do you have other requirements in funds 
for maintenance, for the construction and reconstruction of all-pur- 
pose roads and bridges and other purposes, which would bring the 
total for the 5-year period well above $133 million ? 

Mr. Stone. Yes. That $133 million I believe has to do with the 
timber-access system. 

Mr. Worr. Mr. Stone, will you furnish for the record your total 
needs for the 5-year period and show how much you would get if 
your funds continued at the 1956 level for the next 5 years? 

Mr. Stone. Yes, we will do that. 

Mr. Wo tr. The present law has a provision requiring public hear- 
ings before you construct a timber-access road with appropriated 
funds; is that right? 


FEDERAL HIGHWAYS AND FOREST ROADS 199 


Mr. Stone. That is right. 

Mr. Worr. Could you just say briefly how many people appeared to 
testify at those hearings and whether you have ever had any con- 
troversy in those hearings? 

Mr. Stone. Well, since that law was passed in 1953 we have had 
some 27 he: arings in this region. The average attendance, aside from 
the Forest Service people, has been about 10 people per hearing. That 
would mean about 270 in the whole period. Did you have some other 
question there ? 

Mr. Wotr. Well then, would you just furnish that material for 
the record and a sample of these hearings, and if you have an esti- 
mate of the cost of conducting these hearings, including all the prepa- 

ration that is necessary for them. 

Mr. Stone. Yes, I will do that. I have some figures on the cost 
right here, but I will put that in an additional statement. 

Mr. Worr. Would you say from your experience that this public- 
hearing provision is a necessity to protect the timber industry or the 
general public, or could you handle it in some other manner just #s 
satisfactorily and at less cost / 

Mr. Stone. Well, of these 27 hearings there were statements made 
which might be construed as inal protests in only about 2 instances 
There were some additional statements made, for example, in some 
road hearings in connection with the Molalla area where the people 
in Molalla m: ide a statement with regard to a Federal unit in 
area. It wasn’t really germane to the question of roads except that if 
there was to be a sustained yield unit, then the road might go in a 
different way. But that is what we have experienced to “date. 

There is a lot of time involved in preparing for these hearings and 
in conducting them. There is time involved on the part of the peo- 
ple that want to go to the hearings, and it seems to me that they could 
I handled in another way more effectively perhaps. 

Mr. Woxr. Could you do it as a part of presenting your annual 
timber-sale program on each forest ¢ 

Mr. Stone. Yes. 

Mr. Worr. And just have one annual meeting instead of going 
through all the rigmarole of publishing a notice of public hearing for 
each road? 

Mr. Stoner. That could be done very readily. 

Mr. Weir. Would there be a substantial saving, in your judgment ? 

Mr. Sronr. I think so. 

Mr. Wotr. In 1955 when Senator Neuberger conducted hearings on 
Federal timber-sale policies, your region listed a sample of right-of- 
way problems. I believe a letter was sent to the Forest Service re- 
questing them to supply for the record the resolution of those prob- 
lems. Would you furnish that for the record ? 

Mr. Srone. You want the figures now, or do you want a statement 
on that? 


Mr. Worr. I think you could just put it in the record, Mr. Stone. 


20738—58——14 
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(The information requested is as follows :) 
SNOQUALMIE NATIONAL ForREST 


NO, 1 


Name of area: Beckler River Area. 

Located in Skykomish working circle. 

Approximate area: 3,000 acres of national forest land. 

Approximate total volume: 45 million board-feet. 

Nature of problem: Secure 1 mile of road right-of-way from the State of 
Washington and Skykomish Timber Co. Sale of timber is planned in 1956. 
Case resolved. 

NO. 2 

Name of area: Silver Creek area. 

Located in Skykomish working circle. 

Approximate area: 1,000 acres of national forest land. 

Approximate total volume: 15 million board-feet. 

Nature of problem: Secure 1 mile of road right-of-way from Seattle-Snohomish 
Mill Co. Sale of timber is planned in 1955. 


NO. 3 
Name of area: Deer Creek area. 
Located in Skykomish working circle. 
Approximate area: 2,000 acres of national forest land. 
Approximate total volume : 26 million board-feet. 
Nature of problem: Secure 1 mile of road right-of-way from Walton Lumber 
Co. Case resolved. 
NO. 4 


Name of area: Bridal Veil Falls area. 

Located in Skykomish working circle. 

Approximate area: 1,900 acres of national forest land. 

Approximate total volume: 38 million board-feet. 

Nature of problem: Secure 1 mile of road right-of-way from R. R. Rogers and 
Walton Lumber Co. A sale is planned in this drainage in 1956. 


NO. 5 


Name of area: Johnson Creek area. 
Located in Skykomish working circle. 
Approximate area: 4,500 acres of national forest land. 
Approximate total volume: 90 million board-feet. 
Nature of problem: Secure 1 mile of road right-of-way from Skykomish Tim- 
ber Co. 
NO. 6 


Name of area: Sobeski Mountain area. 

Located in Skykomish working circle. 

Approximate area: 1,500 acres of national forest land. 

Approximate total volume: 28.5 million board-feet. ! 

Nature of problem: Secure 214 miles of road right-of-way. One-fourth mile 
is across Great Northern Railroad Co. lands, and 2 miles is across an unknown 
number of unpatented mining claims. A sale is planned in this area in 1956. 


NO. 7 


Name of area: Money Creek area. 

Located in Skykomish working circle. 

Approximate area: 4,000 acres of nationai-forest land. 

Approximate total volume: 92 million board-feet. 

Nature of problem: Secure one-half mile of road right-of-way from Pope & 
Talbot Co. and Northern Pacific Railroad. Sales are planned in this drainage in 
1957. Case resolved. 

NO. 8 


Name of area: North Fork Skykomish. 

Located in Skykomish working circle. 

Nature of problem: Secure one-fourth mile of road right-of-way from one 
small owner. Right-of-way is needed for a road betterment project. 
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NO. 9 


Name of area: Trout Creek area. 

Located in Skykomish working circle. 

Approximate area: 5,000 acres of national-forest land. 

Approximate total volume: 75 million board-feet. 

Nature of problem: Secure 3 miles of road right-of-way from a mining com- 
pany covering both patented and unpatented mining claims. When road rights- 
of-way are obtained, timber sales will require securing release of timber on an 
unknown number of mining claims. Partially resolved. Area examined for 
surface right determination. 

NO. 10 


Name of area: Sultan River area. 

Located in Skykomish working circle. 

Approximate area: 8,000 acres of national-forest land. 

Approximate total volume: 152 million board-feet. 

Nature of problem: The Forest Service has no access to this isolated body 
of national-forest land. Private access roads leading into the area are con- 
trolled by Monroe Logging Co. In addition to the right-of-way problem, the 
Snohomish PUD plans to construct a power dam on the river. A power dam will 
cause additional complications in the management of national-forest timber- 
lands. 


NO. 11 


Name of area: Middle Fork Snoqualmie area. 

Located in Snoqualmie working circle. 

Approximate area : 57,000 acres of national forest land. 

Approximate total volume: 741 million board-feet. 

Nature of problem: Negotiate for 11 miles of road right-of-way with St. Regis 
Paper Co. and Weyerhaeuser Timber Co. The Weyerhaeuser Co. has constructed 
a private access road that connects from the national forest boundary to the 
public road system. Negotiations will be held during the next few years. Case 
resolved. 


NO. 12 


Name of area: Alice Creek area. 

Located in Snoqualmie working circle. 

Approximate area : 1,500 acres of national forest land. 

Approximate total volume: 19.5. million board-feet. 

Nature of problem: Obtain 144 miles of road right-of-way from Weyerhaeuser 
Timber Co. and Milwaukee Land Co. Sales are planned in this area in 1956. 


NO. 13 


Name of area: Hansen Creek area, 

Located in Snoqualmie working circle. 

Approximate area : 1,800 acres of national forest land. 

Approximate total volume: 23.4 million board-feet. 

Nature of problem: Obtain 4 mile of road right-of-way from Weyerhaeuser 
Timber Co. 


NO. 14 


Name of area: Cedar River area. 

Located in Cedar River working circle. 

Approximate area : 25,000 acres of national forest land. 

Approximate total volume: 840 million board-feet. 

Nature of problem: This drainage is the watershed for the city of Seattle. 
Landownership is in a checkerboard pattern. The private land is owned by the 
city of Seattle and Mountain Tree Farm. The city has a purchase agreement to 
purchase all the private lands with title passing when the timber is logged. 
Two major problems are present; namely, a problem of public access and a 
problem of coordinated management. Under the existing conditions it is im- 
possible to make a sale that would be equally available to all interested parties. 
The conditions of a proposed 60-million-foot sale were protested by prospective 


bidders and the sale was not made. Consequently, there has been very little 
cutting in the watershed. 
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NO. 15 


Name of area : North Fork Snoqualmie area. 

Located in Snoqualmie working circle. 

Appproximate area : 24,500 acres of national forest land. 

Approximate total volume: 521 million board-feet. 

Nature of problem : Negotiate for 20 miles of right-of-way over existing Weyer- 
haeuser Timber Co. private road, Sales are not planned in this area during 
the ensuing 5-year period. There are slightly more than 500 lode claims in this 
drainage. When outside access is obtained, the problem of mining claims will 
be confronted. 

NO. 16 


Name or area: Tolt River area. 

Located in Snoqualmie working circle. 

Approximate area : 9,500 acres of national forest land. 

Approximate total volume: 200 million board-feet. 

Nature of problem: Negotiate for 20 miles of right-of-way over existing Weyer- 
haeuser private road. This road is an expansion of the North Fork Snoqua!mie 
Road listed in No. 15 above. A few sections of isolated national forest timber 
were sold on a road rental basis with the company. Sales in the main body of 
nutional forest are not planned in the next 5 years. 


NO. 17 


Name of area: Greenwater-Dalles area. 

Located in White River working circle. 

Approximate area : 20,000 acres of national forest land. 

Approximate total volume: 520 million board-feet. 

Nature of problem: The majority of the drainage is in a checkerboard pat- 
tern. Weyerhaeuser Timber Co. owns the intermingled private lands. It will 
be necessary to negotiate satisfactory rights-of-ways with the company. Some 
type of joint road construction project would be desirable. 


NO. 18 


Name of area: Tolmie Creek area. 

Located in White River working circle. 

Approximate area: 1,500 acres of national forest land. 

Approximate total volume: 48 million board-feet. 

Nature of problem: Obtain 1.5 miles of road right-of-way from St. Paul and 
Tacoma Lumber Co. across their land. 


NO. 19 


Name of area: Clearwater River area. 

Located in White River working circle 

Approximate area : 10,000 acres of national-forest land. 

Approximate total volume: 260 million board-feet. 

Nature of problem : Obtain approximately 8 miles of right-of-way over a private 
road owned by Weyerhaeuser Timber Co. A sale is planned in this drainage in 
1957. 

NO. 20 


Name of area: Deer Creek area. 

Located in White River working circle. 

Approximate area : 15,000 acres of national-forest land. 

Approximatel total volume: 480 million board-feet. 

Nature of problem: This 3-mile-wide strip along the west boundary of Rainier 
Park is in a checkerboard ownership. The intermingled private land is largely 
owned by St. Paul & Taooma Lumber Co., as are the main routes of access to 
the area other than the park highways on the north and south ends. Innumer- 
able conferences have been held with the company in an effort to negotiate satis- 
factory rights of access. The latest proposal is to make a consolidation exchange 
with the company. Exchange negotiations are active. 
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NO, 21 


Name of area: East Fork Prairie Creek area. 

Located in White River working circle. 

Approximate area : 10,000 acres of national-forest land. 

Approximate total volume: 260 million board-feet. 

Nature of problem: Securing rights-of-way from 2 or 3 private owners in a 
checkerboard area. Some sales have been made in the area during the past sev- 
eral years. <A public road exists to the forest boundary. 


NO. 22 

Name of area: Catt Creek area. 

Located in Mineral working circle. 

Approximate area : 4,000 acres of national-forest land. 

Approximate total volume: 64 million board-feet. 

Nature of problem: Negotiate for 3 miles of road right-of-way. The land- 
owners are Harbor Plywood, Northern Pacific, West Fork Logging Co. and the 
State of Washington. This proposed road will also serve as access to some 
national-forest land in the Silver Creek drainage. A sale is planned in the Catt 
Creek drainage in 1957. Case resolved. 


NO. 23 


Name of area: Mineral addition area. 

Located in Mineral working circle. 

Approximate area : 38,000 acres of national-forest land. 

Approximate total volume: 760 million board-feet. 

Nature of problem: This is a checkerboard area without public access from 
the outside. The private land along the eastern portion of the area is owned by 
St. Paul and Tacoma. The majority of the remaining private land is owned by 
Weyerhaeuser Timber Co. Every sale that is made in this area will require 
considerable negotiation for satisfactory rights-of-way. 


NO. 24 

Name of area: Rock Creek area. 

Located in: Naches-Tieton working circle. 

Approximate area : 6,000 acres of national forest land. 

Approximate total volume: 150 million board-feet. 

Nature of problem: Right-of-way problem in a checkerboard ownership. Three 
miles of right-of-way are controlled by Northern Pacific Railroad. Two miles of 
right-of-way are controlled by several small owners. A sale is planned in this 
drainage in 1957. Case Resolved. 

NO. 25 

Name of area: Gold Creek area. 

Located in: Naches-Tieton working circle. 

Approximate area: 2,500 acres of national forest land. 

Approximate total volume: 62.5 million board-feet. 

Nature of problem: Negotiate 3 miles of road right-of-way with Northern Pa- 
cific. A sale is planned in this area in 1955. Case Resolved. 


NO 26 
Name of area: Milk Creek area. 
Located in: Naches-Tieton working circle. 
Approximate area : 2,000 acres of national forest land. 
Approximate total volume: 50 million board-feet. 
Nature of problem: Negotiate 2 miles of road right-of-way with Northern 
Pacific. A sale is planned in this drainage in 1958. Case Resolved. 


NO. 27 

Name of area: Green River area. 

Located in: Green River working circle. 

Problem resolved: In 1954 agreement was reached with Northern Pacific con- 
cerning the construction, maintenance, use and exchange of rights-of-way for 
future roads to be constructed in this working circle. A memorandum of under- 
standing was executed by both parties. 
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NO. 28 


Name of area: Gale Creek area (Green River Fire). 

Located in: Green River working circle. 

Problem resolved: A permanent right-of-way for an existing road was ob- 
tained from Weyerhaeuser Timber Co. This right-of-way makes it possible to 
sell the fire-killed timber in the Green River fire. 


NO. 29 


Name of area: West Fork White River area. 

Located in: White River working circle. 

Problem resolved: A right-of-way was obtained from Weyerhaeuser Timber 
Co. over 5 miles of company land making the West Fork of White River area 
accessible. 

NO. 30 

Name of area: Cayada Creek area. 

Located in: White River working circle. 

Problem resolved: Agreement was reached with Northwest Door and Northern 
Pacific for a cooperative road construction project in this drainage. Northwest 
Door is building the road at its own expense. The Forest Service will reimburse 
the company for the Forest Service share of construction costs as national forest 
timber is hauled over the road. In 1962 full title to the road will rest with the 
Forest Service. 

GENERAL COMMENTS 

The Snoqualmie Forest has 48 road right-of-way cases to negotiate in the next 
5-year period in order to maintain the planned cut during this period. In addi- 
tion, there are unknown number of mining claim cases to resolve that will re- 
quire securing release of timber on unpatented mining claims and rights-of-way 
across the claims. It is estimated that there are a total of 1,150 mining claims on 
this forest, covering an acreage of 21,800 acres. The volume of timber tied up 
on these claims is estimated to be 545 million board-feet. The forest is a mineral- 
ized area and as additional areas are developed with roads, new mining claims 
will no doubt be staked. The problems of access and mining claims have pre- 
vented this forest from attaining the allowable annual cut. 

Mr. Stoner. Of those hundred right-of-way cases, 52 of them are 
now entirely resolved; 15 of them are resolved in part. The balance 
of 33 unresolved rights-of-way, no action has been taken on about 
8 of them because of lack of construction funds. We have had other 
things to do. Now, if you want a statement of that, I would be glad 
to prepare one. 

Mr. Wo r. I think it might be well. Don’t you, Senator? 

Senator Gorr. Yes. 

Mr. Wo tr. Those are the only questions I had, Senator Gore. 

Senator Gorr. Do you gentlemen have remarks you would like 
to submit ? 

Mr. Grere. No, sir. 

Mr. Lunp. No. 

Senator Gorr. Thank you for your appearance. 

Mr. Keith D. Skelton. 


STATEMENT OF KEITH D. SKELTON, APPEARING ON BEHALF OF 
CONGRESSMAN CHARLES 0. PORTER 


Mr. Sxetron. Mr. Chairman, members of the committee, my name 
is Keith D. Skelton; I am an attorney, a partner in the firm of 
Porter & Skelton, with offices in the Legal Center Building in Eugene. 
I am a member of the Oregon House of Representatives and I man- 
age the district office which Congressman Charles O. Porter main- 








FEDERAL HIGHWAYS AND FOREST ROADS 205 


tains in Eugene, and I am here today representing Congressman 
Porter and to read for the record a statement on his behalf. 

Now, we have provided for the committee a full statement and 
we would like to ask that the statement be included in the record and 
I will merely give a synopsis here in the interest of time. 

Senator Gore. That will be entirely satisfactory. 

(The statement referred to is as follows:) 


STATEMENT BY CONGRESSMAN PORTER 


It is, of course, most appropriate that this distinguished committee should 
be holding a hearing in the State of Oregon on the important legislation deal- 
ing with the forest highway program and with forest development roads and 
trails. The problems involved are centered here in the Pacific Northwest and 
whatever action is taken by this committee, and later by the Congress as a 
whole, will have tremendous immediate impact and a potent long-range effect 
on this entire area. 

As was pointed out by Robert F. Keniston, of the Oregon State College 
School of Forestry faculty in his article for the Atlas of the Pacific North- 
west, the forests which cover nearly one-half the land of the Pacific Northwest 
contain 46 percent of the Nation's total sawtimber volume and 57 percent of 
its softwood sawtimber. In addition it contains millions of acres of young, 
vigorously growing trees which will provide timber for future generations. The 
forests of this region supply 36 percent of the Nation’s annual cut of sawtimber. 

The value of this resource extends beyond the provision of wood and wood 
products. Forests are the principal vegetative cover protecting the headwaters 
of the rivers of the entire region. They keep the mountain streams cool and 
clear as a suitable habitat for fish. The noncommercial forest lands, mostly 
near timberline, are important for watershed protection and for recreation. 
Much of this forest land contains scenery of a beauty and grandeur ranking 
with the best in the United States. 

Of the 97.5 million acres of forest land in the Pacific Northwest, 74.5 million 
acres, or 76 percent, are classed as commercial. Of this, 25.1 million acres are 
occupied by important stands of virgin or partiy cut old-growth timber. This 
old growth is primarily in remote mountain areas, with the largest concentra- 
tion in southwestern Oregon; it is principally in national forests and other 
public ownership, and much of it has not yet been tapped by roads. 

Sixty-three percent of the commercial forest land is in public ownership, 
mostly national forest; but the most accessible is in private ownership. 
Although the Douglas fir region, west of the summit of the Cascades, has only 
one-third of the Northwest’s commercial forest area, it has two-thirds of the 
sawtimber volume. 

ACCESS ROADS OPEN VALUABLE STANDS 


As the distinguished members of this committee well know, as rapidly as ac- 
cess-road construction permits, national forests and Department of the Interior 
forest lands are being opened to private cutting on a sustained-yield basis. An 
attempt is being made to reduce the pressure for premature cutting of the ac- 
cessible stands of immature private timber, by making available the remote 
stands of decadent and slow-growing old timber. 

Current cutting, plus losses from disease, insects, fire, and other causes, are 
estimated to remove 3.7 billion cubic feet of wood annually from the forests 
of the Northwest, while only 2.9 billion cubic feet are restored through growth. 
This deficiency is not as serious as it seems, because no net growth takes place 
in virgin old-growth stands, and in the overmature even-aged stands of Douglas 
fir there is an annual net loss. It is only by removing the decadent and slow- 
growing trees and replacing them with vigorous, young stands that any net growth 
ean occur. 

Through efficient fire detection and suppression systems and intensive fire- 
prevention campaigns, such as the “Keep Oregon Green” movement, fire losses 
are now kept small. Funds appropriated for research on insects and diseases 
and for detection and control of epidemics are so small that annual losses from 
insects and diseases far exceed those from fire. 
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FORESTS CAN PRODUCE MUCH MORE 






The forest lands of the Pacific Northwest, under rapidly improving manage- 
ment, are believed to be capable of achieving an annual growth rate of 3.2 bil- 
lion cubic feet of wood by 1975. This would approach the present drain on this 
resource. Under intensive management of young stands, the annual yield of 
wood can often be doubled, by removing in thinnings the trees that would other- 
wise die and decay. By leaving only vigorous, well-spaced trees, a young stand 
“an be kept growing at its optimum rate. 

It is widely known that the United States depends heavily on the Pacific North- 
west for its softwood products. Since 1918 this region has been the Nation’s 
leading producer of lumber. In addition to its wide leadership in the produc- 
tion of softwood lumber, the Pacific Northwest provides the Nation with 85 
percent of the softwood plywood produced, 17 percent of the woodpulp, 7 per- 
cent of the paper, 95 percent of the shingles and 66 percent of the lath. Large- 
size poles and piling come chiefly from the Pacific Northwest. Since 1946 over 
half of the Nation’s total lumber exports have originated in this region. 
las-fir exports alone equal the exports of all other species combined. 

Eighty-one percent of the Northwest’s lumber production is from two species: 
Douglas fir and ponderosa pine. The great concentration of lumber production, 
primarily from Douglas fir, is in western Oregon and western Washington. 
The heaviest concentration of production is in southwest Oregon, the 4th Con- 
gressional District which I represent, and chiefly in Lane and Douglas Counties. 
In these areas, and in others, there is a tendency toward premature cutting 
of accessible second-growth timber to supply small mills which otherwise would 
go out of business. 

This can mainly be avoided through the construction of forest development 
roads (access roads) into presently inaccessible areas where overmature old- 
growth timber is available and, in fact, should obviously be cut in the interest 
of proper management of these valuable timber resources. 












Doug- 


















BETTER UTILIZATION IMPORTANT 










A great deal has been done, both by the Federal and State Governments and 
by private firms, to develop processes for the better utilization of the lumber 
which is now obtained from accessible timberlands. A dramatic example is 
the production of plywood, nearly all of which is supplied from the Pacific 
Northwest. By far the heaviest production of plywood in the Nation is centered 
in southwestern Oregon, chiefly in Linn, Lane, Coos, and Douglas Counties, 
which are located in the district which I represent. 

Most veneer is cut from relatively round, more or less knot-free, old-growth 
logs called “peeler” logs. Because of their increasing scarcity, peeler logs com- 
mand very high prices and it is becoming necessary to use an increasingly 
high percent of more knotty, more defective and smaller logs for peeling. How- 
ever, peeler logs would be more available if the more remote forest areas are 
made accessible for cutting. 

There is every reason for bolstering the important program of access-road 
construction in the forest regions of this area. There is no reason for not 
doing so, except the often used “reason” of economy, a false notion that there 
is actually a saving involved by failure to manage efficiently the great timber 
resources which are held in trust by the Federal Government for the pe ple 
of the entire country. Every dollar spent for the construction of timber- 
access roads, either through direct appropriation of funds or through the 
reduction of the appraised price to allow for construction of the roads by the 
purchaser, is certain to be returned manyfold to the Treasury. 






















LARGER APPROPRIATIONS NEEDED 






In my opinion, and in the opinion of many others, the best and most efficient 
method of financing the construction of these forest-development roads is 
through direct appropriation of funds by the Congress for this purpose. For 
that reason, I strongly urge the favorable consideration of this committee of 
the Morse-Neuberger bill, S. 1136, which would substantially increase the 
authorization for access road construction appropriations over the next decade, 
and which would provide the authority of law for the present administrative 
practice of reducing the appraised price of timber to allow for purchaser 
construction of access roads. 
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I have introduced in the House of Representatives a companion bill, H. R. 
4617, which is identical to S. 1136, and I expect to ask for the earliest possible 
consideration of this legislation by the House Committee on Public Works during 
the coming session of Congress. 

The Comptroller General of the United States has stated in his report on 
S. 1136 that the General Accounting Office does not look with favor on practices 
which may have the effect of removing any of the operations of Government 
agencies from effective budgetary control. As the Comptroller General points 
out, the General Accounting Office has suggested in the past that the use of 
appropriated funds for financing the construction cost of access roads would 
increase competitive bidding for national forest timber. The bidding base would 
be broadened in that prospective purchasers who would be precluded from bed- 
ding if required to construct access roads would be brought into the market. 
Increased competition will, of course, result in higher prices for the timber 
and would result in greater gross receipts for the Treasury of the United States. 

However, the Comptroller General notes in the same report that while there 
is no specific legislative authorization in existence for the indirect financing of 
timber access road construction through reduction in the appraised price, timber 
purchasers nevertheless must have access roads to harvest their purchases. 
Where no roads exist they have to provide such roads as an incident of their 
contract operations. The construction allowances made for the cost of con- 
structing the roads is reflected in their bid prices and operates to reduce the 
amounts which they otherwise would be able to pay for the timber. Thus, the 
Federal Government indirectly finances the road where this purchaser-construc- 
tion method is used. 

LONG: RANGE PROGRAM NEEDED 


To carry this one step further, I have asked the Comptroller General if there 
is any bar in the law to keep the Forest Service from managing its forest re- 
sources as any prudent timber owner could be expected to do; that is, to construct 
access roads on its land (either by the use of appropriated funds of indirectly 
through the purchaser-construction method) which are to specifications which 
will allow for the eventual harvesting of all the timber that could be expected 
to become available from the area or watershed to be served by the road. (This, 
of course, would be in contrast to a road constructed only to specifications which 
would allow for the harvest of the timber offered for sale to the purchaser who 
would build the road.) 

I am informed that the Comptroller General can find no provision in the law 
which would restrain the Forest Service from conducting its access road con- 
struction program in this obviously more efficient and economical fashion. I 
am informed by the General Accounting Office, and this is contrary to what is 
widely understood among private timber operators and some public officials 
in the Pacific Northwest, that the Comptroller General has never stated an 
opinion against the construction of high-grade timber-access roads where needed 
by the timber purchaser construction method, even though the reduction in the 
sale price might far exceed the amount which would cover the construction of 
a road to specifications which would only allow for harvest of the timber offered 
for sale at the time of the road construction. 


ANNUAL YIELD CAN MULTIPLY 


Figures released by the Pacific Northwest Forest and Range Experiment Sta- 
tion of the Forest Service forecast with continuation of present trends in forest 
management and forest protection, annual growth of 9.45 billion board feet. 
The same authority believes that intensive forest management such as has been 
demonstrated in Denmark could multiply Oregon’s annual growth by 5 and make 
possible an annual harvest of 16 billion board feet. 

This larger yield depends upon a program under which heavy stands of young 
forests will replace the present preponderance of old growth. It assumes also 
that intensive forest management will include planting, careful thinning to use 
all the growth from the land, tight control over fire, insects, and disease, salvage 
of dead timber, and full utilization of trees now left in the woods. Until then, 
much old tree growth is lost. Thus, it becomes clear that time and timber are 
wasting in Oregon’s national forests. 

Lands in the national forests pay no taxes to the State or to the counties within 
which they are located, but they do retain 35 percent of their gross receipts for 
public schools and roads in the State and in the counties where the national 
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forests are located. Gross receipts to the national forests in Oregon during 
each of the past 3 years ranged from nearly $20 million in 1954, to more than 
$37.8 million for the year ended June 30, 1957. The net effect of the provisions 
which return 35 percent is for the Federal Government to pay the State of Oregon 
and the several counties approximately $7 million in 1954, and more than $13 
million for each of the next 2 fiscal years. 

Had Oregon’s national forests yielded the additional allowable timber cut of 
a quarter billion board feet during each of the past 2 years, and had the timber 
been sold at prices comparable with those actually received, the State of Oregon 
and the several counties would have benefited in the amount of close to $2 million 
additional for each year. The receipts for fiscal years 1956 and 1957 might 
each have been about $15 million rather than $13 million. The larger return 
was impossible because of lack of access roads. Failing such roads of access the 
schools and roads of this State suffered reduced incomes. 


THESE 





FACTS DEMAND AN 





ANSWER 


I have laid before you only a few facts, but taken together they demand an 
answer. All who are familiar with the national forests of Oregon and the Pacific 
Northwest know that thousands of acres in remote areas support huge quantities 
of unmanaged and unharvested timber. So long as these great stands remain 
unharvested, a vast potential of new growth is unseeded, and the existing young 
growth stagnates for lack of sunlight and space. Meanwhile. sawmills close 
down and Oregon’s future is at stake. Clearly, these timber tracts must be made 
accessible. 

Modern forest roads require money and time. They must be engineered and 
constructed so as to support powerful, high-speed trucks carrying heavy loads 
of logs. Only in the barest elements do they resemble the roads that met the 
needs of 6-span ox teams and 10-horse combinations of an earlier generation of 
loggers. The bull wheels and wagons of that era demanded little grading and 
filling, and bridges capable of supporting them would give cold chills to the driver 
of a modern truck. Engineered to take towering loads of logs around mountain 
curves and ballasted with half a foot or more of crushed rock, few modern roads 
ean be built for as little as $1,000 a mile and many cost more than $40,000. 

During the year ended June 30, 1955, fewer than 64 miles of new roads were 
built or reconstructed in the national forests of Oregon. This brought the total 
of roads with necessary bridges in these areas to nearly 9,500 miles. Their 
maintenance required a large portion of the annual appropriation. 





INVESTMENT 





WILL BE 





FULLY RECOVERED 
























Careful study has convinced me that the investment called for by the Fea- 
eral Government in S. 1136 and H. R. 4617 will pay satisfactory interest to the 
Federal Treasury and will eventually be fully recovered. The returns will 
not stop at the Federal Treasury, however. They will benefit the entire Na- 
tion. The treasuries of every State and county where national forests are 
located will receive increased returns. The size of those benefits will differ 
from the figures available to Oregon only as the area, the growing capacity, and 
the values in their national forests differ from those of Oregon. 

I would be blind to the dependence of many industries upon wood, including 
the building of homes, were I to fail to remind you how this will affect the 
prosperity of the Nation. The larger crops of timber and wood products, and 
the assurance that more such crops will be available in the future, will be 
sustaining influence upon all business. In turn, the continued opportunities for 
labor and capital will permit a steady flow of individual and corporate tax re- 
turns. 

With access roads to all the timber in all the national forests, full use of these 
areas can be achieved. Until such roads are built and properly maintained, 
timher is being wasted, and a billion dollar business in Oregon, like compara- 
ble businesses in many of her sister States, is threatened. 

In conclusion I would like to make one more major point today. Perhaps 
the best way to do so is to read a few excerpts from a letter which I sent on 
December 3 to the distinguished chairman of this committee, Senator Gore, 
and to my friend and colleague from Oregon, also a member of this committee. 
Senator Richard Neuberger. 
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NEW RATIO ESTABLISHED 


I mentioned in the letter that on November 6 of this year it was announced 
in the Federal Register that the Department of Commerce and the Department 
of Agriculture had filed a joint agreement to amend the regulations regarding 
apportionment of forest highway funds to the States. The effect of the new 
ratio was to change the original “weight” of 50 points for acreage and 50 points 
for value of national forest land in each State to 75 points for acreage and only 
25 points for value. 

The cold formula had been in use since 1922 and was based on the act of 1921 
which called for apportioning the funds on the basis of the area and value of 
the land owned by the Government within the national forests of each State. 
The 50-59 ratio has been described by the Comptroller General as a logical 
interpretation of the act. 

The new ratio was established after the Forest Service had reevaluated the 
national forests in all the States, an assessment which was long overdue. The 
change in the formula was accomplished by the agencies themselves, without any 
prior consultation with this committee or any other committee of Congress and 
apparently without consulting with any member of the staffs of these com- 
mittees. 


QUOTATIONS FROM LETTER 


As I said in my letter to Senators Gore and Neuberger : 

“At first look, this amendment to the rules appears to benefit the State of 
Oregon in that the percentage of forest highway authorized funds to be ap- 
portioned to the State of Oregon will be increased under the amendment from 
approximately 13.8 percent to approximately 14.4 percent. Based on the amount 
authorized by Congress for fiscal year 1959, this would increase Oregon’s share 
of the fund from $4,132,640 to $4,306,115, an increment of $173,475 

“However, on consideration it becomes obvious that the State of Oregon has 
fared badly under this amendment; that under any sensible reevaluation of 
Oregon’s timberland the State would have received an apportionment, under 
the original and logical ratio, of approximately 20 percent of the total funds au- 
thorized for the forest highway program. Under the current authorization this 
would have amounted to approximately $6 million for the State of Oregon for 
fiscal year 1959.” 

I believe, as I informed the committee in my letter, that this is a matter in 
which the administration has overstepped its discretion and perhaps its authority. 
It is a matter which certainly deserves investigation. 

I hope that it will be convenient for this distinguished group to give the matter 
some consideration during the current hearings. 


Mr. Sxevron. Mr. Chairman, on behalf of Congressman Porter and 
myself I want to thank you and the other members of the committee for 
this opportunity to appear before you and present these views on this 
important legis ation. 

These are the major points which were made by Congressman Por- 
in his testimony which will be in the record. 

The forest lands are the major natural resource of the Pacific 
eae est. 

2. A speedup of access road construction is necessary to open up 
the full potentiality of this resource. 

Larger Federal appropriations, as indicated in S. 1136, for these 
suds 3 is the best and most efficient method of providing better access 
to rs forest areas. 

. There is no bar in the law to the Forest Service operating its lands 
as any wise landowner would and to allow the Service to construct ac- 
cess roads to the highest specifications needed through the purchaser- 
construction method of reducing the appraisal prices to cover the cost 
of these roads. 


With better management, the yield from our forest lands can be 
much greater. 
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6. Construction of adequate access roads will mean a higher return 
to the Treasury of the United States and should not be blocked by 
false economy reasons. 

7. The Gore subcommittee should investigate the recent action by 
the Forest Service and the Bureau of Public Roads which changed 
the formula, in use for over 35 years, for dividing forest-highway 
funds between the States. 


And here I would like to give this a little more in detail. Mr. Porter, 
on December 3, sent to the distinguished chairman of this committee 
and his friend and colleague, also a member of this committee, Senator 


Neuberger, a letter, and I now quote directly from Congressman 
Porter: ; 


I mentioned in the letter that on November 6 of this year it was announced in 
the Federal Register that the Department of Commerce and the Department of 
Agriculture had filed a joint agreement to amend the regulations regarding ap- 
portionment of forest-highway funds to the States. The effect of the new ratio 
was to change the original “weight” of 50 points for acreage and 50 points for 
value of national forest land in each State to 75 points for acreage and only 
25 points for value. 

The old formula had been in use since 1922 and was based on the act of 1921, 
which called for apportioning the funds on the basis of the area and value of the 
land owned by the Government within the national forests of each State. The 
50-50 ratio has been described by the Comptroller General as a logical interpre- 
tation of the act. 

The new ratio was established after the Forest Service had reevaluated the 
national forests in all the States, an assessment which was long overdue. The 
change in the formula was accomplished by the agencies themselves, without 
prior consultation with this committee or any other committee of Congress and 
apparently without consulting with any member of the staffs of these com- 
mittees. 

As I said in my letter to Senators Gore and Neuberger : 

“At first look, this amendment to the rules appears to benefit the State of 
Oregon in that the percentage of forest-highway authorized funds to be ap- 
portioned to the State of Oregon will be increased under the amendment from 
approximately 13.8 percent to approximately 14.4 percent. Based on the amount 
authorized by Congress for fiscal year 1959, this would increase Oregon’s share 
of the fund from $4,132,640 to $4,306,115, an increment of $173,475. 

“However, on consideration it becomes obvious that the State of Oregon has 
fared badly under this amendment; that under any sensible reevaluation of 
Oregon’s timberland the State would have received an apportionment, under 
the original and logical ratio, of approximately 20 percent of the total funds 
authorized for the forest-highway program. Under the current authorization 
this would have amounted to approximately $6 million for the State of Oregon 
for fiscal year 1959.” 

I believe, as I informed the committee in my letter, that this is a matter 
in which the administration has overstepped its discretion and perhaps jits 
authority. It is a matter which certainly deserves investigation. 

I hope that it will be convenient for this distinguished group to give the 
matter some consideration during the current hearings. 


Mr Chairman, on behalf of Congressman Porter and myself, I want 
to thank you and the other members of the committee for this oppor- 
tunity to appear before you and present these views on this important 
legislation. 

Senator Gore. Thank you. I had the letter from Congressman 
Porter and T have submitted the letter for printing in the record. 
His point of view is very pertinent and will receive careful con- 
sideration. 












- che ae a oe. 
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(The letter referred to is as follows :) 


CONGRESS OF THE UNITED STATES, 
HOUSE OF REPRESENTATIVES, 


Washington, D. C., December 3, 1957. 
Senator ALBERT GORE, 


Chairman, Subcommittee on Public Roads, Senate Committee on Public 
Works, Senate Office Building, Washington, D. C. 

DEAR SENATOR GORE: On November 6, 1957, it was announced in the Federal 
Register, page 8901, that the Department of Commerce and the Department of 
Agriculture had filed a joint agreement to amend the regulations pertaining to 
the annual apportionment of authorized forest-highway program funds to the 
several States. In effect, the amendment established a new ratio for this appor- 
tionment, allowing a “weight” of 25 “points” for the valuation of national forest 
land within each State and 75 “points” for the acreage of national forest land 
within each State. 

The time-honored formula for determining the apportionment to each State, 
in effect for over 35 years until the filing of this amendment to the rules, allowed 
50 points for valuation and 50 points for acreage, which, as the Comptroller 
General has pointed out (Reference: GAO letter B—130031), is a logical inter- 
pretation of the law, which calls for the apportionment of these funds to the 
States “according to the area and value of the land owned by the Government 
within the national forests” of each State (23 U. S. C, 23 note). 

At first look, this amendment to the rules appears to benefit the State of 
Oregon in that the percentage of forest highway authorized funds to be appor- 
tioned to the State of Oregon will be increased under the amendment from ap- 
proximately 13.8 percent to approximately 14.4 percent. Based on the amount 
authorized by Congress for fiscal year 1959, this would increase Oregon’s share 
of the fund from $4,132,640 to $4,306,115, an increment of $173,475. 

However, on consideration it becomes obvious that the State of Oregon has 
fared badly under this amendment; that under any sensible reevaluation of 
Oregon's timberland the State would have received an apportionment, under the 
original and logical ratio, of approximately 20 percent of the total funds author- 
ized for the forest-highway program. Under the current authorization this would 
have amounted to approximately $6 million for the State of Oregon for fiscal 
year 1959. 

In other words, the Forest Service has reevaluated the national forest lands 
(an operation which was long overdue), but has then, in collusion with the 
Bureau of Public Roads, decided to abandon summarily a tested formula which 
has been in operation since March 11, 1922, apparently in order to make its own 
determination of what each of the States should receive as its share of the 
authorized forest-highway-program fund. 

This determination by the Forest Service and the Bureau of Public Roads was 
made without any consultation with the appropriate committees of the House or 
the Senate and was apparently made without any consultation with the staffs 
of the committee. 

It appears to me that this is a matter in which the administration has over- 
stepped its discretion and perhaps its authority. It is a matter which deserves 
investigation by your distinguished committee in connection with its current hear- 
ings in the West on bills affecting the forest-highway program and the construc- 
tion of forest-development roads. 

There is an urgent need for a substantial increase in the authorization for the 
forest-highway program, as evidenced by the long-term needs of the State of 
Oregon alone for its portion of the Federal forest-highway system, figures which 
I know are already in the possession of the committee. An adequate increase in 
the authorization would resolve this burgeoning controversy by providing for 
the known needs of all the States affected by the provisions of the Forest High- 
way section of the Federal Aid Highway Act of 1956. 

Meanwhile, there exists a serious but correctable discrepancy between the 
quite obvious intent of the Congress and the sudden reinterpretation of this 
intent by the agencies of the Government which are charged with the admin- 
istration of the forest-highway program and the apportionment of the funds 
authorized for the program. s . , f 

It is my hope that your committee will find it convenient to look into this 
discrepancy and make known its findings as soon as possible. f j 

One other item in connection with this matter presents an interesting field 
of speculation, if nothing else. One is led to believe that on November 6, 1957, 
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a determination was made by the Bureau of the Budget to “release” for use by 
the Forest Service some $375, 000 which had been appropriated to the Forest 
Service in connection with its program of timber sales from the national forests. 

Ignored was the fact that this money had been appropriated by the Congress 
for this specific purpose many months before and had then been impounded by 
the Bureau of the Budget. Also ignored was the fact that some $93,000 in addi- 
tional funds appropriated by the Congress for this purpose remain impounded 
by the Bureau of the Budget. 


These facts were not mentioned in the news stories which were “leoked” out 
on that date by Oregon’s esteemed State treasurer, Mr. Sig Unander. Nor were 
these facts mentioned in the “press release” on the same subject issued the next 
day by the Department of Agriculture and authorized by Mr. Unander’s good 
friend, the Assistant Secretary of Agriculture, Mr. E. L. Peterson. 

One can only wonder if Mr. Unander was also present at, and would like to 
take credit for, the autocratic determination of a new formula for the apportion- 
ment of Federal forest highway funds, a formula which cheats the State of 
Oregon out of $1,693,885 a year 

Sincerely, 
CHARLES O. PorRTER, 
Member of Congress. 

Mr. Sxevron. Thank you very much, Senator. 

Senator Gorr. The committee congratulates you on your own serv- 
ice, both in the State legislature and in the office of Congressman 
Porter. 

Mr. Sxevron. Thank you. 

Senator Neupercer. I would just like to say that I have read 
Congressman Porter’s full statement prior to Mr. Skelton’s coming 
here, and I wish to join in virtually everything he said. 

Congressman Porter represents ‘the congressional distriet which 
out of 435 districts, in the entire United States, produces more com- 
mercial timber than any other part of our country, and he is very dili- 
gent and assiduous in advancing the best interests of that basic 
industry in his district. 

Mr. Sxevron. Thank you for your kind remarks. 

Senator Gorge. Mr. Williams, did you have some observations you 
would be willing to make to us with respect to the forest highways? 

Senator Neunercer. Mr. Chairman, while the State highway en- 
gineer is coming to the stand, with your permission I would like to 
include in the heari ing record a statement by the Comptroller General 
of the United States to the chairman of the Senate Committee - 
Public Works, which is highly favorable to the enactment of S. 115 

In his statement, the C omptroller General has pointed out the fact 
that if there are more substantial funds provided for the construction 
of forest access roads, that this would increase the competitive bidding 
on the sale of national forest timber and then he goes on to point out: 

Increased competition will, of course, result in higher prices for the timber. 
Also, the appropriation of funds for this road construction would afford a better 
opportunity for congressional review of these road-construction programs and 
expenditures. 

With your permission I would like to ask that the statement of the 
Comptroller General be included in the record. 

Mr. Chairman, this is along the line of your earlier statement when 
you emphasized the great power and domination now being exercised 
by the Bureau of the Budget. It is my understanding that the Forest 
Service has likewise prepared a report on S. 1136, but that this report 
has not yet been submitted to the Congress because it did not have to be 
cleared with the Bureau of the Budget. Of course, the Comptroller 
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General of the United States is an arm of the Congress and does not 

have to clear reports, but here you have the Bureau of the Budget, to 

which you earlier alluded, not yet clearing a report on this vital bill 

by the United States Forest Service, and the Congress does not have 

the benefit of the views of the Forest Service on this urgent legislation. 
(The letter referred to is as follows:) 


COMPTROLLER GENERAL OF THE UNITED STATES, 
Washington, April 3, 1957. 
Hon. DENNIS CHAVEZ, 
Chairman, Committee on Public Works, United States Senate. 


DeaR Mr. CHAIRMAN: Your letter of February 20, 1957, acknowledged Feb- 
ruary 25, requests a report on S. 1136, with a determination of the desirability 
of mainline timber access road construction by timber purchasers as compared 
with their construction with appropriated funds. 

S. 1136 would authorize the appropriation of funds for the purposes of carry- 
ing out those provisions of section 23 of the Federal Highway Act (42 Stat. 218, 
as amended and supplemented, 23, U. S. C. 23), relating to the survey, con- 
struction, reconstruction, and maintenance of timber access roads in the national 
forests and for the purpose of establishing a reimbursable revolving fund to be 
used for constructing, improving, and maintaining roads and bridges to provide 
access to timber situated on Indian reservations, the reimbursement to be made 
from the proceeds of the sale of Indian reservation timber. Also, the bill would 
authorize construction of the timber access roads to and on national forest 
lands, (1) directly with appropriated funds, or where desirable, (2) by require- 
ments of purchasers in contracts for the sale of timber who would be provided 
a reasonable allowance for such construction as a reduction in the value of the 
timber, or (3) by cooperation with public or private agencies or persons. 

Timber access road construction in national forests currently is financed by 
the Federal Government, either directly through appropriated moneys, or indi- 
rectly through road allowances to timber purchasers. Under direct financing, the 
Forest Service awards road construction contracts to the lowest acceptable 
bidders or constructs the roads with its own equipment or employees. Directly 
financed construction work, exclusive of bridges, estimated to cost $10,000 or 
more per mile must be advertised and let to contract. Under indirect financing, 
road allowances covering the estimated costs of road construction by them are 
provided to timber purchasers as reductions in the value of timber purchased. 
The timber purchasers may either construct the roads using their own facili- 
ties, or subcontract the work. During the fiscal year 1956, about $16 million were 
obligated from appropriated funds for construction of access roads and about $15 
million were obligated for construction of general purpose roads and for road 
maintenance. In addition, about $25 million were allowed to timber purchasers 
for access road construction and maintenance as reductions in the value of timber 
purchased. Receipts from the sale of timber in fiscal year 1956 totaled $107 
million. 

Regarding this indirectly financed access-road construction, we find no specific 
legislative authorization, such as this bill would grant, for such practice. Timber 
purchasers, nevertheless, must have access roads to harvest their purchases and 
where no roads exist they have to provide such roads as an incident of their 
contract operations. The construction allowances made for cost of constructing 
the roads is reflected in their bid prices and operates to reduce amounts which 
they otherwise would be able to pay for the timber. Thus, the Government in- 
directly finances the road. 

We understand that the Forest Service is planning to expand access-road con- 
struction and harvesting of national forest timber with the objective of harvesting 
an average of 10 billion board-feet annually during the next 10 years—about 7 
billion board-feet were harvested in 1956. It is estimated that 5,000 miles of 
road costing $100 million will be required to harvest each 10 billion board-feet 
of timber. Since the maximum amount which would be authorized by 8S. 1136 
to be appropriated annually during this period is $50 million, an additional $50 
million, of annual road construction would have to be financed indirectly by 
reductions in the value of timber purchased should the bill become law. Should 
the bill not become law, the amount of construction which would have to be 


financed through the indirect method to meet the planned objective would be 
much greater. 
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Financing access roads with appropriated funds eliminates the need for re- 
duction in the price of timber to provide financing for purchaser constructed roads 
thus increases gross receipts from the sale of timber. Existing law, however 
(act of May 23, 1908, 35 Stat. 260, as amended, 16 U. 8S. C. 500), requires that 25 
percent of all money received during any fiscal year from national forests be paid 
to State governments and, hence, appropriation financing results in larger pay- 
ments to States than results when timber purchasers construct the roads from 
allowances which reduce receipts. It follows that under the timber purchaser 
construction method a portion of the road construction cost is charged to the 
State through reduced payments while under appropriation financing the Federal 
Government is charged with the full cost of the roads. The basis for computing 
these payments to the States is, of course, a matter of policy for the Congress 
to determine. It appears, however, that the cost of access-road construction 
which does not exceed the reasonable need of the timber purchasers may properly 
be regarded as a cost of harvesting timber and, therefore, the Congress may 
wish to give consideration to whether in those cases such costs should be deducted 
from gross timber receipts before calculating the 25-percent payments to the 
States. We express no opinion as to whether the States should be required to 
bear part of any construction cost which exceeds the reasonable need of the 
contractor. 

Whether planned for purchaser construction or appropriation financing, it is 
the practice of the Forest Service to prepare engineering cost estimates for all 
access-road construction projects. These estimates are used to determine the 
reasonableness of bids on advertised road construction projects and to determine 
the amount of the allowance to be granted in the case of purchaser road con- 
struction. 

Our audit of Forest Service activities included a comparison of engineering 
cost estimates with accepted low bids for a number of advertised road construc- 
tion projects. The comparison disclosed that low bids received on 34 geographi- 
cally scattered major road projects let to contract, during the fiscal years 1955 
and 1956, averaged about 13 percent below the related engineering cost estimates. 
This indicates that roads can at times be constructed for less than the engineering 
estimates upon which the allowances made to timber purchasers for construction 
of access roads are based. When extensive competition for timber sales exists 
and the prices are bid up, the purchaser’s ability to construct any access roads 
provided for in the sale for less than the engineering estimates may be reflected 
in his bid price for the timber. Our audits indicate, however, that major road 
construction projects are generaly associated with large timber sales and fre- 
quently, on these sales, only limited bidding competition develops. 

Regarding the establishment of a revolving fund for timber access road and 
bridge construction on Indian reservations, it may be noted that the Bureau of 
Indian Affairs in the Department of the Interior has trusteeship over and is 
responsible for the development, protection, and effective use of Indian lands, 
resources, and other assets. Adequate access roads are necessary for effective 
management of Indian forests. While, in the absence of other provisions, the act 
of May 26, 1928 (45 Stat. 750, 25, U. S. C. 318a), possibly may be viewed as 
authorizing an appropriation for the construction of these roads, we believe it 
would be proper to use Indian tribal funds for this access road construction. The 
use of tribal funds, however, apparently would require the consent of the Indians. 
Therefore, the establishment of a revolving fund would be beneficial in that it 
would provide funds in those instances in which tribal funds may not be available 
at the time when road construction should be commenced. In such connection 
provision might be made for restricting the use of the fund to those instances 
where sufficient tribal funds are not available. We believe the inclusion of an 
interest charge on reimbursable amounts expended from the fund would serve 
as an incentive to the Indian tribes to finance road construction from tribal 
funds. 

An accepted method of recovering timber access road costs and, in our view, 
a logical one for application in recovering amounts expended from the re- 
volving fund, is to prorate the cost of the road over the estimated volume of 
timber that will eventually be transported over the road. A charge may then 
be computed and applied to volumes of timber actually cut and transported over 
the access road. Such charges would be deducted from timber sale receipts 
and deposited as a reimbursement in the revolving fund. 

While, as indicated, the timber purchaser road construction device charges 
the States with a portion of the road construction cost, generally, we do not 
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view with favor practices and procedures such as this which may have the effect 
of removing any of the operations of Government agencies from effective 
budgetary control. We have suggested in the past that the use of appropriated 
funds for financing construction cost of access roads would increase competitive 
bidding for national forest timber. The bidding base would be broadened in 
that prospective purchasers who would be precluded from bidding if required 
to construct access roads would be brought into the market. Increased com- 
petition will, of course, result in higher prices for the timber. Also, the ap- 
propriation of funds for this road construction would afford a better opportunity 
for congressional review of these road construction programs and expenditures. 


These advantages would appear to more than offset any loss of revenue through 
increased payments to the States. 


In our view these timber access roads should be constructed with appropri- 
ated funds whenever practicable and the timber purchaser road construction 
method should be used only in those instances where it may not be feasible to 
use approprited funds. We have no objection to the enactment of 8. 1136. 

Sincerely yours, 


JOSEPH CAMPBELL, 
Comptroller General, of the United States. 

Senator Gore. I wholeheartedly disagree with the practice that has 
grown up that an agency of government cannot submit its recom- 
mendations to the Congress of the United States, elected by the people 
of the United States, without some fellow in the Bureau of the 
Budget giving his consent. By this kind of process the people are 
losing the capacity to be truly masters of their own fate. We must 
find a way to whittle the Bureau of the Budget down to size, particu- 
larly in view of the fact that it seems to be operated in many re- 


spects without even the knowledge of the President of the United 
States. 


STATEMENT OF W. C. WILLIAMS, CHIEF ENGINEER OF THE 
OREGON STATE HIGHWAY COMMISSION 


Mr. Wiu1ams. Mr. Chairman, Senator Neuberger, I have prepared 
a brief statement which is relative to forest highway funds, but 
first I wish to speak into the record the concern of the Oregon State 
Highway Commission over this change of formula for the allocation 
of funds for the forest highway system, meaning, of course, the 
change from the old 50-50 area and value basis to a 75 area and 25 
value, for the reason that in the State of Oregon we have only 8 
percent of the area of the Nation 

Senator Neupercer. Eight percent of the area of the national 
forest / 

Mr. WituiaMs. Right. We have 22 percent of the value of the 
national forest in the United States, so what has happened to Oregon 
is that we have lost 25 percent of the difference between 8 percent 
and 22 percent. That figure we have been able to get exactly. It 
has been presented to you as roughly $2 million. Why we haven’t 
had it exactly is because we have not as yet been furnished with 
the new valuation. In fact, we have not been furnished with any 
advice relative to the change in formula other than a telegram from 
the office of Congressman Porter. 

Senator Nrunercer. May I ask a question of the highway engineer 
at this point? ‘To your knowledge, Mr. Williams, was there any con- 
sultation at all in advance with you or any other official of the Oregon 
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State Highway Commission before the formula was changed on No- 
vember 6? 

Mr. Wituiams. There was not. We did not even know there was 
consideration being given to changing of formula. 

Senator Gore. Is that your conception of cooperation 

Mr. Witt1ams. Well, we in Oregon don’t like it too well. 

That is all I had in connection with that. Then I would like to read 
this brief statement. I have already given you my name. I wish to 
present for the record brief remarks concerning the allocation of Fed- 

eral forest highway funds in the State of Oregon. First, I wish to 
stata that for | many years past the allocation of Federal forest high- 
way funds to the construction of highways, both State and county, 
in the United States national forest system has been most beneficial to 
the State of Oregon. Without the allocation of such forest highway 
funds as has been. made, improvement of highways within the national 
forest area would be sadly behind service needs. 

Oregon is particularly concerned over the allocation of forest high- 

way funds, as 51 percent of the area of the State of Oregon is in fed- 
erally controlled lands. Twenty-three percent of all the area of Ore- 
gon is within the national forest reserve. This, of course, means that 
only 49 percent of the total area of Oregon is taxable at the State or 
local level. Our needs study of forest highways, which in Oregon 
approximate 1,600 miles—I want to depart right “here to say that Tam 
quoting needs of the new 210 study of 1957 for new highways, and I 
believe probably you are using the section 13 needs of the 19: 56, but the 
end result is the same—indicates a cost to bring to usable standards of 
approximately $115 million. Of the total needs, approximately $35 
million is the estimated cost to improve forest highways which are on 
the National System of Interstate and Defense Highways. It is 
doubtful whether forest highw ay funds would be allocated for those 
forest roads on the Interstate System, so that the actual needs are 
approximately $80 million. This is for current road mileage, with a 
minor allowance (approximately 1 percent per year) for expansion of 
the forest highway system, which I question to be : ageayy ite. 

The present allocation, utilizing Federal fiscal year 1959 alloca- 
tions, provides just slightly in excess of $4 million “si year for the 
improvement of forest. highways in Oregon. This would, then, re- 
quire 20 years to bring present highways to an ac ceptable standard 
without the inclusion of additional roads that may be needed through 
the years. Current net revenues from the national forests in Oregon, 
based on the year 1957, are estimated at $37,800,000, of which 25 per- 
cent, or some $9,400,000, is apportioned to the counties. This results 
in a net to the Federal Government in the State of Oregon of $28,400,- 
000, of which for the current year approximately $4, 300,000 is : appor- 
tioned to the improvement of highways within the national forests. 
This is only about 14 percent of the total Government revenue, and it 
would appear most desirable and necessary for the economy of the 
State of Oregon that larger apportionments be made to the forest 
highway system. 

Tt is the earnest hope of the Oregon State Highway Commission, 
for whom I am speaking, not only that the current levels of apportion- 
ment be maintained, but that serious consideration be given to largei 
appropriations in the years to come, to the end that the highways, both 
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State and county, within the confines of the national forest be im- 
proved to such a standard that the merchandizing of timber may be 
made as expeditiously and economically as possible and that the large 
segment of traffic utilizing roads within the national forest be ade- 
quately served. 

Again may I state that the State of Oregon is grateful for the forest 
highway funds that have been apportioned in the past and further 
assure you that the administration and programing of such funds by 
the three interested agencies, the United States orest Service, the 


Bureau of Public Roads, and the Oregon State Highway Commission, 
has been most harmonious at all times. 


GENERAL HIGHWAY PROGRAM 


Senator Gore. How do your estimates for the Interstate Highway 
System now compare with the estimates which you submitted in 1955? 

Mr. Witu1aMs. They are up 68 percent. 

Senator Gore. 68 percent ? 

Mr. Wiiu1aMs. Yes. 

Senator Neupercer. You mean as to costs? 

Senator Gore. Can you give us the exact amounts ? 

Mr. WituraMs. $375 million to $628 million. 

Senator Gore. I would like to remind you, Mr. Williams, that the 
original bill that came to our committee provided that the distribu- 
tion of the funds be based upon the estimate that had been furnished. 
Senator Neuberger and I were severely critized because we didn’t ac- 
cept such a provision. Some States had turned in very high esti- 
mates. As the record now shows, the State of Oregon had turned in 
a low estimate. 

Now, suppose we had passed a bill, enacted a law, to distribute 
funds on the basis of 1955 estimates, some low, some high. Do you 
not now see the inequity and unfairness that would have been worked 
upon the State of Oregon ¢ 

Mr. Wit1aMs. We certainly do in the State of Oregon. May I 
say this, though: That some of this increase, of course, is due to ris- 
ing costs; a good deal of it is by standards which in the 1954 estimate 
we did not have high enough. We had 2-lane roads in many areas 
in which the new bill now requires 4 lanes. Our estimate was very 
conservative to start with and we would have been penalized if you 
had changed the original policy. 

Senator Gore. I don’t feel the necessity of defending the action 
we took. I only bring this up to illustrate that when Members of 
Congress are being torn apart and taken to pieces because they are 
exercising what they think is good judgment, just now and then sub- 
sequent events prove that they were right. 

Mr. Wiitrams. It is my opinion you certainly were in this instance. 

Senator Gore. I have patted myself on the back; now you can do 
so a little bit later if you want to. Thank you very much, Mr. 
Williams. 

Senator Neupercer. I think at this point we ought to mention, Mr. 
Chairman, that Mr. Williams had a very able predecessor just as Mr. 
Williams is an able person. Mr. R. H. Baldock was the State high- 
way engineer before Mr. Williams. If I am not mistaken he was back 
in Washington when you were questioning the so-called self-assess- 
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ments and Mr. Baldock was one of the men who pointed out to you 
how our State would be penalized, and because he is not here today 
I would like his name to be shown in the record as having taken that 
position. 

Mr. Witi1ams. He was in Washington most of the month of April 
of 1956. 

Senator Gore. Well, try as hard as we can, we can never achieve ab- 
solute equity and perfect fairness in a country so complex and diverse 
as ours. But we must keep trying and we should not stumble into an 
inequity when it is plain to be seen. Thank you, Mr. Williams. 

Mr. Wiuu1Ams. Thank you, gentlemen. 

Senator Gore. Mr. C. Girard Davidson, Coastal Ports Federation. 


STATEMENT OF C. GIRARD DAVIDSON, OREGON COASTAL PORTS 
FEDERATION 


Mr. Davinson. Mr. Chairman, I am appearing today at the direc- 
tion of the offices of the newly formed Oregon Coastal Ports Federa- 
tion, which is an organization representing the mutual interests of 
the ports of the west coast of Oregon, extending from the Columbia 
River to the California border. The membership includes the ports 
of Astoria, Alsea, Bandon, Bay City, Brookings, Coos Bay, Gold 
Beach, Newport, Port Orford, Siuslaw, Tillamook, Toledo and 
Umpqua. 

Senator, for your information I have marked on this map, I have 
circled the names of the port districts which are represented and as 
you will see it extends from Astoria on the Columbia River down to 
Brookings on the California border. 

The purposes and objectives of the Federation include working 
toward the physical improvement of harbors and bays, encouraging 
export-import trade through the associated ports, supporting and 
assisting the fish industry; and, developing and improving lateral 
and access highways and communications between port cities and the 
cities in the interior. Members of the Federation have banded to- 
gether in the knowledge and belief that on both local and national 
legislative and administrative levels a single, coordinated program 
representing all 13 port districts will have far greater strength and 
urgency than 13 individual and separate programs. 

The growth of these ports—and the cities they serve—is almost 
wholly dependent on the transportation of goods and commodities 
from farm and timber lands and manufacturing establishments in 
Oregon’s interior, Virtually every product handled by the ports in 
our Federation must be transported over a very few, highly inadequate 
roads and highways constructed so many years ago they now should 
be classified as unsafe and dangerous, In many instances, even half- 
way direct lateral roads between interior Oregon and the coastal 
cities do not exist. The circuitous and hazardous travel conditions 
result in unreasonably high transportation rates, frequently placing 
the ports in a completely untenable competitive position. The cities 
of the Oregon Coast badly need assistance in obtaining lateral high- 
ways connecting them with main highways to the east as well as with 
the freeways of the Willamette Valley. 

Access roads designed to open up the timber wealth of the Coastal 
and Cascade Mountains are equally essential. The very lifeblood of 
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most of the ports represented by the Federation is timber harvested 
from the vast Sicalawn Santiam, Umpqua and Siskiyou National 
Forests. 

The construction of access roads to allow the economical transpor- 
tation of timber from these national forests directly to water trans- 
portation outlets would not only stimulate the collapsed timber market 
but would be of tremendous benefit to the cities along the coast of 
Oregon, many of which are presently in desperate straits. 

Our F ‘ederation, representing ev ery major coastal port of the State 
of Oregon urges your favorable action on legislation which wil] bring 
about the immediate construction of access roads, adequate to meet the 
needs of Oregon’s collapsed timber market and the depressed eco- 
nomies of her cities. 

Senator Gore. I would like to point out, Mr. Davidson, that our 
committee insisted ypan increasing the allocation for primary and 
secondary roads. We thought that, as the original bill came to the 
committee, the interests of the secondary and primary roads would 
have been prejudiced. I am not sure that the full authorization now 
available is being utilized. If the authorization is not sufficient, then 
I think it is something the committee must give its consideration to 
right away. 

Mr. Davinson. Well, we would certainly appreciate any considera- 
tion the committee could give in trying to connect these coastal ports 
to the main arterial highways to the east. They come to Portland; 
they come through Willamette, connecting with the Willamette Val- 
ley, but there are very few main highways that go on across to the 
coast and those that now exist are very circuitous, very hazardous, and 
they increase transportation rates exorbitantly. 

The Oregon Coastal Ports Federation has only very recently been 
formed; the first meeting of the board of directors was held only last 
rg ge As representative of the federation, I request permission 

) file with your committee, at a later date, a comprehensive and com- 
let e statement, to set forth other factual and compelling reasons for 
the construction of vitally needed access roads throughout this region. 

Senator Gore. The committee would be pleased to have it. You 
understand that this would require matching on the part of the State. 
Do you know to what extent the State would be willing to match funds 
to connect these ports to the Interstate Highway System / 

Mr. Davipson. There are problems about ‘that, “because the State is 
not in a position now to match funds. The allocation which is made 
to this district in which most of these roads occur is so low that we 
would have to find some other means of financing that portion, either 
Ly a bond issue or by additional gasoline tax, by additional, possibly 
additional, revenue from some other source 

I do not know, after consultation with the State highway commis- 
sion, just how we can do it at the present time. Of course, some of 
them we feel could very well be made a part of the Interstate System, 
all the way to the coast. However, we understand that money has 
all been used up. 

Senator Gore. Well, the committee would be pleased to have any 
information you can furnish us along this line. We met opposition 
in proposing the increase in the authorization for primary and sec- 
ondary roads on the ground that some States were unable to match 
the funds already : available. 
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Now, we will want to review that question, and, as you have already 
heard this morning, the committee is beginning its review on Jan- 
uary 8 and will welcome any information you can give us on that. 

Mr. Davinson. Fine. As you noticed, I wanted to mention this 
subject, although I realize that this was not the primary consideration 
of this committee, but we want you to know that the Oregon Coastal 
Ports Federation heartily endorses your proposals about additional 
access roads because we feel they are very vital to the economy of that 
whole area. 

Senator Neupercer. I would just like to ask several questions of 
Secretary Davidson, if I could, Mr. Chairman. I would like to know 
the position of the Oregon Coastal Ports Federation on two things. 
First, have you taken any stand on the changing of the formula by 
which forest-highway funds are being distributed ? 

Mr. Davinson. Senator, I would hke to point out, as I do in my 
statement, that this is a very new organization. We had our first 
organization meeting of the foerd of directors last Saturday. They 
did not have time to go into this subject extensively. The officers 
directed me to appear today to express their interest in additional ac- 
cess roads and ask for permission to file a statement, but before I 
could give the position of the ports on these matters, I would have to 
take it up with the board of directors. 

Senator Neusercer. Would you ask their position also on S. 1136, 
which provides for a $50 million authorization in access roads? 

Mr. Davinson. I certainly will, and we have read the bill and it 
would be my impression from the discussions which we have had so 
far that they will endorse S. 1136. 

Senator Neusercer. Mr. Chairman, just by way of background for 
yourself and our colleagues, the points made by former Assistant Sec- 
retary of the Interior Davidson about the depressed condition of 
Oregon lumber industry is all too grimly borne out by certain basic 
economic figures affecting our State. This winter our State has, as I 
understand it, the highest percentage of covered insured unemploy- 
ment claimants of any State in the Union. 

Lumber is Oregon’s basic payroll, and because of the hard-money 

olicy, which you yourself have opposed so vigorously, housing has 

en depressed throughout the Nation and lumber is similarly affected. 
It is my understanding that every year for the past 5 years, per 
capita incomes in Oregon have dropped in relation to the national 
average. In addition, every year for the past 5 years there has been 
a steady diminution in the reserve funds in Oregon’s unemployment- 
compensation funds. On top of all that, I have been informed by the 
director of research for the Bell Telephone System that the greatest 
drop, or the largest drop, in any State in the Union for what they call 
main net demand for telephone service of all 48 States in the first 7 
months of this year as compared to the first 7 months of last year has 
been taking place in the State of Oregon. 

That will give you some idea of the conditions that Mr. Davidson 
was referring to in his statement and of the urgent need to do every- 
thing we can to try and correct it. 

Mr. Davinson. Thank you, Senator, and any assistance that can 
be given by the Congress which would give us some immediate relief 
out here would certainly be appreciated. 
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Senator Gore. Thank you very much, Mr. Secretary. We will 
stand adjourned until 2 ottdook: 

(Whereupon the hearing recessed at 12:40 p. m., reconvening at 2 
p. m. this day.) 

Senator Gorr. The meeting will come to order. 

Mr. Avex D. Miller, representing the Warm Springs Indian Federa- 
tion, has requested to be advanced on the list because of another en- 
gagement he has later in the day. Unless there is objection, the com- 
mittee will now be pleased to hear Mr. Miller. 


STATEMENT OF AVEX D. MILLER, CONFEDERATED TRIBES OF THE 
WARM SPRINGS RESERVATION OF OREGON 


Mr. Mriuer. Thank you, Mr. Chairman. I will kind of go back 
just a little bit here. Last, year Senator Wayne Morse wrote me a 
letter concerning these funds that had been set up and I discussed it 
with several of my men and at that time we didn’t give it too much 
thought, but as to our access roads, which we show in our brief that as 
time went on we more or less began to realize the necessity of some 
timber-access roads, whereby, we think that if we could get some roads 
in our timber areas that we might have a better chance of selling some 
of our timber that doesn’t have any roads in. There are trails in there 
but. they aren’t satisfactory for logging. 

We thought that if there was any possibility at all of getting some 
of these funds, and we are not familiar with the bill, and so forth, 
and we have to more or less give the things more careful study as to 
provisions of the whole thing, but we are rather anxious to get our 
roads built in there, and I believe that, as I understand it now, that 
these funds are reimbursable. 

And all those things we would like to get the particulars on, maybe 
not today, but we will eventually work out some kind of a plan if we 
know that we might be able to get some of these funds. 

I imagine that we have to take certain procedures with our area 
office here in working out contractual agreements, whatever it may 
take in order to obtain these funds, if possible. 

Senator Gorge. Senator Neuberger ? 

Senator Neusercer. Mr, Miller, I would just like to call your at- 
tention to the fact that in S. 1136, which is one of the pieces of legisla- 
tion at stake in the hearings today, there is an important provision 
dealing with timberlands on Indian reservations. Section 4 of the 
bill authorizes $3 million to establish a revolving fund which the 
Secretary of the Interior can use to improve and maintain roads which 
will provide “access to timber situated on Indian reservations.” So 
I would like to give you a copy of the bill and you can perhaps dis- 
cuss it with your tribal council and make a decision as to your atti- 
tude toward the legislation. 

Mr. Minier. Thank you. 

Senator Gorn. I am also going to give you a copy of the present 
law, which provides an authorization of $12 million for the fiscal 
year ending June 30, 1958, and a like sum for the fiscal year ending 
June 30, 1959, which was contained in the Highway Act of 1956. 
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Mr. Mitter. Thank you. Well, we appeared before you, Mr. 
Chairman, to find out the particulars of this thing so that we will know 
what procedures to take, and I think that is all I have to say. 

Senator Gore. Thank you, and the committee thanks you for your 
appearance. 

Mr. Miier. And I thank you very kindly for giving me some time, 
and also Senator Neuberger. 

Senator Neupercer. Thank you. 
(The prepared statement by Mr. Miller is as follows:) 








STATEMENT OF THE OCONFEDERATED TRIBES OF THE WARM SPRINGS RESERVATION 
OF OREGON 


Avex D. Miller, chairman of the tribal council, will be present at the commit- 
tee’s session on Wednesday, December 11, and can appear if requested. It is 
believed that this written statement will adequately express the position of the 
Confederated Tribes of the Warm Springs Reservation of Oregon without the 
necessity for testimony. 
































STATUS AND LOCATION OF THE CONFEDERATED TRIBES 





Historically the Confederated Tribes of the Warm Springs Reservation of 
Oregon (herein referred to as The Confederated Tribes) were not known as 
Warm Springs Indians but were all the tribes and bands of Indians of middle 
Oregon from the Cascades east to the Blue Mountains. The Indians were as- 
sembled and after the treaty of 1855 were removed to their present reservation 
in central Oregon approximately 70 miles south of the Columbia River in an 
area extending from the east slope of the Cascades to the Deschutes River and 
containing about 625 square miles. 

The Warm Springs Indians obtained a charter as a Federal corporation March 
31, 1938, and assumed the corporate name The Confederated Tribes of the Warm 
Springs Reservation of Oregon. The Federal corporation acts through its tribal 
council pursuant to the provisions of its constitution and bylaws. 


TIMBER RESOURCES 


The timber on the Warm Springs Reservation is predominantly Ponderosa 
pine and Douglas-fir. The Forestry Department of the Indian Bureau estimates 
the standing timber to be in excess of 3 billion feet. There are 4 timber sale 
contracts in effect at the present time, and the annual revenue to The Con- 
federated Tribes from timber sales is approximately $1 million. 


FOREST ACCESS ROADS 





Efficient forest management and a proper and economic program for the 
preservation and harvesting of the forest product of the Warm Springs Reser- 
vation require an adequate system of forest access roads, which does not now 
exist. With an adequate system of forest access roads Indian timber can be 
sold in smaller units, which makes it possible to do “salvage” logging in areas 
where timber is mature and in areas where timber is being lost due to disease 
and bark beetle damage. Smaller salvage units sales cannot be made where 
access roads do not exist because such small sales cannot be burdened with heavy 
road construction costs. Furthermore, access roads make it possible to do im- 
portant fire protection work and reduce the hazard of forest fires. 

At the present time the Warm Springs Reservation requires 159.5 miles of 
forest access roads, which could be constructed at a cost of approximately 
$2,632,500. The forest access road requirements of the reservation have been 
determined as more particularly set forth in the attached summary showing the 
roads required, the costs and the merchantable timber to which such roads 
will give access. Also attached is a map of the reservation area showing the 
required forest access roads. 
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CONCLUSION 


The greater part of the reservation area is unsuited for agricultural use, and 
the limited amount of tillable land is of marginal quality. The timber on the 
reservation represents the principal economic resource of the tribe, and it is 
respectfully requested that consideration be given to the construction of neces- 
sary forest access roads at the expense of the Federal Government to enable the 


tribe to secure a more stable economic base and thereby permit its educational 
and social advancement. 


Respectfully submitted. 


AVEXx D. MILLER, 
Chairman of the Tribal Council. 
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Senator Gore. Mr. Rollin Bowles, representing the Izaak Walton 
League. 


STATEMENT OF ROLLIN E. BOWLES, CHAIRMAN, LEGISLATIVE 
COMMITTEE, OREGON DIVISION, IZAAK WALTON LEAGUE OF 
AMERICA, INC. 


Mr. Bowxes. Mr. Chairman, Senator Neuberger, if I may be per- 
mitted the privilege of reminiscing a bit, I recall with very pleasant 
memories an occasion in March of 1956 when I appeared before a 
Public Works Committee, subcommittee hearing on rivers and harbors 
with the Rotingnished Senator from Tennessee as chairman. At that 
time I didn’t get to express my sentiments with respect to the able 
and capable manner in which he conducted that hearing, but I see that 
time has certainly not lessened in any degree his ability in those 
respects. 

It was indeed a pleasure to appear then on behalf of the Izaak 
Walton League, as it is here now. 

I represent, as legislative chairman, the Oregon division of the 
Izaak Walton League, which is composed of 32 2 chapters i in excess of 

2,000 members. Our charters are scattered from border to border 
both north and south and east and west in the State, and our concept 
is that of the national organization relative to the wise use of all of 
our natural resources. And since there are such large areas of the 
State of Oregon in national forests, necessarily our interest in national- 
forest legislation is very deep and very broad. 

We, of course, feel that the wise use of these natural resources 
certainly doesn’t mean the locking up of all of them from any use 
other than just their scenic beauty or for recreational purposes. We 
feel that these national forests can provide a great deal of commercial 
utilization as well as recreational use if they are wisely managed. 

And I pause here to state that certainly in our view, and we have 
had an opportunity to investigate this thing from many angles and 
over a substantial period of time, that the forest-man: agement program 
that is being conducted by the United States Forest Service in 
region 6 as it applies to the State of Oregon has been excellent. We 
are very complimentary of their work and their cooperation with our 
groups who may be seeking information as to what the national 

orests are, how they are being managed, and what they can do and 
we can do also to help them to best manage these forests. 

Mr. Stone this morning spoke of the difference between the cut and 
the allowable cut and the loss that was sustained and, as we view that 
picture, the loss comes in this fashion: that this mature timber, as it 
ripens, it comes to a static condition of growth and then begins a con- 
dition of decline. If that timber is harvested at the time that it 
reaches its apex of maturity, then regrowth can commence with vigor- 
ous young stock and that regrowth then is capturing what w ould 
normally ‘be lost if the old timber was stagnant and not grown. That 
is the big thing. 

We realize that in the forests of the State of Oregon there is much 
timber in that condition. Particularly is that true in the Fir Belt. 
With additional access roads that this may be harvested at its maxi- 
mum utilization and economic value, should be conducted on a vigorous 
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and sustained program. In that way we feel that this concept of 
wise use will be carried out to its fullest. 

There has been some testimony here today that the most valuable 
natural resource that we have in Oregon is its timber. At the present 
time that may be so, from at least an economic viewpoint. Frankly, 
I am convinced that our organization would contest that particular 

value as the highest. We feel, I am sure, that our water resource is 
the most valuabie natural resource that we have in this State, and 
these tremendous forests that lie astraddle of the Cascade and Coast 
Ranges also control to no small extent that water resource, and by 
reason of a good forest cover, well managed, harvested in logical, 
well- rounded program, determines the amount of that water that we 
are going to have for use. In other words, the substantial difference 
between the available water supply and the usable water supply, in 
view of the fact that a lot of our water comes in the fall and winter and 
during the summer months when we need it we have relatively dry 
seasons. 

And the forest holds that water back and allows it to run off in a 
consistent, sustained manner and helps to make available to this area 
water that might not otherwise, that we might not otherwise be able 
to use, and the key to that is our great forests. 

One thing that I feel that has not been stressed strongly enough 
in this access-roads problem here is the fire protection that will. be 
afforded by these access roads. Those of us who have seen these 
tremendous forest fires, and I have seen them, such as the Tillamook 
burn, which has burned on several occasions, the Yacolt burn in 
Washington, the Soleduck burn in the Olympic Peninsula, realize the 
tremendous upsetting factors that occur. 

The loss of the timber alone is staggering, but I am of the belief after 
years of study of this thing personally that possibly the collateral 

values that are lost, such as s loss of topsoil, the long-time lag in any 
regrowth program on those burns, the tremendous expense necessary 
to “bring shot any regrowth, the ‘water- -resource values, the wildlife 
and fisheries losses, will probably in the final analysis exceed the 
loss of the timber alone. 

Senator Gorr. What kind of regrowth occurs? What kind of 
growth occurs from a severely burned over area? 

Mr. Bowtes. In many areas it is a long time before any regrowth 
other than possibly scrub plants. We have a growth here that we 

eall sitmibleherry, huckleberry brush, that is of no commercial value 
whatsoever, and it takes quite a long time of that type of regrowth in 
some of these severely burned mountainous areas to prov ide a humus 
and a place for the coniferous species to actually take hold. In other 
words, they provide a cover for, and some humus that will maintain 
a stable soil condition and at least some water supply while these 
young ers are starting and carry them through in the dry periods of 
the year. But that may take a long time. 

I veutd that the Soleduck burn of which I spoke occurred in 1907, 
and I was in that burn in the early 1940’s and there was relatively 
little of the coniferous species regrowth naturally starting in that area 
even then, and others are of a similar character. We can notice that 
to some degree on the Tillamook burn which I think the worst of that 
occurred in 1933, and it is beginning to regrow now but much of that 
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has been seeded by aerial seeding and by planting, by hand and other- 
wise. The natural regrowth is exceedingly slow. 

And when one of these great fires starts they are never put out. 
Men just don’t put them out if they get a good start. They go out 
from natural causes, either burn out or a rain comes and puts them 
out, and that is the only way they are stopped, because once they 
start, and if they are in a remote area, they may cover many thousands 
of acres before men can even get in there. 

We had a condition this year that could have burned up half the 
timber in the State, when we had winds whipping over the passes of 
the Cascades up to 45, 50 miles an hour, and the entire forest as dry 
as a powderbox. Fortunately, we had no lightning-started fires at 
that time, and in the last 2 years lightning-started fires in the State 
of Oregon have either equaled or exceeded the number of fires that 
have been man-caused, and we haven’t had any serious forest fires here 
for several years, but we can’t always expect to be favored in that 
fashion. 

These roads will make it possible where those fires get started in 
many areas they can be controlled when they are yet small, yet young, 
when there is a putential for controlling, and that is another reason 
and I think one that would justify the road program itself, if for no 
other. 

Then, of course, these access roads will open up these great forests 
to many people who are not now able to utilize them for scenic and 
other recreational purposes. True, some of the more hardy of our 
people would prefer possibly that this always remain in a pristine 
wilderness, but we must think of everyone, and people, by reason of 
physical incapacities, age, and so forth, who can’t take on that hardy 
situation have, in my opinion and our opinion as an organization, a 
right to see what their taxes have supported and brought into being 
over the years, and it will open that up. 

That is the third largest industry in the State of Oregon, tourist 
industry, and it will open up new vistas, new areas, and make a greater 
recreational asset. 

One thing that I want to make clear to this committee and to the 
public generally: Our organization is not advocating additional ac- 
cess roads with the idea of taking out additional timber for the sake of 
more saw logs as such, or to help what is otherwise a depressed indus- 
try by removal of more timber. We are advocating these access roads 
because there is timber that should be taken out, not by reason of the 
economic circumstances that might prevail at this or some other mo- 
ment of history, for we do not feel that by an unwise cutting pro- 
gram that we want to jeopardize the rights of our children and grand- 
children to a natural-resource future. We want only the timber taken 
out on a well-planned, well-rounded program that will insure that 
this area, these areas, are producing to their maximum and are being 
utilized for their highest economic purpose, which in most instances 
is the growing of trees, and we feel that this access-roads program 
has been too long delayed in fact, and that the legislation that has 
been initiated to bring that condition about is wise. It is sorely 
needed and we support it wholeheartedly. 

Senator Gore. Senator Neuberger ? 

Senator Nreupercer. I have nothing to add, Mr. Chairman, except 
to say that I agree substantially with Mr. Bowles’ statement. For 
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the record and for your information, Mr. Chairman, Mr, Rollin 
Bowles, who is the witness before us now, has long been one of the 
foremost and most effective and most vigorous advocates of the sound 
conservation program of any residents of our State. 

(The prepared statement of Rollin E. Bowles is as follows :) 


STATEMENT OF RoLiIn E. Bow.es, CHAIRMAN, LEGISLATIVE COMMITTEE, 
OREGON Division, IzAAK WALTON LEAGUE OF AMERICA, INC. 


Gentlemen, the Oregon division of the Izaak Walton League of America, Inc., 
wishes to express its appreciation for an opportunity to be heard relative to ac- 
cess roads in the United States forest reserves. 

In view of the tremendous land areas in Oregon which are encompassed in these 
reserves and administered by the United States Forest Service of the Depart- 
ment of Agriculture, our interests in such matters are deep and very broad, for 
these forests not only furnish the base for the major economic activity of the 
State, but likewise are the cover that provides a protection for and stabilization 
of our water resources which are of such tremendous importance to every phase 
of our life, both economie and otherwise. 

After consultations with many people, including professional foresters, it is 
our opinion that additional forest access roads, particularly in the Fir Belt, are 
needed immediately, for there is much timber in the fir-growing areas that is 
overaged and overripe, and when this condition comes to pass a depreciation of 
the quality and value of the timber immediately sets in. Access roads should 
be provided in order that timber can be harvested in an orderly manner as it 
reaches maturity, under the guidance and supervision of the United States 
Forest Service, which has in its employ able and competent foresters and admin- 
istrators. These roads will in that fashion alone return to the Federal Treas- 
ury more money than will be spent in their construction, by the increased value 
of the timber that is made available through their construction. 

Another significant factor, particularly in our Western States, is that only 
through Federal construction of access roads can the small operator purchase 
and harvest available Federal timber. The large operator, of course, usually 
has funds with which to construct necessary roads to timber purchases and can 
amortize the cost of construction over the life of the harvesting program. But 
the small operator is not blessed with the finances necessary to place him in 
competition in such circumstances and can only build very limited road systems. 

Another distinct advantage to access-road construction by the Federal Govern- 
ment is that it provides an immediate potential in fire protection that will do 
much to stem a fire that could otherwise get out of control, to the point that 
no group of men or amount of equipment could stop. We have been fortunate 
in the State of Oregon in the immediate past in that we have had no major 
forest fires, but we cannot always expect to be so favored. Having seen the effects 
of the tremendous fires that have occurred in the past, such as the Tillamook 
burn, the Yacolt burn, and the Soleduck burn, we are anxious that such an 
event does not again recur, for the effects are not only just the loss of timber, 
which in and of itself is staggering, but the loss of topsoil, water-resource 
values, as well as the many collateral values to wildlife and fishery resources, 
which may actually exceed the loss of the timber in the long run. 

Access roads have another distinct value that is too often not assessed as a 
part of their construction cost, and that is that it makes available to many 
people, who would not otherwise be able to enter these forests, the opportunity 
to see these great forests and the wildlife they contain and the magnificent 
streams and lakes which are a part of it. True, some of the more hardy of our 
people are able to take in their stride these magnificent vistas, but we must 
consider all of our people, some of whom by physical incapacity or age are 
unable to indulge in these hardy outdoor recreational outlets which are neces- 
sary if one is to enter forests that do not have access roads. 

Disease and pest control are other areas of advantage to be gained from access 
roads, and the removal of the timber thus affected might conceivably save an 
entire forest from infection once it was located at the beginning. 

We do not wish to be understood by this statement that we are advocating 
an inereased cut of timber for just the sake of cutting alone, or for the purpose 
of stimulating an otherwise depressed part of economy, for in that fashion we 
would be depriving future generations of that which is justly theirs. We feel 
that the access roads should be constructed only to remove that timber that has 
reached maturity or passed that stage and is deteriorating in quality, and then 
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only under the supervision of the United States Forest Service, whose out- 
standing work is known throughout the entire West. We feel that additional 
access roads can be and should be constructed in this light for the major purpose 
of forest harvest and reforesting the area cut over in an orderly, well-planned, 
well-conducted manner, that the areas can be devoted to their highest economic 
use, which for the most part is the growth of trees, so that the generations yet 
to come will have available to them trees without the scars that have marked 
the lumbering process in the past, and that the Federal Government will reap 
the maximum benefit from its long-term investments in the national forests and 
plan for an equal benefit in the future, and that at the same time the forests 
will be made available to not only the lumber operator but all the rest of the 
citizenry who have at least a small stake in these great forests and to whom 
they actually belong, that all of us might realize a return on some part of our 
investment without jeopardizing the right of the Federal Government to realize 
a well-planned, well-conducted harvest program. This statement must not be 
taken as advocating the opening up of those areas that have been set aside as 
wild, primitive, or wilderness areas, but only to those areas where there is over- 
ripe or diseased timber that has been marked for cutting but is not available by 
reason of its inaccessibility due to lack of roads. 


Senator Gore. Mr. Thomas R. Chamberlin, Jr. 


STATEMENT OF THOMAS R. CHAMBERLIN, JR., SECRETARY-TREAS- 
URER, YAQUINA BAY DOCK & DREDGE CO., NEWPORT, OREG. 


Mr. CHAMBERLIN. Senator Gore, Senator Neuberger, for the record, 
Iam Tom R, Chamberlin, Jr., secretary-treasurer of the Yaquina Bay 
Dock & Dredge Co., of Newport, Oreg. Newport, in Lincoln County, 
is located on the central Oregon coast on the tidal estuary formed by 
the entrance of the Yaquina "River into the Pacific Ocean. The Ya- 
quina River is about midway between the northerly and southerly 
boundaries of the Siuslaw National Forest and drains a large area of 
the forest. 

Yaquina Bay Dock & Dredge Co. is an Oregon corporation com- 
posed of stockholders local to the Newport and Toledo area. This 
company was formed in 1948 with the cooperation of the port of 
Newport authorities to establish public deepwater-dock facilities for 
the outbound shipments of lumber from the immediate area. The lum- 
ber shipments from this company’s facilities average slightly under 
200 million board feet per year lumber scale. The majority of this 
lumber is produced by medium-sized-sawmil] operations with capital 
investments ranging from $250,000 to $1 million each. These saw- 
mill operations have now become almost entirely dependent on the 
sales of Government timber for their raw-material supply. 

Our company is not only greatly concerned with the depressed con- 
ditions of our Jumber industry today, but is also interested in the long- 
term economy of the Douglas-fir region. It is for the above-men- 
tioned reasons that this statement is before your committee today. 

Adequacy of access to federally controlled timber is a major factor 
in the maintenance of the existing economy of the Oregon coastal 
area, as well as the major factor in ‘the development of the true poten- 
tial of that region. 

Included in the 1957 inventory of Lincoln County’s standing timber 
volume, prepared by the Forest and Range Experiment Station—a 
branch of the Forest Service—are some facts which should lead to a 
better understanding of the timber problems in Lincoln County. 

Ninety-three percent of the total area of Lincoln County is forest 
land. Of this land area, 6214 percent is privately owned, and 371% 
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percent is owned and managed by public agencies—2814 by the Forest 
Service alone. Yet, in terms of sawmill- timber v olume, 52 percent is 
owned by Federal agencies, 47 percent by the Forest Service. This 
means that the Forest Service, with approximately one-fourth of the 
forest-land area, controls approximately one-half of the sawmill tim- 
ber volume of Lincoln County. The only figures immediately avail- 
able for comparing percentages of total log harvest to Forest Service 
log harvest are for Tillamook and Lincoln Counties combined. For 
general comparison, 45 percent of the Siuslaw Forest is in the 2 coun- 
ties, and 41 percent of the total coniferous inventory of the 2 counties 
is within the Siuslaw Forest; yet in 10 years, 1947-57, the Forest 
Service has contributed about 5 percent of the total volume cut. 

Just as important to a sustained-yield program as the sawmill tim- 
ber area is the area in young growing stock below sawmill timber size. 
Within Lincoln County 22 ‘percent of the total forest land area is in 
young, growing stock on private lands, while only 2.4 percent of the 
total area is in young growing stock on Forest Service lands. 

These facts point out a concept which is generally accepted in west- 
ern Oregon, and that is that in the last decade or so private lands have 
been heavily cut, while Forest Service lands have remained more or 
less static. 

With these points in mind, our company, in cooperation with others, 
retained Mason, Bruce & Girard, timber consultants of Portland, 
Oreg., to evaluate the 1957 experiment station inventory as it is related 
to the Siuslaw National Forest. We asked that on the basis of their 
study they recommend an allowable cut for the Siuslaw National 
Forest, based on forest practices being used today, with consideration 
of both harvest cut and mortality loss. Further, we asked them to 
point out the specific problems which must be serail to reach this 
recommended yield, and what effect this forest yield might have on 
our regional economy. 

The recommendation of these consultants was that the allowable 
cut for the Siuslaw National Forest should not be less than 477 million 
board-feet per year on harvest-cut basis. In 1956 the maximum sales 
of the forest occurred, yet the amount was only 238.9 million board- 
feet, and the average cut for the 5-year period from 1950 to 1954 was 
101.1 million board-feet per year. The consultants’ report shows 
further that the forest is incurring at least a 100 million board-feet 
loss in unsalvaged mortality and thinnings. 

I might explain here that the lack of access does not preclude the 
cutting of the recommended allowable harvest cut of 477 million board- 
feet per year. The problem, however, is that it does force the access 
roads to be built by the timber purchaser. This, in turn, generally 
requires larger sales for the amortization of cost of the operator-built 
roads. It also requires that timber purchasers have large cash reserves 
which can carry the cost of the road until such time as the timber is 
harvested and sold. 

Thus, a sawmill operator in need of raw material finds himself in 
an entirely different situation than the manufacturer of products 
other than lumber. For rather than being able to buy his raw material 
on the open market, he must carry, in advance, the cost or financial 
burden of harvesting the raw material. All these factors tend to limit 
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the ability of smaller sawmill operators to participate in competitive 
bidding. 

A program of mortality and salvage thinnings which would result in 
an increased yield of 100 million board-feet per year from the Siuslaw 
National Forest must be carried on simultaneously throughout the 
whole forest. Thus, the yield from such a program is completely lost 
through lack of an adequate access-road system. 

Secondary benefits accrued from access are fire control, insect, pest, 
and disease control, as well as proper management of blowdown, 
which is a major item where winds of gale force are common, as in the 
coastal sections of this forest. 

The difference, therefore, between the present sales volume from the 
Siuslaw National Forest and the potential sales, as recommended by 
the consultants’ report, is largely attributable to lack of adequate 
access roads within the forest. 

The Siuslaw Forest now has about 750 miles of primary access roads 
out of a total required, for complete management, of 3,600 miles. 
Recently the Siuslaw Forest has been building roads through timber 

sales and access road funds at the rate of approximately 100 miles per 

year. Yet, to gain the full potential of the forests, the entire 2,850 
miles of additional roads should be constructed within the next 10 
years. To emphasize the magnitude of the road construction, if the 
total road construction fund for region 6 of the Forest Service for the 
year 1957 were to be spent on the Siuslaw Forest, it would construct 
only one fifty-second of the required roads. If all roads were to be 
built with appropriated funds, it would require an investment of 
about $115 million. Yet the total stumpage income for the next 10 
years, based on management, as recommended by the consultants, 
would just about equal the total cost of the required access road 
system. 

This, in terms of a Federal public works project, would mean a 5 to 
1 benefit-to-cost ratio on a reimbursable project. 

The maximum yield of the Siuslaw National Forest in dollars oc- 
curred in 1956, with a total i income from sales of timber of $4,186,748, 
plus an additional $1,140,355 in operator-built roads, making a total 
of $5,327,103. This was at a time of maximum volume of cut and 
maximum bid prices, averaging roughly $28 per thousand. 

To compare this present dollar yield with the potential yield obtain- 
able through the recommended program, and, using $20 per thousand 
board-feet av erage price for the harvest cut and $15 per thousand for 
the mortality and salvs age thinning cut, the dollar volume could be 
$11,104 ,000 per year. 

This means that, with adequate management and access to the timber, 
it is reasonable to believe that the present income can be doubled. 

In summary, the Siuslaw National Forest is a young forest and by 
nature of soil and climatic condition of the area and equal age dis- 
tribution, it is the fastest timber-growing forest of the country, pro- 
ducing the type of timber that is in maximum demand on a national 
scale, 

Thus, with an adequate management program and access road sys- 
tem, this forest stands ready to be the chief contributor to a sound 
economy for this coastal region. As a nondepletable resource owned 
by the people of the United States, it could be producing more than 
twice its present annual harvest of timber. 
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Therefore, our company, its customers, and our community in gen- 
eral are fully cognizant of the demand for Federal timber access roads 
and are in full support of authorization of Federal funds for this 
purpose. 

We, therefore, solicit your careful consideration of Senate bill 1136 
and recommend its passage. Thank you, gentlemen. 

Senator Gore. Thank you very much. Taouher Neuberger ? 

Senator Neusercer. I would like to endorse what Mr. Chamberlin 
has said. Some weeks ago I spoke on the campus of Oregon State 
College in Corvallis, which is the headquarters of the Siuslaw National 
Forest. I had a very beneficial and valuable tour of some areas of 
the forest under the able custodianship of Mr. Rex Wakefield, the 
supervisor of the Siuslaw National Forest. What Mr. Wakefield 
told me confirms what you have pointed out today. 

I would like to ask you a question, however, which somewhat per- 
plexes me, and I may have a mistaken identity. Are you the Mr. 
Chamberlin from Newport who has had a good many letters in the 
paper critical of Senator Morse and me? 

r. CHAMBERLIN. Not of recent times. 

Senator Neusercer. Not that that is either unique or anything to 
be criticized for, but I just wondered if you are the same one. 

Mr. CuampBerttn. During the era in the range of November 4, yes. 

Senator Neusercer. Well, I would like to ask you several questions 
that puzzle me about this, not that, as I say, that isn’t your complete 
right as a citizen of this great, free country, and undoubtedly your 
criticisms were well taken, but I would like to ask you several ques- 
tions. 

Are you aware of the fact that Senator Morse and I, along with a 
number of other Members of the Senate, including the distinguished 
chairman of this subcommittee, were successful sponsors of a $27 
million authorization for forest access roads construction? Are you 
aware of that? 

Mr. CHAMBERLIN. Yes. 

Senator Nreupercer. Are you aware of the fact that the adminis- 
tration requested only about $24 million of the $27 million author- 
ization which we secured ¢ 

Mr. CHAMBERLIN. I was under the understanding that was the rec- 
ommendation of the Bureau of the Budget. 

Senator Nrusercer. Yes, of the Department of Agriculture and 
the Bureau of the Budget. Are you aware that that is all they re- 
quested ? 

Mr. Cuampertin. The Bureau of the Budget, as I understand it. 

Senator Neusercer. And the Department of Agriculture with the 
Bureau of the Budget. Are you aware that Mr. Irvin Peterson, a 
resident of this State, is the Assistant Secretary of Agriculture in 
charge of the Forest Service and transmits the recommendations to 
the Bureau of the Budget ? 

Mr. CuAmperuin. Well, I am not sure of the procedure there or 
who would transmit them, no. 

Senator Nreupercer. Have you ever made any criticism of Mr. 
Peterson for requesting only a portion of the amount of forest access 
funds which we secured in authorization ? 

Mr. Cuampertin. Not on that point. I have made one personal 
discussion with Mr. Peterson. 
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Senator Neupercer. Have you ever made any public criticism of 
him such as you have of Senator Morse and me, as you said, around 
November 1. 

Mr. Cuampertin. Senator, I think we are talking about something 
that is far away from the point. In any criticism that I have made 
in the past has not been on your position or Senator Morse’s position 
on access roads. 

Senator Neupercer. Well, the only point I am trying to make is 
this: You come here representing your community, which is certainly 
your right, and I am trying to establish for the record if you, as a 
representative of your community, are aware of the position taken 
by people in the Congress and people in the national administration 
on these great economic problems which involve the welfare of your 
community. 

Mr. Cuamper.in. I am sure that in regard to the specific problem 
that we are discussing today that insofar as my opinion aa in my 
efforts, they are aware of what has been done by all of our delegation, 
because it is a very serious problem and we are all concerned about 
it at this time and you are bringing in a point which occurred some- 
time in the past. Today our as is something different, and I 
can’t say that we are talking about the same thing. 

Senator Neusercer. We secured this authorization very recently 
in the past, you know, and the point I am still trying to get at is this: 
Are you aware of the fact that the national administration cut down 
the recommendation which we secured in the Congress for forest access 
roads very materially ? 

Mr. Cuampertin. Yes. And I say I made a—I was instrumental 
in trying to supplement some of those problems. 

Senator Neupercer. Have you made any public criticism of the 
administration for reducing these forest access roads authorizations 
at all comparable to the public criticism you have made of Senator 
Morse and me? 

Mr. Cuampertin. I made no public criticism of the administration 
on that particular point, no. 

Senator Nevsercer. Have you ever made any public criticism of 
the administration for the fact that the President vetoed the omnibus 
rivers and harbors bill which contained the authorization that I 
obtained in the Senate Public Works Committee for building your 
Yaquina Bay rivers and harbors project at Newport and Toledo? 

Mr. Cuampertin. That has been very well covered by our local 
community, yes. 

Senator Nevpercer. Have you yourself made any? 

Mr. Cuampertin. Not public. 

Senator Neupercer. That is all, Mr. Chairman. Thank you. 

Senator Gore. Thank you very much. The committee will next 
hear Mr. Ray Swanson, Noti, Oreg. 


STATEMENT OF RAY C. SWANSON, NOTI, OREG. 





Mr. Swanson. Mr. Chairman, Senator Neuberger, members of t)e 
committee, for the record, my name is Ray C, Swanson, partner and 
manager of a sawmill and logging operation in western Lane County, 


Oreg. 
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Senator Gore. I was quite amazed that a medium-sized sawmill 
would run up to a million dollars. Over in my State that would be 
a whale of a sawmill. 

Mr. Swanson. I would like to mention that my comments represent 
the thinking of a medium-sized sawmill operator. I can assure you 
that our sawmill is worth something under a million dollars. Our 
operation has a capacity of about 60 000 board-feet of lumber per shift 
and requires approxim: ately 10 million feet of logs per year. We have 
been in operation at this same location for over 20 years, although I 
and my family have engaged in the lumber business our entire lives 
in one capacity or another. 

Like most other people in the area who are in the timber business, 
we are dependent principally upon Federal forests for our supply of 
raw material. 

The construction of main-line roads for the purpose of harvesting 
and managing public timber should be financed by funds appropr iated 
by the Congress. The burden of road construction upon the small- 
and medium-sized operator is a serious impediment to the proper 
management of his business, as well as an effective deterrent in the 
revenue-producing potential of Federal timber. 

Primarily a logger is trained and experienced in the harvesting and 
utilization of the timber itself. While road construction is neces- 
sarily a part of his work, it usually is done for the sole purpose of 
harvesting the timber at hand. This type of road is usually built to 
a low standard and the cost of building it is absorbed in the logging 
costs. It also is usually built with a logging eat and an operator ‘that 
is primarily trained to yard logs. 

Senator Gorr. A logging cat? 4 

Mr. Swanson. | Tsually ¢ a smaller cat than one which is really effi- 
cient in the building of roads. 

Senator Gore. I just wondered if cats had grown as large as saw- 
mills over here. 

Mr. Swanson. We log with donkeys, too, and they are a little dif- 
ferent than we used to have. 

Therefore, when a small operator is faced with the possibility of a 
major road construction job on a road that has to be built to a high 
standard, he is forced to make a cost estimate without the detailed 
cost analysis and solid cost data that he has behind him in his usual 
business activities. 

Because of this uncertainty, he has to take a larger margin of risk, 
which results in a lower bid on the Government stumpage offered. 

Obviously the smaller operator cannot compete on equal footing 
with people i in the road construction business who usually maintain 
an engineering staff, road construction crews, and have accurate cost 
data based on their past experience. It is one thing to build a road 
that will serve the purpose of the prudent operator in harvesting tim- 
ber from 1 or 2 sales and quite another to build a main-line road which 
serves a whole working circle. By the same token, many operators 
do not possess the equipment necessary to operate an efficient road- 
building program. 

Roadbuilding on a large scale requires a technical staff and special- 
ized machinery. This may mean that an operator who desires to bid on 
public timber—and I am speaking of the small operator—may have 
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in his possession very costly machinery which works only a part of 
the year. It may mean that he hires a construction crew on a sporadic 
basis, contributing to an unstable employment condition in his com- 
munity and adding the hazard of inexperience to an already hazard- 
ous occupation. If he is not financially able or does not choose to 
enter the construction field, he is automatically eliminated from bid- 
ding in timber sales which he could otherwise handle and in which he 
would be interested. 

This is not to suggest that road standards should be lowered. Main- 
line roads are intended to serve a large area and must necessarily be 
built to standards which will effectively and economically serve the 
purpose for which they are intended. It would appear that road con- 
struction of this type could be more economically and efficiently ac- 
complished by specialists in the field, at less cost, and with a higher 
net return, to the Federal Government and the local communities. 

Moreover, road construction as a part of the timber sale usually 
makes necessary a larger sale than could otherwise be offered. The 
large investment required for construction of high-standard roads 
plus the volume of timber offered to justify that investment, automati- 
cally eliminates from competition many operators who would like to 
bid. It can and does result in very limated, or no competition on one 
block of timber and forces a situation of desperation bidding on an- 
other. This seems contrary to Federal policy of providing equal op- 
portunity to small business. 

The investment required in the construction of a high-standard 
road is also a serious impediment to the successful operation of the 
small and medium-sized wood utilization plants because it ties up 
capital which would be helpful in improving the quality and volume 
of recovery per acre from forest land. Large amounts of capital must 
be held in reserve to finance the construction of a road as an integral 
part in the maintenance of an adequate supply of raw material. 
These funds are not available for plant improvement to the extent 
desirable, and increasingly necessary, to sustain a stable economic 
unit. This results in increased pressure on the supply of private capi- 
tal and increases the risk to the point where, if money is available, the 
interest rate is exhorbitant. 

Consideration should be given to the fact that even though the 
Federal Government must borrow money to construct the road, it 
can do so at a lower rate than the private operator, and this tends 
to relieve the pressure on the demand for capital and should help to 
establish a more realistic interest rate. 

I would like to give just a little illustration of how that can affect 
a small operation. Now in our district we have recently constructed 
a new school, and as a part of the furnishings of that school they 
require gymnasium sets. In our particular business, one of our 
specialties is cutting stadium seat stock. We ship it to a company in 
the East who performs a small part of the finishing on that product, 
and ships it back to the west coast in some instances. Of course, it 
goes all over the country. 

But in the particular instance one of our own customers furnished 
the material for this, for these gym stands, and in talking to the super- 
intendent the other day, I learned that they had actually ordered from 
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this company, but instead of ordering Douglas-fir, which we produce 
within a matter of miles, he bought Phillipine mahogany for those 
stadium seats, and the reason he did was because the price was—it 
wasn’t a consideration. Our costs, since we are not able to refine it to 
the degree that they can use it right there, added enough to it that 
they felt they could use the Phillipine mahogany in its place, and that 
really hurts. 

My point is that if we have to, in effect, subsidize the Federal 
Government in the marketing of its timber, that its places a severe, 
serious hardship, particularly on the small operator in financing his 
own business where he needs to do a better job and requires additional 
capital. 

Senator Gore. If I understand the example you gave, the Philippine 
mahogany lumber would not be competitive with Douglas-fir here, 


but when you add the freight bill to the East, why then it could be 
competitive. 


Mr. Swanson. That is true. 

Senator Gore. Maybe a good moral is that there ought to be some 
finishing and processing plants in the West. 

Mr. Swanson. Right in this area, and that requires capital. 

Senantor Gore. Well, what about this tight-money policy? It helps 
you get that, doesn’t it? Maybe I got on a sore subject, excuse me. 

Mr. Swanson. No, I hurt just as bad as anyone else does on that 
tight money. 

Senator Nrupercer. Don’t you also run into this, Mr. Swanson, 
that the minute you process some of our Oregon raw materials beyond 
a certain point they take an exorbitant freight rate when they are 
shipped east to the major American markets as compared with the 
shipping costs of the raw materials? Is that not correct? 

Mr. Swanson. Yes. We are at a disadvantage in the freight rates. 

Senator Nerupercer. Because of the class.fications within the 
various rates? 

Mr. Swanson. Yes. 

Senator Gore. Well, you know the South is discriminated against 
in the freight-rate structure, too, but we thought it was the result 
of the Civil War. You were not involved in that, were you? 

Mr. Swanson. That was a little before my time. 

Senator Gorr. Well, it was before my time, too, but it wasn’t before 
the time of my State, and my grandfather’s. 

Senator Nreupercer. We became a State, I believe, in 1859, so we 
didn’t have long chronological existence before Fort Sumter was fired 
upon, Mr. Chairman. 

Senator Gore. It may be fired on again sometime. You may yet 
be in time. 

Mr. Swanson. The critical shortage of an adequate road system 
can lead to needless mismanagement of our timber resources. In 
areas which are not accessible, where a salvage problem develops, 
serious losses occur which are multiplied by the adi of essential road 
systems. For example, it is my understanding that a serious Chermes 
infestation has struck the Lewis River working circle of the Gifford 
Pinchot National Forest. The only effective remedy is the removal 
of infected material. This leaves the Forest Service in the position 
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of deciding whether to divert the necessary funds to build the needed 
road system, at the expense of the economy of other communities, 
who are dependent on Federal timber, or letting the infestation take 
further toll. This same situation has occurred in other areas and 
can be logically expected to occur again. The loss could certainly 
be minimized by expanding our road construction program. 

To summarize, it is apparent from the viewpoint of the small and 
medium-sized operator that considerably more roads should be built 
into the national forests with appropriation funds because: 

(1) High standard roads necessary to develop large blocks of 
Federal timber are a serious deterrent to many operators who lack 
technical staff and equipment for this type of work. 

(2) High-cost road projects necessitate large timber sales which 
tend to restrict or eliminate competition. 

(3) The investment required to handle large road projects adds 
to the shortage of working capital needed for research and develop- 
ment of utilization facilities and contributes to the high interest rate 
problem. 

(4) Adequate road systems provide for better forest management 
with resulting benefits to local communities and the Federal Govern- 
ment. 

Senator Neusercer. Do you endorse our bill, S. 1136, or have you 
not had an opportunity to study it ? 

Mr. Swanson. I have not had an opportunity to study it, but in 
principle I certainly do. 

Senator Neupercer. And it is your point that unless the Govern- 
ment constructs these access roads that the smaller mill operators are 
in danger of being excluded from the possibility of bidding on Fed- 
eral timber? 

Mr. Swanson. It works a serious hardship on them because they 
are permitted to bid in one area and you have a situation of excessive 
competition, if you can put it that way, and in another area a lack 
of competition, and it makes for a serious inequality within the in- 
dustry itself. 

Senator Neusercer. That is all, Mr. Chairman. 

Senator Gore. The point you are making is that it is only the large 
contractor, large business operator, who can successfully bid on a 
large, inaccessible tract, the only way of conversion of which is through 
the actual construction of access roads on his own part. 

Mr. Swanson. That is right. 

Senator Gorr. And the small contractor is not able to compete 
on that basis. 

Mr. Swanson. That is right. He has two problems: One is the 
technical ability and the staff to make a realistic appraisal of the road- 
construction project itself, which is a separate field from the utiliza- 
tion of the timber, and the problem of financing a large project. 

Senator Gore. Thank you very much. 

Senator Neunercer. Mr. Chairman, I would just like to make one 
point, if I could. Even though Mr. Chamberlin and I may have 
disagreed on a few things, I think he had an extremely valid point 
when he compared the actual cut in the Siuslaw National Forest with 
the allowable cut, and I have asked Mr. Wolf to give me the allowable 
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cut and the actual cuts in all the national forests in the State of 
Oregon and also the total loss to the United States Treasury by not 
having the full allowable cut as well as the loss of in-lieu payments 
to the various counties by not having the full allowable cut, and with 
your permission I would like to ask that this very useful table ap- 
pear in the record right following Mr. Chamberlin’s testimony, if that 
is agreeable. 

Senator Gore. That is entirely agreeable. 

(The table referred to is as follows :) 
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Senator Gore. Mr. Darrell Porter, Noti, Oreg. 


STATEMENT OF DARRELL PORTER, NOTI, OREG. 


Mr, Porrer. Thank you, Mr. Chairman, Senator Neuberger. My 


name is Darrell Porter and I am a small logging operator in western 
Oregon at Noti. 


Senator Gore. Where is Noti? 

Mr. Porrer. Approximately 20 miles west of Eugene. It is a small 
community. 

Senator Gore. How small? 

Mr. Porrer. Oh, I think there are around 200 people in the city, 
not very large. 

Senator Gore. Almost the size of my hometown. 

Mr. Porrrer. 1 came here primarily interested in the timber access 
road problem. I am a very small operator. I harvest around a mil- 
lion feet a year with about three employess besides myself, and I am 
not able to bid on these timber sales where it requires any amount of 
road building, except I can build a little spur road or something like 
that, but I don’t have any equipment to build a road except just a 
logging cat. That is all I use to log with. 

Therefore, the sales that come up have to be on roads that have 
been built by the Government or some other operator that has built 
a road to a large segment. Therefore, I would like to see the Govern- 
ment provide good access roads into all these areas where this over- 
ripe timber should be taken out which would give the small operator 
like myself an equal opportunity to bid on the small sales. 

I think I am like about a hundred other little operators around 
the Eugene area who are just sitting back now waiting for small sales 
to come up because there just aren’t enough of them. When there is 
a small sale there is too many fellows wanting it, and these larger sales 
we just don’t have a chance to bid on them because of the pr oblem of 
building roads. 

Senator Gorr. Are you able to subcontract or subbid from a suecess- 
ful large bidder? 

Mr. Porrer. So far I haven’t been able to make any arrangements 
to log for a larger operator like that, no. I usually bid on the sales 
myself and if they are small enough and if they don’t require too much 
road building, why, TI ean handle the job my self. 

Senator Gore. I should know more about this, but I will ask a ques- 
tion even though I may expose my ignorance. Do you get any credit 
from the Government for the building of a road if you are the success- 
ful bidder on the sale of a tract of timber which requires the building 
of an access road? Do you get credit from the Government for the 
construction of that road? 

Mr. Porrer. Yes. They allow a certain amount for roadbuilding 
in the timber appraisal. 

Senator Gorr. Tell me how that operates. Do they set out the speci- 
fications about the width and the grade of the highway or the road? 

Mr. Porrer. Yes, they do. The ‘roads, all roads, main access roads, 
are built to a certain specification, and you know what that specifica- 
tion is, but without a trained staff that understands that, well, you 
just have to have the staff that understands the building of a specifica- 
tion road, and I don’t have that and most small operators do not have 
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it. Therefore, we just can’t compete on large sales where there is 
main-line roads to be built. 

Senator Gore. Thank you very much. Senator Neuberger. 

Senator Neusercer. No questions, Mr. Chairman, except to say that 
traveling around this State where I was born and raised, again and 
again I come into the problem that Mr. Porter has raised, has brought 
up, that unless the Government will build these access roads, the 
smaller operators are excluded from bidding on vast sections of public 
timber that belong in effect to all the people of the United States, and 
actually, a policy of compelling the access roads to be built privately, 
the main access roads, if you have such a policy, it just leads to monop- 
olization of Federal timber by a few extremely large operators, and I 
think that is why it is so important that we have adequate authoriza- 
tion and a full appropriation up to the authorization for access roads. 

Senator Gorr. Thank you, Mr. Porter. 

Mr. Porrer. Thank you, sir. Very glad to be here. 

Senator Gore. I hope you know, Mr. Porter. I was going to observe 
that one purpose for coming out here and holding these hear ings is to 
learn something, and I am ‘Jearning something, and I thank you. 

Next is Mr. Ehrman V. Giustina, representing Mr. Anthony Bran- 
denthaler, Oregon Forest Industry Development Commission. 


STATEMENT OF EHRMAN V. GIUSTINA, EUGENE, OREG. 


Mr. Griustina. My name is Ehrman Giustina, Eugene, Oreg. I am 
the manager of the Giustina Bros. Lumber Co. and am an advisory 
member of Gov. Robert D. Holmes’ Department of Planning and 
Development of the State of Oregon. 

I have here a prepared statement by Mr. Anthony Bradenthaler, 
president of Burnt River Lumber Co., member of special committee 
on forest industry development, advisory committee to Oregon De- 
partment of Planning and Development. With your permission, I 
will just brief the prepared statement and ask that it be entered as a 
detailed statement as a matter of record in these proceedings. 

Senator Gore. That will be agreeable. 

(The statement referred to is as follows :) 


STATEMENT OF ANTHONY BRANDENTHALER, PRESIDENT, BURNT RiveR LUMBER Co., 
MEMBER, SPECIAL COMMITTEE OF ForEST INDUSTRY DEVELOPMENT, ADVISORY 
COMMITTEE TO OREGON DEPARTMENT OF PLANNING AND DEVELOPMENT 


I sincerely appreciate the opportunity to present some observations today 
at this hearing on bill S. 1136 concerning forest access roads. I am here as 
a representative of Gov. Robert D. Holmes and the Department of Planning 
and Development of the State of Oregon; and also, as an individual lumber- 
man thoroughly familiar with the importance and needs of access to our vast 
timber resources. 

Today, I want to plead for assistance for a Federal agency—the Forest 
Service—which, in spite of a number of handicaps, has done a most commend- 
able job in our State. However, the efforts of the Service have been ham- 
strung by lack of money, lack of staff, inadequate facilities, and antiquated 
rules and regulations. In asking for help for the Service, we do not suggest 
any additional burden on the Nation’s taxpayers. On the contrary, by follow- 
ing the businesslike practice of reinvesting a portion of our profits from timber 
sales of this area to enable more effective and efficient management; we will 
lighten the taxpayer’s load by broadening the tax base in the area and by 
realizing a greater return to the Federal Government through increased revenues 
on additional timber sales, and in my statement I hope to impress you with 
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the magnitude and the importance of our lumber industry, and our State’s 
dependence upon its progress. I want to emphasize the fact that adequate 
access to our timber resources will be an effective stabilizing influence on both 
the short-term and long-term economy of our State of Oregon and the Nation, 
Access is also an important step toward conservation in that it will improve 
both the quality and the total benefits from all aspects of this resource, Finally, 
[I would like to make a few comments and constructive suggestions on the bill 
itself. 

Lumber is a billion dollar industry in Oregon. As such, it is almost three 
times as important, dollarwise, as agriculture which is in second place. In 
terms of employment, the lumber industry accounts for over 61 percent of the 
manufacturing employment in the State of Oregon. Nearly 90,000 people are 
directly employed and another 20,000 are employed indirectly in serving the 
forest industry. Oregon leads the Nation with 25 percent of all softwood 
lumber production, 25 percent of all fiberboard production, and 46 percent 
of all plywood production. Oregon contains over 25 percent of the Nation’s total 
softwood sawtimber supply. About half of the State is covered with forest— 
a large commercial forest area with a larger volume of live sawtimber than 
that of any other State. Our commercial forest land in Oregon is equal to the 
combined areas of New Hampshire, Massachusetts, Rhode Island, Connecticut, 
New Jersey, Delaware, and Maryland. 

The base of much of our State’s economy therefore is the timber resource— 
the basic raw material of our forest products industry. Over 60 percent of 
the standing commercial timber in Oregon is owned by the Federal Govern- 
ment. For many in the lumber industry, the Federal Government is the only 
supplier. The Federal Government owning 60 percent of the commercial timber, 
should contribute about that amount of the annual cut, but it has always fallen 
far short of that amount. 

Since most of the available timber is controlled by the Federal Government, 
it has, in real effect, the control of the economy of the State of Oregon, and 
its forest policies in great measure have a direct effect upon our economic well- 
being. It is, therefore, most imperative, that these policies be of such a nature 
as to result in the maximum benefits of full economic use to our State. 

Here we have a vast and valuable resource—a source of wealth to our citizens 
and to our National, State, and local governments. But, we face a dilemma. 
We do not have the transportation facilities, which in this instance are roads, 
to reach this wealth in order to count it, in order to take care of it properly and 
to protect it, and in order to harvest it in an orderly manner under the most 
scientific forest management methods. This is where our Oregon forests differ 
markedly from those of almost every other State in the Union. We are still 
a primeval area, with much of it difficult of access. In States with older eco- 
nomic status, their public forested areas are criss-crossed by adequate roads 
and trails which have existed for many years. Then, too, we must remember 
that land ownership—and hence forest ownership—in other States is largely 
under private* hands. Their forests have been placed almost entirely in a 
condition of orderly tree farms with no access problem. 

Picture a vast virgin forest in primeval grandeur—an undisturbed wilderness 
you can reach only by trail or by a cross-country treck with great trees 400 to 500 
years old and 300 feet high. But, it is a dying forest. Most of these trees have 
long since attained maturity and are now subject to decline. Such trees die, be- 
come infected with insects and diseases which in turn infect other trees. A 
lightning fire could start here and grow into a major conflagration. In the event 
of either disease or fire, the bulk of the forest is practically inaccessible to the 
Forest Service and calls for preventive or remedial measures. If such a forest 
had access roads, full management could prevail, the mature timber could be 
harvested, plus an aid for the control of fire, insects, and disease. Its full recrea- 
tional potential could be safeguarded. This is the essence of conservation and 
long-range management of a wealth which we hold for present use and in trust 
for future generations of users. Anything less than proper care is a surrender 
of such trust. 

The ultimate goal of forest management is to get all of the forest on a growing 
basis so that, each year, we can harvest the amount that is growing. Our present 
growth rate is low because of the large amounts of mature timber. When this 
mature timber is converted into growing timber—all within a properly planned 
long-range program—our forest resource will be in balance. In order to accom- 
plish this goal access to the entire forest region is necessary. 
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Based upon a sustained yield concept of the national forests, the United States 
Forest Service determines how much old growth timber can be cut each year to 
be replaced by young growing trees. This is known as the allowable cut. There 
is increasing evidence that the allowable cut is unrealistically low for many 
areas because of old inventories, but at present, even the full allowable cut as 
now determined is not offered for sale each year. In 1956 in Oregon and Washing- 
ton 400 million board-feet were not put up for sale from a total of 3 billion board- 
feet allowable cut, which amount is 14 percent of 3 billion board-feet. 

One of the limiting factors on the allowable amount of timber sold by the 
Forest Service is the inaccessibility of the timber. Many of the sales include, 
as a condition of sale contract, a stipulated amount of road construction, but 
this is slower than the need dictates. This method of getting roads constructed 
does not lend itself to planning a good balance of small, medium, and large sales. 

In 1956 the value of work done on timber access roads through timber sales con- 
tracts from the annual report of the United States Forest Service, region 6, which 
includes Oregon and Washington, was as follows (see table II): 


rey manne res Wi ee ea ose $14, 819, 994 

Reconstruction of timber access roads__.__..._.__._______________ 2, 926, 399 
Road work done with Federal funds was as follows: 

Ba aN I is east BE dicey cit angnweiegh bine $1, 873, 638 

Reconstruction of timber ACCORS TORUS. << 432, 032 


The inaccessible timber, about which I speak, is urgently needed now to 
stabilize the lumber industry and the economy of our State. Because timber 
is essentially in limited supply, the failure to harvest the full allowable cut each 
year from the Federal forests creates an artificial shortage. The specter of scar- 
city exists in the midst of plenty. 

No business is more competitive than the lumber business. There are over 
1,000 producers within this State. We all compete for markets with each other, 
with other lumbermen all over the country, and with all the glass, metal, paper, 
cement, and other building materials people. With a limited supply of timber, 
a premium is paid for each log. It is very easy to understand why stumpage 
is bid high. Mills must have the timber in order to keep operating. Such mills 
not only represent the owner’s investments, they also represent the jobs and 
livelihood of all the direct employees, the merchants in our communities, our 
transportation system, and the basis of the taxes of our National, State, and 
various local governments. When the price of logs is artificially high, our prod- 
uct sales price is too high and we lose business. This contributes to a loss of 
wages, payroll, taxes, and economy of our communities, State, and the Nation. 

We seek no favors but we do not want artificial obstacles. All we ask, in 
this instance, is that we can bid for a maximum supply of timber in reasonably 
sized units. Access roads will make this possible. 

We know that the lumber market is presently depressed, but we also know 
that if the price of stumpage were less, the price of lumber could come down, 
and thereby, I am sure, tend to increase the ultimate volume’ of sales. The 
Forest Service shows (table 1) that if the full allowable cut were logged in 1956 
an additional 140,800,000 board-feet of timber in the national forests in Oregon 
would have been available. It is further estimated that labor costs per thousand 
board feet of the forest products industry are over $40. At that rate the in- 
creased payroll alone in Oregon would have been over $5,400,000. 

The total loss to the economy of Oregon in the past decade, because the full 
allowable cut was not realized, amounts to the very large sum of over a half 
billion dollars. 

Other beneficial advantages to the management of our forests by access roads 
are: the ability to move men and equipment faster and cheaper for fire sup- 
pression; the ability to salvage beetle infested timber immediately, which is the 
only known method of control of the Douglas-fir bark beetle; faster logging and 
more salvage of wind thrown and diseased trees rather than let them rot and 
increase the fire hazard. These are all important benefits to an extremely valu- 
able State and National resource. 

Some of these roads also will aid other uses of our forests such as the tourist 
and recreational industry. This industry is the third most important industry 
which brings about $200 million annually into the State. A very large per- 
centage of these tourists, as well as our local citizens, enjoy the recreational 
values of the forests. The national forests figure highly in the attraction of 
tourists and recreation-seekers. In 1956 over 602,000 visits were made to the 
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national forests by fisherman, and over 215,000 visits were made to the national 
forests by hunters. To a certain extent the access road system in these forests 
would further increase their use and enjoyment for all kinds of out-of-doors 
recreation. 

I have tried to impress you with the urgency of providing real access as a key 
to proper forest management on a multiple-purpose basis with benefits accruing 
to the entire economy. 

The bill contains the desirable features of defining a timber access road and 
requiring an advisory public hearing, both features of which are encompassed 
in the present law which authorizes appropriations for the fiscal years 1958 
and 1959 in accordance with our industry’s presentations before the Congress 
in the years 1952, 1954, and 1956. 

We are also concerned with the distribution of the total appropriation. In 
the past, region 6 has received about 25 percent of the total appropriations. But, 
since region 6 is contributing forest products in excess of that amount, and a 
much higher percent of region 6 is roadless compared to other regions of the 
Forest Service over the Nation, we need either a larger percent of a larger 
appropriation. 

The bill uses the language “to construct and maintain.” If part of this money 
has to be used for maintenance, I feel that, from past experience, it will be far 
from enough. Furthermore, as the road system becomes more extensive, the 
maintenance item will become a larger one. 

In order that the amounts authorized be fully utilized for needed new con- 
struction there is probably a need to realine the accounting practices for expendi- 
ture of appropriations and to budget separately construction and maintenance 
money. It might be beneficial to transfer the road maintenance account from 
access road allowances to the forest land management budget, as well as other 
accounts, which are now actually maintenance accounts but now charged to the 
access road account. 

As a further source of funds for the provision of access roads, I would like 
to suggest considering the revenue from timber sales in this area on a busi- 
nesslike basis. Some very pertinent and interesting financial information appears 
on the last page of the annual report (table III) for region 6 dated February 1, 
1957. This is the statement of income and expenditures for operation for fiscal 
year 1956 of national forests in region 6, United States Forest Service. 

This report shows a net excess of income over operating costs, capital improve- 
ments, and appropriations of $26,114,045. This amount of over $26 million is 
more than a profit. It is the money left after substantial capital expenditures of 
over $25,700,000 have been paid, appropriations of over $14,500,000 repaid into the 
United States Treasury, and an amount of over $15,500,000 paid to various local 
governments. This $26 million clear and free profit is realized on the great natu- 
ral resource in this area. It seems to me that it should be possible—as well as 
sensible business management practice—to reinvest some of the return from 
this highly profitable government activity. The United States Forest Service 
estimated a need of $45,000,000 total for their 5-year road program. This is 
much less than a 2 year’s cash return from these very same forests under pres- 
ent conditions of limited access, hence limited realization of an allowable cut 
which itself is restricted by lack of access. Let me explain. 

3ecause the allowable cut was not realized in 1956, in region 6, some 400 million 
board-feet of timber was not sold. At the average price received in Oregon by 
the Forest Service for 1956 of $25.73 per thousand this would amount to over 
$10 million. This situation has heen going on now for many years. The aver- 
age loss each year for the past 10 years has been $3,600,000 annually. The total 
loss, as mentioned previously, to the economy of the States and Nation has been 
over one-half billion dollars. With proper access, this loss would not have oc- 
curred and the treasuries of our local, State, and Federal Governments would 
have been enriched. 

We are asking for an investment for a limited time in this fabulous resources. 
Once the road system is built, granted it will have to be maintained: but, it will 
be the source of additional income to the Federal government of probably 
$10,000,000 gross per year. 

We appreciate the importance of an authorization which 8. 1136 proposes. On 
the other hand, the really important thing is the money—which is the appro- 
priation. In considering the urgent need for roads, it is equally important to 
be aware of the need for additional sales personnel, housing, and necessary facili- 
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ties to make both the road program and the full allowable cut program a reality. 
It is essential that the whole Forest Service program be balanced in money, per- 
sonnel and facilities so that the program is in concert with the present as well as 
future rates of allowable cut. 

In brief summary, may I reiterate the urgent need of the present economy of 
the State of Oregon and the Nation to harvest the timber in the high mountains 
which cannot be now reached. To get the timber, we need access roads badly. 
However, equally important to the long-range economy of the State of Oregon 
and in the interest of national defense, is the advancement of good management 
and conservation practices for the forests themselves. We are interested in a 
perpetual source of supply, and our proposal for access advances the program of 
converting a dying forest to a growing one. Finally, regarding direct financial 
aspects, a well-planned access-road system encompassing the whole national 
forest will immediately result in an increasing rate of return from this great 
resource, with consequent benefits to all the taxpayers, and to a stabilized, 
healthy economy in our State and Nation. 

To accomplish this program the Forest Service needs additional funds for— 

1. Access roads; 

2. Additional personnel and administrative costs; 

8. Housing for personnel. 
This will eventually develop a realistic price for timber and will work hand 
in hand with our policy for conservation. 


Taste I.—Actual timber cut compared with allowable annual cut for national 
forests in Oregon, 1947-56 














|  <Aetual | Allowable | Proportion of 
| timber cut annual cut | allowable cut 
Calendar year (thousand (thousand harvested 
board- feet, board-feet, (percent) 
log scale) log scale) 
| 
it eat lee ee = 
1947 | 958, 500 | 1, 645, 100 58 
1948 _. 1, 086, 700 1, 645, 100 66 
I Se ks 4 ee soni 866, 600 1, 639, 500 | 53 
iia ante Sieces ’ 1, 179, 300 1, 650, 200 71 
1951 _- 1, 158, 400 1, 684, 71 @ 
1952 1, 310, 100 1, 791, 200 | 73 
1953___- . 1, 452, 000 1, 791, 000 81 
net St enna denen dn nornenasahon ‘ 1, 638, 400 1, 844, 000 89 
1955__- 1, 694, 500 | 1, 844. 400 92 
epee t ee cosa t 2) G3 OS oti isle 1, 763,600 | 1, 904, 400 93 
ih a andiscteaticais 13, 108, 100 17, 439,600 _._.- 4 
Annual average, 1947-56__.......-.-- 1, 310, 810 1, 743, 960 76 


Source: Division of Timber Management, U.S. Forest Service, Portland, Oreg. 


TABLE II.—Accomplishments on the transportation system for 1956 





| 








| Unit Quantity | Amount 
Work done with Federal funds 
New bridges 23 | $785, 095 
Temporary bridges replaced with bridges 21 586, 018 
Temporary bridges replaced with culverts 42 | 93, 070 
Timber-access roads, new. : . Miles 79.9 1, 873, 638 
Timber-access roads, reconstructed .do 39.1 | 432, 032 
Other roads constructed - do 2.6 21, 609 
Other roads reconstructed _____ do 20.7 142, 796 
Engineering on timber-access roads -- - 363, 960 
Bridge construction ll 191, 082 
Timber-access roads, new Miles 369.0 14, 819, 994 
Timber-access roads, reconstruction do 251.5 2, 926, 399 
Road maintenance .do 6, 114.4 1, 727, 575 
Other accomplishments with Government funds 
Survey and plans do 574 | 1, 075, 305 
Construction staking and inspection purchaser roads lo 762. 2 383, 889 
Trail construction ; do . 111.6 165, 155 
Roads maintained_. do 12, 331 1, 337, 227 
Trails maintained do 20, 751 370, 610 


Source: Annual Report, 1956, U. S. Forest Service, Pacifle Northwest region, Feb. 1, 1957. 
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TABLE 11I.—Statement of income and expenditures for operation of national 
forests in region 6, fiscal year 1956 


Income: 

Collections: Forest reserve fund_________________ $54, 635, 641 

Collections : Warm Springs Indian lands__________ 2738, 258 

Collections: National forest, O. and C____________ 2, 485, 782 

Collections: £0 @r0@sssk oe Re! esti tl eli tS 9, 609 
———————— $57, 404, 290 

Trust and special funds (Cooperative Work, Forest Service, 
ane’ brush) Ginpemery Lee) ete eh a ee Es 2. 903, 373 
Congromional Wpnregriations.. 2 14, 565, 808 


Value of development and maintenance work (roads, bridges, 
and trails) performed by timber purchasers for which allow- 
ances were made in timber sale appraisals_._.t_tcou..._._____ 19, 272, 155 


Total income 


pt pO GLU. SECU eee CEL es ies Tare os 94, 145, 626 
Operating costs: 


POON, OG a witht lg ect pages opie an $1, 108, 717 
I a a a tea cathe coetenti 2, 880, 619 
C7URIOr SONOTOD TO eee ees 357, 357 
Ware COMerel ie a ee i 2, 364, 455 
Maintenance of improvements other than roads and 

CPR soot es isk eee tetas esas 648, 692 
Maintenance of roads and trails not performed 

under timber sale contracts______________-______ 2, 273, 804 
Estimated road maintenance under timber sale 

contracts... Jacq Sew i neil ds 1, 363, 363 
Surveys, maps, and land management___-___-__-__ 88, 262 
Contributions to local government_______-___-___ 15, 523, 246 
Transfer Warm Springs Indian land receipts to 

EmGiati’ Berviees ii + coe Sa eo 273, 258 
Estimated depreciation on capital investment (ex- 

cept: TOGGS ned kha d ae dee tiie eettens 839, 000 

PO AI CO ee hes der ocrgs weit 27, 720, 773 


Capital improvements: 
Housing, planting, roads, protection facilities : 








From appropriated funds___-_~~-~ $7, 836, 208 
Road construction by timber op- 
ea eee eee 17, 908, 792 
———_—_———_ 25, 745, 000 
Total operating costs and capital improvements__--~--~-~- 53, 465, 773 
Excess of income over total operating costs and capital improve- 
wetter te i Se iti 40, 679, 853 


Less amount of appropriations_____._._-.---.---~------------ 14, 565, 808 


Excess of income over operating costs, capital improvements 
a ee eer a ee 26, 114, 045 

Source: Annual report, 1956, U. S. Forest Service, Pacific Northwest region, February 1, 
1957. 

Mr. Grustina. Thank you. The forest products industry of Ore- 
gon is a big business. A billion dollar industry, 61 percent of the 
manufacturing in Oregon. We have 25 percent of the commercial 
softwoods of the Nation, contributing 25 percent of all softwood 
lumber, 25 percent of all fiberboard production and 46 percent of all 
plywood production. This is a tremendous contribution to our State, 
the Nation, and especially to our national defense. 

Senator Gore. You mean Oregon produces 46 percent of all ply- 
wood ? 

Mr. Grust1na. All the plywood, sir, that is right, 25 percent of the 
fiberboard, 25 percent of all the soft board lumber. 


20738—58——17 
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Senator Gore. You knew that Memphis, Tenn., was an important 
hardwood market, didn’t you ? 

Mr. Grustina. Yes. We produce the soft wood. 

Senator Gorg. Go ahead. 

Mr. Grustina. Well, they say the South is rising again. 

Senator Gore. Well, it’s about to. 

Senator Nevpercer. I want to make a point on that because Mr. 
Giustina has raised a very, in my opinion, a very major point of in- 
formation. 

As the forests come back, particularly the national forests in New 
England and the South, it is going to mean that there is going to be 
far “greater geographical competition for such access- roads money as 
is available, and when that happens, such money as has been appro- 
priated annually in earlier years is going to be even less adequate out 
here in the Northwest, as some of it is going to have to go to some 
of those restored forests in the South and in New England. That 
has been brought to my attention when I have been in your area and 
New England, so Mr. Giustina’s and your colloquy brought out an 
important point on this. 

Senator Gore. We are, in the South now, we are planting pine by 
the millions and millions. However, much of that planting is done 
for pulpwood harvest rather than the lumber harvest. 

Mr. Grustina. That is right, but then we will take the primary 
growth off for lumber and the secondary growth they will take off 
for the pulp harvest, but it is coming back. I have been in the South 
recently and going down through the old cotton fields and see the 
fence rows and here is a pine 30, 40, 50, 60 feet tall. 

Senator Gorge. Well, I’m saving my Confederate money 

Mr. Grustina. We thought you almost had it a while back. 

The total commercial forest land in Oregon is 26.1 million acres. 
The volume is 433 billion board-feet. Of this figure, the total public 
ownership is 279.6 billion feet; private is 153.4 Dillion feet. That is 
of the total value. 

Percentagewise, acreage, the public owns 64.5 percent of the lands, 
private owns 35.5 percent. of the lands. 

For the past few years the cut from the public and private lands 
has been just opposite of their ownership—65 percent of the cut comes 
from private and they only own 35 percent of the volume. 

Senator Gore. Does that indicate that private owners are over- 
cutting ¢ 

Mr. Grustina. Overcutting, that is right, and your public is under- 
cutting. 

Senator Gore. Is there no regulation in your State as to the manner 
of cutting / 

Mr. Grustina. Yes, there is in the manner of cutting but not in over- 
cutting. 

Senator Gorge. It seems to me that overcutting would be a manner 
of cutting. 

Mr. Grustina. No. Let’s take a quarter section ; it can be completely 
cut off as long as they leave the proper seed trees to allow the next 
forest to come on, but as far as the man’s ownership, he may cut all 
his timber, and it has been done. 

For the past number of years the cut from the public and private 
lands has just been opposite of their ownership, as I stated, 65 per- 
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cent from the private and 35 percent of the cut from public, and they 
own 64 percent. This has thrown an extreme burden on private own- 
ership. To take the region 6 of the Forest Service for 1956, there 
is 400 million board-feet, or 14 percent of the volume, they did not 
sell of their allowable cut. Trees are a crop and must be harvested 
when mature just like a farmer’s crop, or it is lost forever; 400 mil- 
lion board-feet of timber burning each year in forest fires in region 
6 would make headlines in the papers—the same amount rotting by 
lack of harvest goes unnoticed. And remember, this is based on the 
old inventory, and indications are that the new inventory will make 
this figure much larger. 

One of the major solutions to the problem is timber access roads. 
Bill S. 1136 is a step toward solving this problem and preventing this 
loss. 

The regional forester of region 6 has said that there is only about 
one-third of the needed timber access roads now built. Any good 
business operator knows that it is necessary to reinvest part of the 
profits to keep the business from failing. This should be done by 
our Government through congressional appropriation. I urge the im- 
mediate consideration of this bill, and I thank you very much for al- 
lowing me to appear before you this day. 

Senator Gore. I would like to ask a question about the matter 
which Mr. Porter and Mr. Swanson brought up. How much would 
it cost a small contractor to build, say, 5 or 10 miles of access roads? 

Mr. Giustina. Your road costs vary depending on the ground that 
you are on. In eastern Oregon the figure is much less than in western 
Oregon. In western Oregon the road costs can go as high as $25,000 
a mile. Sometimes it will drop down to $10,000 or $12,000 a mile, 
and sometimes it will rise up as high as $50,000 a mile. Does that 
answer your question ? 

Senator Gorge. Yes, thank you. At least it gets beyond Mr. Porter, 
who said he and three employees operated his business. 

Mr. Grustina. Yes. We are a timber concern and we contract all 
our logging and most all of our roadbuilding. It is possible to con- 
tract, and it has been done. 

Senator Gore. Thank you very much. Senator Neuberger? 

Senator Neusercer. A number of points I would like to make, Mr. 
Chairman. To begin with, I would like to commend Mr. Giustina 
and Mr. Brandenthaler for containing in this very thoughtful state- 
ment one particular point. That point is the importance of giving 
the Forest Service additional funds, not only for access roads, but 
for additional personnel and personnel costs. I think that very few 
here today have emphasized the fact that many of our trained for- 
esters who have charge of processing these timber sales are now grossly 
underpaid by the Government. This means that the skilled people 
who have the knowledge and who have the necessary experience often 
are tempted to go into private industry. They would rather serve 
the Forest Service but they have obligations to their families, and I 
think it is especially beneficial that you and Mr. Brandenthaler have 
added this point. 

I want to ask you just one thing, and I wanted to explain why I 
raised this point with Mr. Chamberlin earlier and it was not in any 
real partisan sense, but it was to make this point clear. Have you 
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emphasized to Mr. Peterson, who is from this State and who, if I am 
not mistaken, is a prominent Republican as you and Mr. Branden- 
thaler are, the importance of giving us support in this matter of access 
roads? 

I want to make it clear to you, I am not raising this in any partisan 
point, but we have a coordinated government in the United States. 
It isn’t enough for the legislative branch to be for something; it isn’t 
enough for the administrative branch to be for something. When 
we in the Congress work very hard, and I am sure Senator Gore would 
attest to the fact that his colleagues from the Northwest, not just 
Senator Morse and me but Senator Jackson, Senator Magnuson, Sen- 
ator Murray, Senator Mansfield, have done a great deal of work with 
our colleagues to convince them of the need of this $27 million access 
roads authorization, so that we can build the roads that you have so 
cogently emphasized are necessary. 

But you people who are Republicans have contacts in the national 
administration, and you must use them to help us and to help our 
region. Mr. Peterson is the Assistant Secretary of Agriculture in 
charge of the Forest Service, and when they only ask for part of the 
funds that were authorized, that is a solar plexus blow to the cause 
you are representing, just as was the veto by the President of the bill 
that ott have provided for pay increases for the Forest Service 
personnel whom you and I want to see reimbursed adequately. 

Now, the only thing I am saying is I do hope that you will use your 
influence, if not with the President—I reaize that just because you are 
of the same party you don’t have access to the President of the United 
States, I know that—but you do have access to Assistant Secretary 
Peterson on these matters, and I do hope you will use it to convince 
him of the necessity of requesting these funds up to the full authori- 
zation, because that is what is crippling us now to a substantial de- 
gree. 

Mr. Giustina. I would like to answer you in this respect: that the 
forest industries have been working on this access road program for 
some number of years, and I believe that in 1949, under a different 
administration, Senator Morse presented such a bill. I believe it 
passed the Senate, and it was defeated in the House at that time. Are 
you familiar with that ? 

Senator Neupercer. No, I am not. 

Mr. Griustina. And again it was presented in 1950, the same bill, 
and I think it also failed in the House. So as far as the industry 
is concerned, we have recognized the need for this access road pro- 
gram fora good number of years. 
~ Senator Neusercer. Well, I am glad of that and, as I say, you 
have an excellent statement here today and I just hope you are going 
to use your influence with both the administrative and legislative levels 
of Government so we can work together on this, and perhaps i in the 
next budget get the full authorization requested. That would be ex- 
tremely helpful if the administration itself would initiate that in its 
budget that is sent to the Congress. I am sure you are aware of that. 

Senator Gore. In other words, you and Senator Neuberger agree 
on this need and you think that it is time to—— 

Mr. Groustrna. Get both horses going down the same road. 


Senator Gorr. Get both horses pulling down the same road and pull- 


ing together. 
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Mr. Grustina. Yes. 

Senator Gore. I endorse that and I want to say that I am out here 
holding these hearings, this hearing today, the hearing tomorrow and 
the next day and the next day, by request of the delegation in Con- 
gress from the Northwest, and from what I have heard today, I am 
quite favorably impressed with the presentation of your needs and I 
um glad to know that you will be pulling as a team in this regard. 

Mr. Grustina. Thank you. 

Senator Gore. Thank you very much. 

Mr. Donald Y. Wemple, chairman, access roads committee, Coos 
County Chamber of Commerce. 


STATEMENT OF DONALD Y. WEMPLE, CHAIRMAN, ACCESS ROADS 
COMMITTEE, COOS COUNTY CHAMBER OF COMMERCE 


Mr. Wempte. Mr. Chairman, Senator Neuberger, I have a brief here 
which is rather lengthy, but I think that if it is permissible to place 
this kind of a brief in the record, I will just highlight pertinent por- 
tions of it and not take up your time to read it all. 

(The statement referred to is as follows:) 


Coos CouNTY CHAMBER OF COMMERCE, 
Coos Bay, Oreg., December 11, 1957. 
Hon. ALBERT GORE, 
Chairman, Roads Subcommittee, United States Senate Public Works Com- 
mittee, Holding Hearings at Portland, Oreg.: 


I am Donald Y. Wemple, of Powers, Oreg., and I represent the Coos County 
Chamber of Commerce. The Coos County Chamber of Commerce represents all 
of Coos County as its name indicates and includes the cities of Coos Bay, North 
Bend, Empire, Charleston, Bandon, Coquille, Myrtle Point, and Powers. This 
area, through the port of Coos Bay is the largest lumber exporting port in the 
United States and probably in the world. A 40-foot channel extends up into the 
bay and oceangoing vessels load at the docks in the harbor. Rail service is fur- 
nished by the Southern Pacific Railroad. This area is practically entirely de- 
pendent upon timber for its livelihood. 

In developing the port of Coos Bay, the Federal Government considered the 
timber in the Agness area as being part of this port’s hinterland. More than $25 
million have been expended by this port and the Corps of Engineers in order to 
make a major port available for the export of southwestern Oregon products 
and imports necessary to the economy of this area. Access roads are of vital 
importance in order that the timber may be harvested and transported to points 
of utilization. Coos County has facilities for full utilization of all timber har- 
vested in the area. 

Two years ago the Congress of the United States made an extensive study of 
Federal timber sales policies. Joint hearings were held before a special Sub- 
committee on the Legislative Oversight Function of the Committee on Interior 
and Insular Affairs, United States Senate and the Subcommittee on Public 
Works and Resources of the Government Operations Committee, House of Repre- 
sentatives, 84th Congress. All phases of Federal timber sales policies, includ- 
ing the establishment of access roads were gone into. In Oregon these hearings 
were held in Klamath Falls, Medford, Roseburg, Eugene, and Portland. Testi- 
mony, statements, and other pertinent information was received from numerous 
interested parties and recorded in the records. A detailed analysis of the sub- 
ject matter was made by the committee, together with conclusions and recom- 
mendations all of which was printed and turned over to the Senate and to the 
House of Representatives for study and action. 

We are here today to present our views on matters under discussion and since 
this Senate subcommittee, headed by Senator Albert Gore, is primarily interested 
in access roads, we shall confine ourselves to this subject. In this connection we 
would first like to call attention to part 1 of the report submitted to the Senate 
Committee on Interior and Insular Affairs by its Subcommittee on the Legislative 
Oversight Function and transmitted to the chairman, the Honorable James EF. 
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Murray, Senator from Montana, by the Honorable Richard L. Neuberger, Senator 
from Oregon, under date of August 6, 1956. With reference to access roads on 
page 11 of this report, we find the committee findings and conclusions, and on 
page 12, its recommendations. We quote from this report as follows: 


“C. Access Roaps 
“FINDINGS AND CONCLUSIONS 


“The joint committee finds that the development of a sound system of roads in 
our public forests is necessary for harvesting the full sustained-yield allowable 
cut, for comprehensive management, and for the protection of the forest from 
disease as well as for recreational use. 

“The Federal agencies use two methods of financing road construction : Reduc- 
tions in the price of timber to compensate for construction by the timber-sale 
purchaser, or construction through the use of appropriated funds. 

“The advantages of a good access road network are: 

“1. The forest can be better protected from losses by fire, insects, and disease. 

“2. The public can enjoy the use of the forest. 

“3. Sales can be distributed in each working circle in accordance with sound 
forest development. 

“4. Much timber which is now lost through fire, insects, and disease can be 
salvaged. 

“5. The full allowable cut can be harvested. 

“6. The size of sales can be such that the maximum forestry benefits can be 
obtained while realizing the best income to the Government. 5 

“7. The number of firms precluded from bidding because of high road con- 
struction costs will be reduced. 

“8. When roads constructed with appropriated funds are built by private 
contractors under competitive bids, the Government secures the advantage of 
receiving the lowest bid for road construction. The cost of the roads is re- 
captured by the Government because the appraised price of the timber is auto- 
matically increased and the bidder is able to offer his best price, an element of 
risk having thus been removed. 

“The committee concludes that access roads constructed with appropriated 
funds are the most important capital investment that the Federal agencies can 
make to assure sound management of the forest lands under their jurisdiction. 
This year the Congress evidenced further its interest in this principle when it 
increased the annual authorization for timber-access roads from the $24 million 
requested by the administration to $27 million, and authorizations were also in- 
ereased above the administration’s budget for forest highways, from $22.5 
million to $30 million. 

“The joint committee finds that the construction of temporary road facilities 
when permanent facilities are needed results in financial loss not only to the 
Federal Government but also to the local governments. This practice often re- 
sults in a waste of the taxpayers’ money and imposes additional nonproductive 
requirements on timber purchasers. On the other hand, the requirement of un- 
necessarily high road construction standards by the Federal agencies depresses 
Sstumpage values without commensurate long-term benefits and makes it more 
difficult for the smaller timber operators to bid. 


“RECOM MENDATIONS 


“1. The agencies should develop without further delay a coordinated program 
for Federal construction of a modern main-line access-road network for all Fed- 
eral commercial timber areas. The President’s budget should contain requests 
specifically designed to implement this program. 

“2. Minimum present-day requirements would indicate that an annual ex- 
penditure by the Federal Government of $50 million for at least the next 10 years 
is needed. Because every cent expended on access roads is repaid to the Treasury 
from timber sales, the committee recommends the authorization of a roadbuild- 
ing program at this level of expenditure. 

“3. Where permanent road facilities are needed, the agencies, so far as pos- 
sible, should avoid the construction of temporary facilities. Main-line roads 
should be constructed in a manner which provides for long-term multiple-use 
development.” 

The above findings and conclusions and recommendations on access roads as 
adopted without dissent, by the Senate Interior Subcommittee on the Legislative 
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Oversight Function, briefly and concisely put into words our own views on access 
roads. We see no point in rehashing a subject already covered. We particularly 
believe that main-line access roads for Federal commercial timber areas should 
be constructed with appropriated funds, built by competent road construction 
contractors under competitive bids. Under such a program these main-line access 
roads would be financed separately from the sale of timber, and the cost thereof 
repaid to the Federal Government from the sale of timber by those interests 
taking out the timber on a per thousand basis as it is removed. Such a program 
would insure that the proper roads in the proper places would be built at the 
lowest cost to the Federal Government and to the taxpayer. It would also mean 
that all timber operators, both large and small, would have an equal opportunity 
when bidding on Government timber as their road costs would be fixed and could 
be accurately considered in bidding. Under present Federal timber sales policies 
it is often very difficult for smaller timber operators to bid in as much as they 
have neither the funds nor the know-how required to build such access roads, all 
of which cost must be borne by them prior to the harvesting of the timber. 

In the Coos Bay area we are particularly interested in one main-line access 
road which is vital to the future economy of this area. This is known as the 
Powers-Agness road and connects the city of Powers with the community of 
Agness. Relocation of 13 miles of the existing road will be of material benefit. 
As previously mentioned, in developing the port of Coos Bay, the Federal Govern- 
ment considered the timber in the Agness area as being part of the port’s hinter- 
land. The economy of the residents of Agness is tied in with the economy of 
Coos County, its cities, its manufacturing plants and its port. 

Immediate harvesting of the timber in the Agness area is of utmost importance 
as much of this timber is now overripe and getting more so with every passing 
day. Thousands of dollars have been lost to the Federal Government and many 
more thousands of dollars will be lost before this timber is harvested. Why 
has this happened? The answer is simple—lack of adequate access roads and 
insufficient timber-use funds. 

The timber to which we have reference is in the Siskiyou National Forest, 
located in part, in what is known as the Coquille, Rogue River, and Chetco 
working circles. Powers, Coos County, Oreg., is a natural outlet for the Coquille 
working circle, and for the Rogue River working circle. Here is located the 
Southern Pacifiic Railroad over which logs, lumber and other forest products 
may be shipped. 

There has been much talk and considerable drum beating on the part of 
various communities in connection with what roads should be built into the 
Agness area. This is particularly true as to which road should be built first. 
Each community feels, of course, that the particular road they advocate should 
be the first one built. In this connection it is interesting to note what the 
Forest Service has to say about such things and we refer to a letter under date 
of March 8, 1956, addressed to former Congressman Harris Ellsworth by J. 
Herbert Stone, regional forester, Portland, Oreg., which clearly indicates the 
thinking of the Forest Service and supports our position in the matter. The 
letter is as follows: 

Marca 8, 1956. 
Improvement Siskiyou timber access roads. 
Hon. Harris ELLSwortH, 
House of Representatives. 


DEAR CONGRESSMAN ELLSworTH: Your inquiry concerned only the develop- 
ment plans for the Agness road, but since we assembled additional information 
for Senator Morse, we thought you would be interested in the same information. 

The Siskiyou Forest is the least developed national forest in Region 6 from 
a timber management standpoint. This is especially true of the Rogue River 
and Chetco working circles, which are located on the coast side of the forest. 
The allowable annual cut of the forest was increased in 1953 from 78 million 
feet to 153 million feet. 

The principal reason that this forest has not made more progress in reaching 
the full allowable cut is that we have not been allotting the forest sufficient 
timber-use funds. During the past 5 years the region has not received enough 
money to finance the region’s full allowable cut. For this reason it was necessary 
for us to allot funds to the forests on a priority basis. 

As you know, the Forest Service has an obligation to Congress to reach certain 
timber cutting goals with the moneys appropriated. It was, therefore, impera- 
tive, as well as good business, to put our money where we would get the greatest 
returns and benefits. 
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For the above reasons, we have only financed the forest at a level of cutting 
from 40 million in 1951 to 115 million in 1955. Because of timber sale layout and 
right-of-way problems, the forest has not always been able to reach the cutting 
goals for which they were financed. 

We estimate that it will require over 1,000 miles of access road to permanently 
develop this area. Presently there are 12 miles of existing satisfactory access 
roads, 10 miles of which were built last year. Thirteen and four-tenths of the 
Elk River road are under contract for construction at a cost of $802,000. When 
built, this road can be extended through timber sale procedure. 

The Hunter Creek road is being extended some 9 miles under the terms of the 
Evans Products Co. sale contract. We have had a meeting with United States 
Plywood Corp. relative to road development in the Lobster Creek drainage. 

As you know, this company is planning to construct utilization facilities includ- 
ing a plywood plant just east of Gold Beach on the south side of the Rogue. It 
appears that we will be able to work out a satisfactory cooperative road con- 
struction project with the company to build a road up the south side of the Rogue 
to the mouth of Lobster Creek, and then bridge the Rogue and construct a road 
up Lobster Creek to the forest boundary. This proposed cooperative project will 
probably cost in the neighborhood of $1,700,000. 

The company has completed a road survey, from Gold Beach to the bridge 
crossing, and the Forest Service has a survey that was completed in 1953 for the 
road up Lobster Creek. It is anticipated that the company will commence con- 
struction of this read in 1956 and complete the job during 1957. Upon comple- 
tion, we will be in a position to make sales in the Lobster Creek area. 

As you recognize, the major and relevant problem is the development of roads 
to serve the inaccessible timber in the Agness area. There are at least four pos- 
sible routes of access, as follows: 

1. Betterment of the existing low standard administrative road on the Agness- 
Powers route. 

2. Relocation of the Agness-Powers route to obtain a more favorable grade and 
alinement. 

3. Extension of the Hunters Creek road down Lawson Creek to Agness. 

4. The Rogue River route from Gold Beach to Agness. 

On the basis of a preliminary economic analysis, using our best estimates of 
probable costs, we have given first priority to making a survey of route No. 2 
above. Last year we made arrangements with the Bureau of Public Roads to 
survey 10 miles of this route at a cost of $28,000. In order to complete this study, 
an additional 3 miles will be surveyed this spring. 

Our second priority is route No. 4 from Agness to Gold Beach, utilizing the 
road that United States Plywood proposes to construct from Gold Beach to the 
mouth of Lobster Creek. We plan to make a reconnaissance of this route prior 
to July 1. 

If the reconnaissance proves that a satisfactory road location can be obtained 
at comparable cost in comparison with route No. 2, we plan to ask the Bureau of 
Public Roads to make a class 1 survey of the Agness-Gold Beach route. This 
will involve a survey of approximately 20 miles at a cost of about $40,000, and 
will take approximately 5 months. If the Agness-Gold Beach route is found to 
justify the making of a Bureau of Public Roads survey at this time, we will 
withhold making a decision as to which route should be developed first until the 
full survey information for both routes is available for analysis and comparison. 
If information obtained from the reconnaissance clearly indicates that route No. 
2 is the most favorable route, we will plan to program construction of the Pow- 
ers-Agness road as promptly as availability of appropriated funds will permit, 
and most likely will defer making a formal survey of the Gold Beach-Agness 
road until some time in the future. 

We wish to emphasize that eventually, for full development of the working 
circle, it will be necessary to construct roads on routes 2, 3, and 4, above. The 
main problem to determine at this time concerns the priority of development. 
Aside from the cost comparison of the two routes, the Powers-Agness route has 
the advantage of immediately developing timber along the route, whereas there 
is very little public timber directly tributary to the Gold Beach-Agness route. 
We also wish to give consideration to the Park Service recommendation con- 
tained in their June 1954 report entitled “Recreation Resources of the Rogue 
River Basin.” They recommend on page 78 of their report that “It would 
be desirable to preserve that portion of the Rogue River canyon between Lob- 
ster Creek and Agness as a natural recreation area accessible only by boat or 
trail.” 
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In line with the Park Service recommendation, the Forest Service and the 
Bureau of Land Management have taken steps to withdraw for recreational pur- 
poses a strip approximately one-fourth mile on each side of the river. A tem- 
porary withdrawal is now in effect. The main purpose of the withdrawal is to 
prevent mineral entry and to manage the area primarily for recreational purposes. 

This does not means that a road cannot be built in the reserved area, but the 
location of the road will be subordinated to recreation needs which may increase 
the construction cost of the road in order to reasonably protect the recreational 
resources. 

We are not in a position to give you reliable figures on access-road funds 
needed for optimum development of the working circle, since we do not have 
completed road surveys, and we have not had an opportunity to study the best 
method of securing needed roads in the major tributaries to the Rogue River. 
Many of the roads can be constructed through sale procedure on a progressive 
development program. As a minimum to reach our allowable cut, the following 
roads should be constructed : 

1. (@) Powers-Agness (from the summit to the mouth of Shasta-Costa Creek, 
including a bridge across Rogue River), 13 miles ; estimated cost, $1,200,000; (b) 
Gold Beach-Agness (from mouth of Lobster Creek to mouth of Shasta-Costa 
Creek), 20 miles ; estimated cost, $1,950,000 ; 

2. Agness to mouth of Indigo Creek, 6 miles; estimated cost, $200,000 ; 

3. Gold Beach-Lobster Creek (from Gold Beach to Lobster Creek, up Lob- 
ster Creek to forest boundary, including bridge across Rogue River), 15 miles. 
Euchre Creek, 5 miles; estimated cost, $160,000. 

Roads Nos. 1 and 2, above, should be constructed with appropriated funds. 
Item No. 3 is planned for financing by United States Plywood with the Govern- 
ment repaying them through sales allowance; however, there would be some 
advantages if appropriated funds were available to pay the Government’s share. 
We have planned that a sale purchaser would build the Euchre Creek road. We 
have to resolve a difficult right-of-way problem before Euchre Creek sale can 
be made. 

Once the above roads are constructed it may be necessary in the future to con- 
struct additional roads with the appropriated funds in order to maintain the 
allowable cut with a reasonable balance of large and small sales. 

It will be necessary to increase the timber management staff of the Gold 
Beach ranger district before we will be in a position to reach the allowable cut. 

To fully develop this working circle, we need 7 foresters and 2 engineers. 
Manpower needs in relation to volume cut are high in this because of abnormal 
timber sale layout problems and difficult road location and construction condi- 
tions. It will require $50,000 a year of timber-use funds to reach and maintain 
the allowable: cut. 

Very truly yours, 
J. Hersert Stone, Regional Forester. 





Subsequently the two surveys mentioned in Mr. Stone’s letter were made 
and road construction cost estimates were received by the Forest Service and 
made public. In a letter dated May 31, 1957, addressed to Mr. A. L. Burch, 
secretary of the Powers Chamber of Commerce, Mr. H. C. Obye, Forest Super- 
visor, Sikiyou National Forest, advised as follows: 


UNITED STATES FoREST SERVICE, 
Grants Pass, Oreg., May 31, 1957. 
Roads and trails—Siskiyou Agness Road No. 333. 
Mr. A. L, Burcn, 
Secretary, Powers Chamber of Commerce, 
Powers, Oreg. 

Dear Mr. Burcu: About a week ago I explained to Verlin Herman the cause 
of the delay in replying to your letter of May 8. We now have the following 
road construction cost estimates as a result of the surveys made on access 
routes into the Agness area. The total estimated cost of a 1-lane road, Powers 
to Rogue River, including spot betterment of the existing Coquille River road 
and a bridge across the Rogue River is $1,515,000. The total estimated cost 
of a 1-lane road, Lobster Creek to Illinois River, including a bridge across 
the Illinois River is $2,297,000. 

Hauling costs are based on an estimated annual haul of 15 million board-feet 
with Coquille used as a destination point and assuming that via the Powers 
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route logs would be transported the entire distance and that via Gold Beach 
the logs would cut in the vicinity of Gold Beach and lumber products trucked 
to Coquille. These costs include interest, depreciation and annual maintenance 
of the road in addition to the actual transportation cost. The comparative 
hauling costs arrived at by applying the same formulas to both routes are: 
Rogue River to Coquille via Powers, $25.82 per M and Illinois River to Coquille 
via Gold Beach $24.33 per M. 

It should be understood that the construction cost figures quoted above will 
likely vary one way or the other and any such variance will in turn affect the 
hauling cost figures. 

Estimated costs of a 2-lane road for the same roads as described above are: 
via Powers $2,393,000 and via Lobster Creek $3,004,000. 

At the present time the Forest Service has no fixed plan for the construction 
of either road. I do not feel that I could make an intelligent guess as to what 
might be the deciding factor in determining priority of construction. 

It is possible the figures I have given you will raise additional questions. I 
expect to be in Powers within a couple of weeks and would be very glad, if you 
so desire, to discuss the matter further with you at that time. 

Very truly yours, 
H. G. Osye, Forest Supervisor. 


Mr. Obye’s letter was most interesting and revealing. It was noted in para- 
graph 1 that the total estimated cost of a 1-lane road, Powers to Rogue River, in- 
cluding spot betterment of the existing Coquille River Road (which is the present 
Powers-Agness low standard Forest Service administrative road) and a bridge 
across the Rogue River would cost $1,515,000 while the total estimated cost of 
a 1-lane road, Lobster Creek to Illinois River, which river flows into the Rogue 
River at Agness from the south, including a bridge across the Dllinois River 
would cost $2,297,000, a difference of $782,000. No mention was made of any 
bridge across the Rogue River so it is presumed to mean that if this road were 
built up the south side of the Rogue River, Coos County, with its railhead at 
Powers approximately 30 miles distant would be completely excluded from 
obtaining timber in this area. On the other hand, if Mr. Obye meant that the road 
would be built up the north side of the Rogue River from Lobster Creek to Agness, 
then, in order to obtain a comparison in the cost of the two routes, the cost of 
a Rogue River bridge would also have to be included in the cost of this road up 
the north side of the Rogue River as the greater part of the merchantable timber 
lies south of the Rogue River. 

We do not agree with Mr. Obye’s analysis of hauling costs as stated in para- 
graph 2 of his letter for obvious reasons. Since the formulas used are not the 
same we will not take up the time of this committee with a discussion of this 
matter. 

Coos County feels very strongly about the matter of access roads and par- 
ticularly so about the Powers-Agness main-line access road. Only 13 miles of 
new road need be built in order to obtain a more favorable grade and alinement 
after which the balance of the existing road can then be utilized as at present. 
No right-of-way problems are involved on the Powers-Agness route as is the case 
on other routes under consideration. We believe that Mr. J. Herbert Stone of 
the Forest Service is quite correct when, as he says in his letter of March 8, 
1956, previously quoted: “The main problem to determine at this time concerns 
the priority of development. Aside from the cost comparison of the two routes, 
the Powers-Agness route has the advantage of immediately developing timber 
along the route, whereas there is very little public timber directly tributary to 
the Gold Beach-Agness route.” 

DoNALD Y. WEMPLE, 
Powers, Oreg., Chairman, Access Roads Committee, Coos County 
Chamber of Commerce. 


Senator Gore. I hope it is not embarrassing to you for me to look 
on the map and try to find Coos Bay. 

Mr. Wemrte. That is just fine; I hope you can look at it because 
what we have to say concerns a part of Oregon which, so far as timber 
is concerned, is one of the most important places out here. 

Senator Gorr. If you came to my State and I told you I was from 
Carthage, Tenn., you might have to look at a map to know where it 
was, wouldn’t you ? 
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Mr. Wemete. I would, yes, I would. I know where Memphis and 
Nashville are, but otherwise I don’t know much more about it. 

I am Donald Y. Wemple of Powers, Oreg., and I represent the 
Coos County Chamber of Commerce. The Coos County Chamber 
of Commerce represents all of Coos County as its name indicates and 
includes the cities of Coos Bay, North Bend, Empire, Charleston, 
Bandon, Coquille, Myrtle Point, and Powers. This area, through 
the port of Coos Bay, is the largest exporting port in the United 
States and probably in the world. A 40-foot channel extends up into 
the bay and oceangoing vessels load at the docks in the harbor. Rail 
service is furnished by the Southern Pacific Railroad. This area is 
practically entirely dependent upon timber for its livelihood. 

In developing the port of Coos Bay, the Federal Government con- 
sidered the timber in the Agness area as being part of this port’s 
hinterland. More than $25 million have been expended by this port 
and the Corps of Engineers in order to make a major port available 
for the export of southwestern Oregon products and imports neces- 
sary to the economy of this area. 

Senator Gore. You mean the logs all the way from Agness are 
shipped out down to Coos Bay ? 

Mr. Wempte. Yes, sir. 

Senator Gore. By rail ? 

Mr. Wemete. Well, the logs don’t come all the way from Agness 
at the present time. They come from the vicinity of Powers and the 
Southern Pacific goes to Powers. Powers is a rail line. We are 
hoping, this brief that I have here recommends a certain, one road, 
only one road which takes the timber in the Agness area, which is in 
what is known as the Rogue River working circle. 

Senator Gore. There seems to be no road at all over to Roseburg, 
which is on the Interstate System. 

Mr. Wemrte. Well, that is this famous Highway 42. Recently 
there was much to-do in the papers. All the women got together and 
came up and talked with Mr. Williams and the various officials of the 
State in regard to that road. 

Senator Gore. How could it be so famous and not be on the map? 

Senator Nreuspercer. You are referring to the road down the Co- 
quille River, is that correct ? 

Mr. Wemrte. No. Senator Gore was referring here to the lateral 
between 99 and 101, as I was following your finger on the map, sir. 
Senator Neusercer. Isn’t that a Sian doe the Coquille River ? 

Mr. Wempte. Yes, there is a road down the Coquille River. 

Senator Nreusercer. Which highway number is that? Isn’t that 
the one we are referring to? The gentlemen from the highway com- 
mission could tell us. 

Mr. Wi1aMs. 42:is the one that runs from Coquille to Myrtle 
Point to Roseburg up to one fork of the Coquille River. That road 
is in existence. It is 42. 

Senator Neusercer. That is the road that was under discussion, 
which Mr. Wemple referred to. Isn’t that the one, 42? At least I 
know it is on one fork of the Coquille River. I have driven along it 
many times. 

Mr. Wemete. Yes, that was the road. At least I took that to be 
the road that Senator Gore was referring to. 
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Senator Gorr. Well, now, I was just looking at the map and saw 
no road at all in the vicinity of the South Fork of the river from 
Coos Bay to Roseburg. 

Mr. Wemepte. It’s under that pencil mark. 

Senator Gore. You mention the main-line access road known as the 
Powers-Agness road which connects the city of Powers with the com- 
munity of Agness. It there any sort of a road there now ¢ 

Mr. Wempte. There is, sir. 

Senator Gore. How good ¢ 

Mr. Werte. Very poor, one of the worst I have ever been over. 
All you would have to do is to go over it and I am quite sure you 
would agree with me, Senator, because everybody that has been over 
it says the same thing. 

Senator Gore. I wish I had time to go down there. 

Mr. Wemprte. I wish you did, sir, because you would be right in the 
heart of the timber and you would see more in a few minutes—in 
other words, like a picture is worth thousands of words. 

Senator Gorr. You know, Senator Neuberger suggested something 
today that I have thought about several times, and I think I will just 
try to make a point to bring my son out here some time and if you 
will go with me we will walk across the Lewis and Clark trail, part 
of the way. 

Senator Neuprreer. I think your son can do it. I don’t know 
whether you and I can do it, but we will try. 

Mr. Wempte. Senator, I will extend an invitation right now and 
I promise you that you will have some of the finest fishing, if you like 
to fish, or your son, some of the finest fishing you have ever had in 
your life. Now the Rogue River is world famous, you have probably 
heard of it back in Tennessee or Washington. 

Senator Gorr. What do you mean “back in Tennessee” ? 

Mr. Wempte. We are out here on the west coast and everything 
the other way is back. We originally came from New York so I say 
back in New York now, too. 

Senator Gore. This letter to Congressman Ellsworth—is there suf- 
cient authorization now? Is it within the discretion of the Forest 
Service and the State highway department to choose to build this 
particular access road. 

Mr. Wempte. I believe it is, sir. The Forest Service had the right 
to allocate funds to whatever projects they see fit to allocate. 

Senator Gore. So insofar as this committee is concerned, you are 
not asking us to specify this one ? 

Mr. Wempte. No, sir. 

Senator Gore. I don’t claim to know much about this problem, but 
I think enough to know that a congressional committee can’t get into 
a position of trying to decide just what access roads should be built. 

I am sure that this is a fine timber resource to which you refer. 
Undoubtedly there are others. Our problem, it seems to me, must be 
to bring about a sufficient authorization and sufficient funds to prop- 
erly care for this precious national and natural resource. We can- 
not get into the position of specifying one particular road over an- 
other. You are welcome, however, to present your point of view, and 
more power to you and others who are urging development of it. 

Mr. Wemete. Thank you, sir. 

Senator Gore. Thank you, sir. 
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Senator Neupercer. Senator Gore, I would just like to state for 
the record that I concur in your viewpoint. I think Mr. Wemple has 
a very valid claim that this road into the Powers, Agness, Gold Beach 
area should in all justification be built. However, I think our main 
function at the legislative level is to do our utmost to try to make 
available sufficient funds for a complete and thorough forest access 
roads system. Then the specific decisions have to be made by the For- 
est Service itself after hearing the statements such as you have pre- 
sented to us today. 

I think it is quite similar to when I was serving in the State legis- 
lature. We tried our best to put the necessary funds at the disposal 
of the State highway commission, but from then on it was up to the 
State highway commission and its staff to select where individual roads 
should be built rather than to have that a matter of legislative enact- 
ment; and I think our function here is to try to get adequate funds 
— than to choose particular roads. I am sure you would agree 
on that. 

Mr. Wemete. Oh, [agree on that, Senator; yes, I do. 

Senator NEUBERGER. i think you have a very strong case, but mainly 
that should be with the Forest Service, and when they decide how 
they shall dispose of the funds that are made available to them. 

Mr. Wemete. That is our position. I agree with you 100 percent. 

Senator Gorn. In other words, believing in your case as strongly 
as you do, you are taking advantage of all opportunities to press it. 

Mr. Wemete. Absolutely. 

Senator Gore. All right, fine. 

Mr. Frank McPherson, secretary, Curry County Timber Operators. 

Senator Neupercer. Mr. Chairman, while Mr. McPherson is taking 
his place, you mentioned sometime that you might come to Oregon 
with your son, which we certainly hope you do. Until that bright pos- 
sibility takes place, I hope our friends in the Forest Service over here 
in the fourth row will make available to you for your office walls one 
or two pictures of the national forests of the State of Oregon so you 
can see and your son can see and your visitors can see some of the 
magnificent forested areas that you have come all the way across the 
country to help and assist. I hope Mr. Stone will make a note of that. 


STATEMENT OF LEONARD HILLIS, CURRY COUNTY TIMBER 
OPERATORS, INC. 


Mr. Hituis. Senator Gore, Senator Neuberger, I am Mr. Leonard 
Hillis, taking Mr. McPherson’s place here representing the Curry 
County Timber Operators Association. 

Senator Gore. Do I correctly understand that you are here to back 
up the claim of Mr. Wemple? 

Mr. Hiruis. No; quite the other way, sir. However, we are not 
going into that end of it. 

We prepared a brief. Do you havea copy of this? 

Senator Gorn. Yes, we havea copy. 

Mr. Hitxis. We would like that registered in the meeting. 

Senator Gore. It will be. 
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(The statement referred to is as follows :) 


Curry County Timer Operators, INc., 


Gold Beach, Oreg. ce or 7, 1957 
Hon. ALBERT GorE, els at blncie ne 


Chairman, Roads Subcommittee, 
Senate Public Works Committee, Portland, Oreg. 


DEAR SENATOR Gore: The timber operators of Curry County, Oreg., wish to 
thank the Senators of the Roads Committee for providing us with the opportunity 
to present our problems and views on timber-access roads to the committee. ; 

It is our first desire to state several reasons why the timber-access roads must 
be constructed by the Federal Government from appropriate funds. We are dis- 
cussing access roads to be used to harvest timber from Government lands as well 
as to fully manage these lands and to provide for their multiple use. The costs 
of constructing these main road systems are so great that it requires the Federal 
Government to finance the construction. Entire road systems must be constructed. 
The old system of building roads from logging setting to logging setting should 
and must not be a part of this program. The proper management of our forest 
lands demands that the entire road network be constructed as soon as practicable. 
The roads we are talking about are permanent type roads with permanent bridges 
and drainage facilities which everyone knows are the most economical in -the 
long run. 

The timber should be harvested upon a sound forestry practice and not just 
because it is on the outer edge of the forest and is fairly accessible to an existing 
outlet. The Federal forestry agencies know how to properly manage the Govern- 
ment’s timberlands; however, they are prevented from practicing the proper 
methods by inadequate access roads. 

Adequate access roads will make the timber available for competitive bidding 
by all sizes and classes of purchasers. This factor is extremely important to 
the small operators who play such a vital part in the salvage program on our 
forest lands. Considering the financial aspect, the timber tracts that are prop- 
erly opened up with good access roads will result in an increased return to the 
general fund of the United States Treasury and to the local governments that 
share in the timber sales returns. 

The Government, being the largest timber owner, must recognize that it is a 
part of the forest products industry which is dependent upon a permanent 
supply of timber from our forest lands. Consequently, the Government must be 
in a position to help stabilize the economy of the forest products industry and 
to stand its fair share during periods of economic reverses. 

The mileage of road construction necessary to come close to complete manage- 
ment of the forests and to provide the maximum economy in harvesting the 
timber is so great that it cannot be accomplished in a short period of time. A 
definite program over a period of years as provided in Senate bill 1136 is 
absolutely necessary to successfully extend our access roads to secure the desired 
results. The present method of securing appropriations for access road con- 
struction on a yearly basis is the same as building our roads from logging setting 
to logging setting as we log the timber. Our timber managing agencies are not 
able to economically plan and construct these access roads on a day-by-day basis. 

We would next like to bring to your attention some of the problems facing 
us in southwestern Oregon. Our area has some of the largest and most isolated 
untapped stands of Government timber. The timber is remote, and it will re- 
quire the construction of costly roads through rough, steep country. 

In Curry County the Federal Government owns 65 percent of all lands and 74 
percent of all standing timber. The Government lands have a present estimated 
allowable cut of 87 million board-feet annually. During the past several years 
the United States Forest Service working circles in this area have harvested 
less than 25 percent of this allowable cut. During these same years, the timber 
manufacturing plants in Curry County have been using 450 to 500 million board- 
feet of timber. In other words, the private timber stands representing 30 percent 
of the timber has been producing 95 percent of the present timber harvest while 
the Federal Government lands representing 70 percent of the timber is pro- 
ducing but 5 percent of the manufacturing plants’ requirements. 

Aecess to the Government timber is the only answer to bring the harvesting 
of the Federal timber up to its allowable annual cut and to maintain the sus- 
tained yields from these lands. Except for 2 or 3 shallow depth roads, the 
approximately 714 to 9 billion board-feet of timber in the working circles acces- 
sible to the Curry County mills is completely untapped by roads. The sustained 
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economy of Curry County cannot stand the rapid depletion of the private timber 


and the failure of the Federal Government to make available the allowable cut 
from its forest. 


It is very easy to see that the economy of Curry County is tied directly to 
timber and timber products. There are a total of 1,038,080 acres of land in 
the county. Eighty-four percent of all lands are in Federal forest lands and 
private forest lands. The remaining 16 percent is in farm and miscellaneous 
uses with a large portion being low quality grazing lands. 

The United States Forest Service has plans for developing several access roads 
into the timberlands of this area. We recognize that it is an impossibility to 
eonstruct all of these roads in the immediate future even if the funds were avail- 
able. It is our recommendation that a schedule of development be established 
so that the access-road program progress from the road providing the greatest 
overall benefits for the complete forest management, timber harvesting, multiple 
use and local economy on down to the road providing the least benefits. Our 
organization is prepared to work with the Federal agencies and to advise them 
of our recommendations. 


Our organization is taking this opportunity to go on record in support of 
Senate bill 1136. We would appreciate any advice or recommendation from the 
committee on further action we might take or additional information we might 
submit to aid them in their decisions on this problem. 

Very truly yours, 


FRANK W. McPHERSON, Secretary. 


Mr. Hixuis. And also to go on record as being very much in favor 
of S. 1136, and possibly after looking at that you can see a little of 
what we have to contend with. {Referring to map. | 

Senator Gore. Is your port Brookings or Gold Beach? Where do 
you ship? 

Mr. His. Gold Beach is our locality. However, we ship out of 
Coos Bay, CrescentCity, and some rail shipments east from Coquille. 
We don’t have the port facilities at Brookings and Gold Beach ready 
to go yet. Weare working on that. 

We do, by looking at the map there, you can see that we do have 
quite a problem as far as access roads there. We have 13 miles of ap- 
propriated roads in the county and practically no access roads. That 
is all inaccessible. 

Senator Gorr. What kind of hunting is in there? 

Mr. Hi11s. Good, we think. It is pretty hard to get to the back 
country there, outside of up the Rogue River and back trails from 
that. There are no logging roads outside of Hunters Creek area just 
up from Gold Beach and a few of the short roads. The rest of the 
country is entirely inaccessible. 

Senator Gore. And practically no timber being cut there, or none? 

Mr. Hiru1s. None. 

Senator Gore. None at all? 

Mr. Hitu1s. None. It is just rotting and should be put into repro- 
duction. There is a lot of that country, too, that is also more or less 
wasteland in that it isn’t seeded and could be put into production if 
there were roads into it and possibility of getting to it to seed it, and 
so on. 

Senator Gore. Is it not seeded by natural processes of the adjoining 
forests ? 

Mr. Hrru1s. It will be eventually. 

Senator Gore. Has it been burned over? 

Mr. Hiux1s. A lot of it is burned over and just natural large open- 
ings and naturally, eventually, another hundred years will reseed as 


the forest grows out to it, which could be put into reproduction through 
Forest Service practices. 
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Senator Gore. Is there heavy rainfall in this area as up the Oregon 
coast ? 


Mr. Hiru1s. Yes. 

Senator Neusercer. As much as you get in Tillamook County ? 

Mr. Hiri1s. I don’t have those figures right at the present. 

Senator Neupercer. It isn’t as much as farther north, is it? 

Mr. Hix, I believe so. 

Senator Neupercer. As much as you get in Tillamook County ? 

Mr. Huis, I think we have a comparison on that. Sometimes as 
high as, 8, 10 inches a day or better. 

Racor Gore. Where are you from ? 

Mr. Hixxis. Gold Beach, right at the mouth of the river. 

Senator Gorn. Have you ever been to Agness? 

Mr. Hituis. Yes, quite frequently. 

Senator Gore. Is there a road from Gold Beach to Agness? 

Mr. Hits. None. 

Senator Gore. None? You go up the Rogue River? 

Mr. Hixx1s. On boat. 

Senator Gorr. On what? 

Mr. Hiuts. By boat only. 

Senator Neusrrcer. I went up there by boat once and as I remem- 
ber it was a long time ago, and I met the parents of the Adjutant Gen- 
eral of the State of Oregon, who used to live there. Is that right or 
wrong? General Rilea’s parents live in Agness ? 

Mr. Hits. I believe they do. 

Senator Gore. Well, you fellows arouse my curiosity; Iam going to 
take a week out here; I am coming to see you and also go on with this 
man to Agness. 

Mr. Hixuis. We would be glad to have you. 

Senator Gore. All right. Maybe I can. 

Mr. Hitxis. Also, another question that I had: Is there any way 
that we can, do you have any suggestions for facilitating the passage 
of bill 1136? 

Senator Gore. Well, I suggest that we consider it. I will tell you 
right now, Colonel, put that on the agenda for our hearing beginning 
January 8. We will have a hearing on that bill along with the review 
of the highway bill. 

Senator Nevpercer. You have asked about what we can do to facili- 
tate passage of S. 1136 for adequate access roads appropriation. I 
don’t think anybody, and this includes the authors of the bill, has 
ever done any more to try to facilitate passage of S. 1136 than Senator 
Gore, coming out here during the Christmas season, leaving his family 
and friends to come all the way across the country to hold these 
hearings. I think this is the most important thing that has ever hap- 
pened looking toward passage of S. 1136. 

Mr. Hituts. Very fine. 

Senator Gore. Thank you. It will be considered. 

Mr. Hiiu1s. And I want to extend that invitation again, Senator, to 
come down and see us. We will show you a good time. 

Senator Gore. Thank you very muc ‘+h. Mr. Edward Erskine, West- 
ern Forest Industries Association. 
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STATEMENT OF EDWARD ERSKINE, WESTERN FOREST INDUSTRIES 
ASSOCIATION, APPEARING WITH LEONARD NETZORG, ATTORNEY, 
PORTLAND, OREG. 


Mr. Ersxine. I have asked Mr. Netzorg to come up as a member of 
the staff and answer some of these questions. 


To begin with, I am going to tell you who I am and then I am 
going to jump clear back to the tail end of this thing and talk about 
your bill, Senator. 

Senator Gore. Then your statement and Mr. Netzorg’s will be 
printed in the record. 


(The statements referred to are as follows :) 


STATEMENT OF Ep ERSKINE, PRESIDENT OF WESTERN FOREST INDUSTRIES 
ASSOCIATION 


My name is Ed Erskine. I appear here today in my capacity as president 
of Western Forest Industries Association. The association is a trade association 
comprised of loggers, lumber manufacturers, wholesalers, and others associated 
in the production and marketing of lumber. The association has about 125 
members, the majority of whom are located in western Oregon. Our member- 
ship produces, I would estimate, about 1 billion board-feet of lumber per year 
and directly employs about 10,000 men. 

I might also add that I have been in the business for 47 years. For many years 
I was logging superintendent for one of the larger lumber producers of this 
country. Later I started my own operation and now am operating a successful 
business near Mapleton, Oreg. The Siuslaw National Forest is essentially the 
sole source of logs for my operation. 

Western Forest Industries Association directs its interest primarily to the 
management and administration of publicly owned timber. This interest of the 
association in the public timber supply is understandable because the member- 
ship of the association depends in large measure upon the public forests for their 
raw material supply. From this it may be gathered that, by and large, the 
members of the association do not individually hold extensive tracts of privately 
owned timber. By the same token the membership tends to be comprised of the 
smaller and medium-sized units within the industry. There are also members 
who, although larger lumber producers, are likewise heavily dependent for their 
raw material supply upon the public forests. We are, therefore, intensely con- 
cerned that the several national forests which produce the bulk of our raw ma- 
terial supply be efficiently and adequately developed both for the long-range 
production of the raw materials we need in our business enterprises as well 
as for the several other multiple uses which we enjoy as citizens and which are, 
we think, the right of our fellow citizens. 

The key to the development and use of the national forests is an adequate 
system of roads. The lack of roads, to put it frankly, deprives the Government 
and the people of the full use of the national forests. It results in an incredible 
waste of natural resources. 

To understand the problem it is necessary to think of a national forest not 
as a body of trees, but as a vast acreage of land that is capable of producing a 
perpetual supply of wood for use in all phases of our economy. Pfficiency and 
conservation demand that these vast acreages be maintained at their maximum 
growing capacity. Yet trees, like any other crop, will grow only so fast and 
only for so long. Thereafter growth gives way to decadence and the crop begins 
to diminish. 

Great areas of our national forests today are covered with timber stands 
where the rate of loss from weather, disease, insects, and overmaturity exceeds 
by a considerable amount the very modest new growth that may be added an- 
nually. Hence, we are not saving our timber resource by failing to harvest it 
any more than the farmer saves a crop of alfalfa by failing to harvest it when 
it is ripe. Sound forest management and axiomatic principles of conservation 
require that these stands of old growth be opened up to orderly harvest in order 
that the land supporting them may be at last returned to the production of new, 
vigorously growing trees. 

20738—58——-18 
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The Forest Service is diligently seeking to harvest these old-growth stands 
and to convert the land into a state of high productivity. But because of lack 
of access to these vast areas, its efforts are of necessity relatively puny. Great 
land areas of the national forests, therefore, remain stagnant and unproductive. 

But it is not only in the old growth areas that waste is occurring. The Sius- 
law National Forest is an example of a second growth forest where lack of roads 
is responsible for needless waste of a natural resource. A little more than a 
hundred years ago, the area which is now the Siuslaw National Forest was 
swept by a great fire. Substantially all the timber growing on the area was then 
killed. Over the years, through natural processes, Douglas-fir seed that was 
in the ground germinated and gave rise to a magnificent stand of timber, part 
of which is ripe and part of which is approaching maturity. In this growing 
process, Nature kills and destroys vast quantities of wood. It is no different 
from the situation in your own vegetable garden at home. If the seeds are 
planted closely, as is customary, the crop comes up very thick. Then the pru- 
dent gardener goes out and thins the crop by pulling out a number of the plants. 
This affords room and nutrition for the remaining plants to grow faster and 
larger. Where artificial thinning of the sort does not occur nature itself slowly 
kills out a portion of the crop and the remaining crop ultimately comes to ma- 
turity. But because the remaining crop has had to struggle in a competitive 
process for nourishment, space, and sunlight, it takes longer to reach maturity 
and is apt to be a somewhat less desirable plant than would have been the case 
if it had been grown where it had all the space and sunlight and nutrition it 
needed. 

In the field of forestry the artificial removal of young wood material that 
would otherwise be killed and destroyed by nature is known as the mortality 
harvest. A careful survey of the Siuslaw National Forest within the last few 
months has indicated that if there were an adequate road net on this forest, the 
mortality harvest alone would amount to 120 million feet annually. This is 
wood product which would supply our mills and furnish products for our na- 
tional economy. Today, however, nature destroys it and it rots upon the ground. 
At the same time the growth of the remaining stand is slowed measurably. 

The problem of mortality harvesting cannot be adequately solved by operator 
constructed roads. Operator built roads are feasible economically only when 
they are built in order to lead to cohesive stands of timber which are to be cut. 
But the mortality harvest does not consist of cohesive stands. To harvest the 
mortality it is necessary to have a fairly extensive road system. From this 
road system operators could reach out and take off a few trees here and a few 
trees there. Such an operation is economic and efficient, but it is not economic 
and it is not efficient where the roads are not already in existence. 

Hence, to the waste resulting from our inability to harvest great stands of old- 
growth timber and thereby restore our land to production, there must be added 
the waste resulting from our inability to engage in any appreciable amount of 
mortality harvest. 

Nor is this the full extent of our economic loss for lack of access roads. On 
a clear day or when the clouds are high, from this very building in which we are 
sitting, we can look across the Columbia River to the snowy cone of Mount St. 
Helens. On the shoulders of this mountain and on the lands about it in the 
Gifford Pinchot National Forest there is an insect infestation of Chermes. This 
infestation attacks a type of true fir. The only method for control that the 
forest entomologists have been able to devise is the physical removal of the 
infested trees. Careful studies by the Forest Service indicate that in this 
instance, eradication of the infestation from the Gifford Pinchot National 
Forest will require a massive salvage operation involving 2 billion feet of 
timber. Yet, to most of the infested area, there are no access roads. And 
so, while roads are being constructed, the timber that is infested continues to 
deteriorate and rot. Indeed, while the roads are being constructed the infesta- 
tion continues its deadly spread. Hence to the other losses I have mentioned 
must be added the losses that ensue from insect and disease in great areas of 
the national forests into which there are not yet roads. Nor is this an isolated 
situation that I have described. 

No criticism is intended or possible of the forest entomologists and others 
who have been working on the problems of insects and disease. These men 
have produced some very real accomplishments. But our forest losses from 
insect and disease are heavy. Indeed. they exceed our losses from fire. Hence 
our concern that great areas of the national forests are so inaccessible as to 
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enable insects and disease to spread without the possibility of our exercising 
any known method of control. 

For lack of roads, additional loss is caused by fire. The Forest Service has 
made great strides in fire-fighting techniques. Nevertheless, large fires still 
occur. Without access roads, efficient attack on such fires is doubtful. Cer- 
tainly the fire problem is not yet licked. In calendar year 1956 fires burned 
249,859 acres of national forest lands. In that year there were 12,454 fires on 
the national forests as compared with 8,160 in 1955. Noteworthy is the fact that 
this impressive increase was not caused by manmade fires. The increase was 
in fires started by lightning. This means that the area of fire need not neces- 
sarily have access to it. While most of the fires were fortunately small, 2% 
percent of them got out of control and were big and costly. I do not have the 
figures for 1956, but in 1955, 8,160 fires burned 372,918 acres of national forest 
land, of which 224,316 were commercial forest land containing 636,157,000 feet 
of timber appraised at $24,436,596. Losses in watershed values totaled an- 
other $5,918,203. Other losses were $1,754,674. The grand total in 1955, there- 
fore, was $32,172,473. Since roads are the key to the control of fire, our con- 
cern over the lack of roads on important forested areas of the national forests 
is understandable. The value of an access road in time of fire emergency is 
beyond debate. 

So far I have been talking exclusively about the waste that results from lack 
of roads. But elimination of waste is not the sole reason why an enlarged and 
vigorous program of access-road construction is necessary. Heretofore, in order 
to obtain roads in excess of the very modest mileage possible under the appropri- 
ations it has received, historically the Forest Service has required timber oper- 
ators to extend existing roads on to new sale areas. For example, the Forest 
Service may put up for sale a tract of timber which may be anywhere from 1 to 
several miles beyond the end of an existing road. In order to reach the timber 
the operator must of necessity construct the new road segment. In appraising 
its timber the Forest Service makes an allowance for this cost. It accomplishes 
this by reducing the appraised price of the timber by the estimated amount of 
road construction. And in order to obtain more road, the Forest Service has 
been forced to put up for sale tracts of a size so large as to be beyond the 
means of many timber operators, even operators of fairly substantial size. In 
economie theory, of course, the timber itself will ultimately pay for the road 
construction. Nevertheless it is up. to the operator to furnish the working 
capital which will be necessary for the construction of the roads in order to 
reach the timber. In the past because of this situation large blocks of national- 
forest timber have been offered for sale under terms that are beyond the means 
of the average operator. The Forest Service has received considerable criticism 
for this practice. It tends to eliminate the possibility of acquisition of 
important volumes of national-forest timber by the average mill operator. To 
this extent it seriously affects the ability of the small-business unit within the 
industry to survive. The association for which I speak has been the source 
of a great deal of this criticism. I am happy to say that the Chief of the 
Forest Service has announced that there will be a substantial reduction in this 
practice. This is encouraging to us. Yet, we recognize that the practice can- 
not be wholly eliminated until there are more adequate appropriations to the 
Forest Service for Federal construction of the needed access roads. To stop the 
practice altogether would mean in effect that further penetration of our forests 
and their development through road systems would come almost to a halt. The 
cure, of course, is more adequate financing of the Forest Service in its 
access-road budget. 

The inadequacy of the appropriations of the Forest Service for access roads 
may be gathered by an examination of its fiscal situation for the current fiscal 
year. To the best of my knowledge the figures I am about to give you are reason- 
ably accurate, although I am sure that the Forest Service can supply full details 
to the committee. For the current fiscal year, then, the Forest Service has avail- 
able for the construction of timber access roads the sum of $24.3 million appro- 
priated pursuant to section 23 of the Federal Highway Act and $11.8 million 
from its 10 percent fund, or a total of about $36 million. It is noted that this is 


$2.7 million less than the amount authorized by law. Of this $36 million, ap- 


proximately $10.2 million will be spent merely for maintenance of existing access 
roads; another $3.3 million will be spent for replacement of bridges constructed 
by the Civilian Conservation Corps and other agencies in the early 1930's. The 
sum of $3.5 million will be spent for fire and general purpose roads; these roads 
are designed for access in case of fire or for access to recreational and similar 
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areas. Approximately $3 million will be spent on preliminary engineering for 
road segments which are required to be built by timber-sale purchasers. The 
remaining amount of about $15.9 million will be available for construction of 
new timber access roads. It should be borne in mind that this amount of money 
must be used to meet the needs of some 140 national forests throughout the 
United States. 

By way of contrast, in the States of Oregon and Washington alone, approxi- 
mately $20 million of working capital was laid out by timber-sale purchasers 
for the construction of timber access roads in conjunction with sales of national 
forest timber. 

A further basis for assessing the adequacy of the appropriations for the con- 
struction of timber access roads is found in the fact that in the States of Oregon 
and Washington during fiscal year 1957, 1,439.8 miles of timber access roads on 
the national forests were constructed or reconstructed ; 1,382.6 miles, or 96 percent 
of the total mileage, was constructed by purchasers of timber sales. The remain- 
ing 57.2 miles, including 22 bridges, were constructed by the Forest Service. This 
is not to suggest that there is waste on the part of the Forest Service in the 
construction of these roads. Usually the Forest Service construction is limited 
to the most extremely difficult and costly portions of the road systems, leaving 
all other roads to be constructed by operators. 

Prediction of the long-range needs of the national forests is, of course, subject 
to all the infirmities of any other long-range prediction. Nevertheless, a look 
at the 5-year planning of the Forest Service is helpful as an indication of 
the magnitude of the access road job yet to be done. Realizing, then, that 
these figures are intended only to indicate something of the magnitude of the 
remaining job and are not to be taken as detailed or final, we have been informally 
advised by the Forest Service that in the States of Oregon and Washington over 
the next 5 years, moderately efficient development of the national forests will 
require the construction of 8,205 miles of permanent principal roads. Based 
upon present costs and dollar values, and eliminating from consideration any 
possibility of inflation or defiation or changes in costs and wage rates, such 
construction would cost about $133 million. Again, I add that these figures are 
estimates made for the purpose of indicating something of the magnitude of 
the task that confronts the Government if there is to be efficient management and 
development of our national forests and the maximum degree of conservation 
in their administration. 

In the light of the foregoing it seems evident to us that there is an immediate 
need to commence a step-up program of access road construction on the national 
forests. Western Forest Industries Association, accordingly, is committed to 
the principal of supporting any legislative measure that will afford reasonable 
assistance to the Forest Service in the accomplishment of the vast task that re- 
mains to it. One such measure is 8. 1136, introduced on February 7, 1957, by 
Senator Morse for himself and for Senators Neuberger, Magnuson, Jackson, 
Murray, and Mansfield. 

Because it is understood that the subcommittee will give particular consider- 
ation to 8. 1136, we appreciate the opportunity afforded to us to comment upon 
the measure here in Oregon. 8S. 1136 authorizes an increase in appropriations to 
the Forest Service for the construction of access roads from the present level of 
$27 million annually to an annual level of $50 million. The increase would occur 
in graduated steps over a period of 4 years. The program would then continue 
for 9 more years at the $50 million level. The bill would also ratify the con- 
tinued construction by timber purchasers of parts of the necessary road system. 
In addition, it would ratify the present practice of the Forest Service of engaging 
in cooperative construction of roads that will serve public and private lands. 
The bill further provides that in certain circumstances the Government may 
charge for use of the national forest road systems when they are employed for 
the hauling of private timber. Further, the measure provides that the Govern- 
ment may grant easements, leases and permits across the national forest, for 
private road systems. Lastly, the bill provides for the establishment of a $3 
million revolving fund for the construction of access roads to Indian-owned 
timber. While we support the principles of this bill, there are 3 or 4 specific 
items in it that we should like to call to the particular attention of the committee. 

Our first comment relates to provisions for the maintenance of national forest 
access roads and trails. Customarily administering agencies in the executive 
branch of the Government have an inherent responsibility to protect and main- 
tain Federal property under their administrative jurisdiction. Normally sepa- 
rate appropriations for such maintenance are not made, but maintenance is 
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performed and paid for out of funds appropriated for the operation of the pro- 
gram in which the property is used. In the case of forest access roads and 
trails, however, section 23 of the Federal Highway Act apparently requires that 
maintenance of such roads and trails be accomplished out of the appropriations 
made pursuant to that section. Because section 23 of the Federal Highway 
Act includes construction and acquisition, as well as maintenance, it is appar- 
ent that the amount available for construction and acquisition can be seriously 
reduced below the total amount appropriated by Congress for carrying out the 
provisions of the section. It seems to us that a more realistic approach to the 
problem would be achieved if the ordinary maintenance item were cut out of 
section 23 and provided for in the Forest Service budget partly in the timber 
management item and partly in the recreation item. In this fashion the operat- 
ing programs that cause the major needs for ordinary maintenance would be 
charged for maintenance as an operating cost. This would leave in section 23 
the purely capital item of construction and acquisition, together with any ex- 
traordinary maintenance caused by such conditions as major floods, and so 
forth. In making this comment we do not want to be understood as criticiz- 
ing in any fashion the road maintenance program of the Forest Service. 
Clearly, the roads involved require maintenance. The Forest Service does a 
good maintenance job. Our comments go primarily to the budget structure and 
it proposal for a system of segregating capital investment items from operating 
expenses, to the end that both the Congress and the public will understand 
precisely that substantially all the funds appropriated for construction of and 
acquisition of forest access roads and trails will be in fact expended for such 
purpose. 

Our second comment relates to the reference to “fair market value of such 
timber” which appears in section 2 (a) (2) in line 20 on page 2 of the bill. 
This provision apparently is intended to ratify the present practice of the Forest 
Service in requiring timber purchasers to build access roads in conjunction 
with their timber sale purchases. The particular clause instructs the Forest 
Service to make reasonable allowance for the costs of the roads in determining 
the fair market value of the timber involved. It is observed that the basic 
statute which authorizes the sale of national forest timber (16 U. 8. C. 476) 
directs that an appraised value be established for the timber invelved. We 
would be gravely concerned at the economic disruption that would ensue from a 
legislative direction to the Forest Service that a different appraisal basis be 
adopted. Our reasons for this view were recently set forth extensively in 
testimony before a subcommittee of the Senate Select Committee on Small Busi- 
ness. There we pointed out that in this region the Forest Service is attaining 
in effect a condition of virtual monopoly on the timber that is available for 
acquisition by timber operators both small, medium sized and even very large. 
Without going into detail it is clear to us and, I believe, to the entire industry 
in this area, that the Forest Service is in a position to fix whatever market 
price it desires. Indeed, the market price has been run up to the point where 
the lives of humerous small business enterprises are seriously endangered. This 
has come about in part because the Government has withheld from the market 
great amounts of timber that should have been offered at competitive sale; 
because the Government’s announced sales plans have been unreliable; and be- 
cause of various other factors, most of which stem not from frailities in manage- 
ment but from inadequacies in operating budgets and lack of access roads. For 
the convenience of this committee I should like at this point to offer for the 
record a copy of our statement before the subcommittee of the Senate Select 
Committee on Small Business. We earnestly suggest that the words “fair 
market” be stricken from line 20 on page 2 and that in lieu thereof there be sub- 
stituted the word “appraised.” 

Our next comment relates to the requirement for an advisory public hearing 
wih respect to any proposed construction or reconstruction of a timber access 
road, as would be required by section 2 (b) of the bill. Timber access roads are 
defined in section 3 as including roads and bridges primarily for use in utilizing 
timber from national forests. Section 2 (a) provides that such roads may be 
built either directly with appropriated funds, by purchasers of national forest 
timber, or in cooperation with public or private agencies or persons. Our com- 
ment goes to the requirement for hearing in cases where roads are to be built by 
purchasers of national forest timber. Almost every sale of national forest timber 
requires the construction of some road. This will be true even though S. 1136 is 
enacted mainly because the stands of timber to be harvested are not found located 
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precisely on the existing main line roads. The amount of road to be built in any 
sale may vary from a million dollar main line road down to a minor cat trail 
which will serve to remove a small patch of timber during the dry season. 
While we are in complete accord with the principle of public hearings regarding 
access road programs, the present provision would impose an excessive admin- 
istrative burden on the Forest Service to the extent that it would seem to require 
a public hearing with respect to practically every timber sale. With this in mind 
the committee may wish to consider an amendment to section 2 (b) by changing 
line 3 on page 3 to read as follows: “a timber access road pursuant to section 
2 (a) (1) or (3) hereof at a place convenient or adjacent to the”. 

Our final comment relates to the type of hearing that is proposed in section 
2 (b). Section 2 (b) parallels provisions that have been contained for some 
years in the several acts authorizing the appropriation of funds for carrying out 
the provisions of section 23 of the Federal Highway Act. These provisions, as is 
proposed by section 2 (b) of 8. 1136, require that an advisory public hearing be 
held with respect to any proposed construction or reconstruction of a timber 
access road in the area involved, with opportunity for interested persons to 
present their views as to the practicability and feasibility of such construction 
or reconstruction. 

Experience with this provision indicates that it has not operated to serve the 
purpose apparently intended, nor has it produced the kind of hearing that we 
believe is desirable. Under the existing laws the hearing is customarily held 
prior to the commencement of a major project. No further hearings are held as 
the project progresses, and this may be a period of many years and changing 
circumstances. Experience further demonstrates that when the hearing is held, 
usually nobody attends. There are a number of reasons for this. In the first 
place, in accordance with the statute, notice is given primarily only in the locality 
of the proposed road; residents are not likely to appear in opposition to con- 
struction of Federal access roads in national forests tributary to their homes and 
mills. Moreover, the scope of the hearing is limited to the practicability and 
feasibility of the project; and the Forest Service has not been known to under- 
take major road construction which is not practical or feasible. 

It seems to us that what is really needed is a type of public conference held 
at least annually on the total road program of the Forest Service within this 
region. Presumably similar central hearings on a total road program are needed 
in each of the other regions. At such a conference as we contemplate it, the 
Forest Service would explain its total road development program for the region 
and the basis upon which it has established the sequence in which roads are to 
be built. For example, if such a hearing had been held for fiscal year 1958, 
we would expect the Forest Service to explain why appropriated moneys are 
not being devoted to the development of the Rogue River working circle of 
the Siskiyou National Forest. This is not to indicate disagreement with the 
decisions of the Forest Service respecting the sequence in which it proposes 
to start or extend its various road systems, but merely to furnish an example 
of the type of discussion we believe should take place at such a conference. 
In other words, we would prefer a conference which goes to the economie and 
conservation aspects of the total annual road program in each region rather 
than a series of local hearings limited to the engineering aspect of particular 
projects. 

Such a conference as we view it, would be only advisory in nature. It would 
not preclude the Forest Service from adjusting its program on the basis of 
the views received at the conference. It would be understood, too, that ad- 
justments might also have to be made in the event of unanticipated circum- 
stances, as where flood damage occurs to roads and bridges or where fire re- 
quires new roads for an emergency salvage program. 

In any such conference, it would not be necessary for the Forest Service to 
disclose its future budget requests. Rather the agency would list its proposed 
eonstruction and acquisition projects in the order of their relative importance. 
Participants in the conference would understand that the projects to be actu- 
ally undertaken, taking into account their relative importance, would depend, 
first, upon the money finally available to the Forest Service for such purposes, 
and, second, upon the allocation of funds made by the Chief to the several 
regions. 

This recommendation seems to accord with one of the recommendations con- 
tained in the Report on Federal Timber Sales Policies submitted to the Senate 
Committee on Interior and Insular Affairs by its subcommittee on the Legisla- 
tive Oversight Function (84th Cong. 2d sess.). This recommendation is con- 
tained on page 27 of the report, where the committee stated: 
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“The public should be given the maximum amount of information on policies 
and program. We recommend, therefore, increased use of public meetings to 
explain * * * forest development plans.” 

Finally we would point out that no amount of appropriation, however great, 
will solve the access problems of the national forests unless and until the Forest 
Service is supplied with bargaining power necessary to acquire access across 
private lands which otherwise block the routes into the National Forests. This 
matter has been the subject of testimony by us before other committees. Other 
committees have made their recommendations. Rather than burden the record 
of this committee, we would merely cite the discussion of the problem on page 17 
of part 2 of the report mentioned above. Once the Forest Service is armed with 
adequate capital for the acquisition and construction of access roads, it is to be 
hoped that its program will not be stymied by its inability to negotiate success- 
fully for the necessary access routes. Certainly we favor such friendly negotia- 
tion. But where all reasonable efforts at negotiation fail and access continues 
to be blocked, then we hope that the Forest Service will finally make use of 
eminent domain, which is available to it pursuant to 41 U. 8. C. 257. This will 
enable the development of some areas that have been blocked for many years. 

In summary, in the marketing of national forest timber, the Forest Service is 
operating a large business enterprise. Like any other business enterprise, the 
Forest Service requires adequate working funds and basic capital investment. 
The consequences to any private business organization which is inadequately 
capitalized are well known to this committee and need not be elaborated here. 
I know of no private company which has extensive forest holding which would 
make capital investments in its timber lands at the same paltry rate which has 
been the lot of the national forests. The fact that the Forest Service has been 
able to do as much of the job as it has accomplished is a tribute to the ability, 
imagination and dedication of its personnel. Adequately capitalized, the agency 
will be able to do a job which will return more than dollar profits to the Nation. 
It will assure a perpetual supply of the wood products needed by our economy 
and concurrently a magnificent outdoor recreation program for all our people. 

I cannot close without expressing my personal appreciation and the apprecia- 
tion of the entire membership of Western Forest Industries Association to your 
committee for its thoughfulness in coming to Oregon to hear us in the discussion 
of our problems. Our entire economy turns upon timber, principally the na- 
tional forests. The fact that the members of this committee are giving up their 
recess time to hear us at home is greatly encouraging to us. We thank you. 


STATEMENT OF LEONARD B. NETzORG, ATTORNEY, REPRESENTING THE WESTERN 
Forest INDUSTRIES ASSOCIATION 


1 am Leonard B. Netzorg, a lawyer of Portland, Oreg. I appear here today 
on behalf of and at the direction of Western Forest Industries Association, a 
trade association of lumber manufacturers, loggers, wholesalers, and others 
involved in logging and lumbering in the Western States. 

The interest of the association is directed primarily to the management and 
administration of publicly owned timber. This interest of the association 
in the public timber supply is understandable because the membership of the 
association depends in large measure upon the public forests for their raw 
material supply. From this it may be gathered that by and large the members 
of the association do not individually hold extensive tracts of privately owned 
timber. By the same token the membership tends to be comprised of the smaller 
and medium sized units within the industry. There are also members who, 
although larger lumber producers, are likewise heavily dependent for their raw 
material supply upon the public forests. 

One of the central problems facing the industry today is the basic concept 
which guides the Forest Service in appraising the value of national forest 
stumpage that it offers for sale. Pursuant to law and in practice, stumpage 
from the national forests is sold at competitive bidding. Before any sale is 
announced the Forest Service appraises the particular bit of timber to be sold 
and in its sale announcement states that it will accept no bid lower than the 
value so appraised. Under the statute under which it operates, the Forest 
Service is required merely to fix the fair value of the timber. In appraising 
its timber the Forest Service seems to be adopting in fact the apparent posi- 
tion of the Comptroller General that the national forest timber ought to be 
appraised at something called market value. Market value is simply deter- 
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mined by reference to prices obtained at recent competitive sales of national 
forest timber. In this fashion, the fair value commanded by the statute has 
become market value. 

Not too many years ago this would have been a valid test of the value of 
the national forest timber. Then there was a relatively abundant supply of 
privately owned timber on the market and the individual operator had a choice 
eof buying either from the Forest Service or from the numerous private timber 
owners who were offering their stumpage for sale. In recent years, however, 
the supply of private timber that is in fact available on the market has 
dwindled. More and more the available log supply has come to be concentrated 
on the national forests. 

We approach, therefore, an economic condition where, insofar as the indi- 
vidual purchaser of stumpage is concerned, there is essentially one supplier, 
namely the Forest Service, and numerous competing purchasers. In other 
words, insofar as a great number of mill operators is concerned, the Federal 
Government is substantially the sole supplier of raw materials. As to these 
operators, the Government eccupies a position verging on monopoly. 

In such a monopolistic situation, it is hardly equitable to suggest that fair 
value is whatever the market will bear. 

In the first place, according to a recent report of a committee of the House of 
Representatives, in the States of Oregon and Washington west of the Cascade 
Mountains, mill capacity seems to exceed the timber supply. This places the 
Government in a position, with its relative monopoly on the raw material sup- 
ply, to encourage and even to compel competition of the most ruinous type. 

In the second place, from a variety of causes, the Government withholds 
from the market the full amount of the stumpage which it ought to be offering 
for sale each year. In making this statement I certainly intend no sugggestion 
of culpability on the part of any person or agency. The fact is that the Forest 
Service is undercapitalized, lacking in adequate working funds, and probably 
understaffed. Whether this is the fault of the executive branch for inadequate 
budgets, of the Congress for inadequate appropriations, or a combination of 
both or of neither, the fact remains that the United States Government, as an 
entity withholds from a market in which it enjoys a condition verging on 
monopoly the full supply of stumpage which it ought to be placing on the 
market in order to support industry and payrolls and, of perhaps even greater 
importance, in order to convert its commercial forest lands to their maximum 
timber growing capacity. 

In the third place, this inadequate supply of timber is placed on the market 
in such fashion as to extract from the operator the last possible nickel. Such 
a condition is hardly conducive to the maintenance of a healthy industry, nor 
is it likely to attract capital investment which is required if this industry is to 
obtain that full utilization of a tree which sound conservation demands. Let 
me cite you an example of what I mean. Around the first of this year the 
various forests in Oregon put out their timber sale plans for the current 
calendar year. These various timber sale plans typically list the proposed 
sales by volume and location and indicate the quarter of the calendar year in 
which the operator may expect an opportunity to bid for such timber. In a 
great part of this area the operator must acquire his logs for the spring 
and summer of 1959 through sales that he purchases in the early spring of 
1958. This enables him to spend the mild, dry summer months of 1958 in 
the construction of the necessary roads so that logging can commence in the 
spring of 1959. Whether there is to be enough timber placed on the market 
during the spring season or whether ruinous competition is to be promoted 
by the Government will depend in large measure upon the reliability of these 
sales plans. Yet 1 forest announced that it would sell 166 million feet of timber 
during the first 6 months of this calendar year; but it put up for sale actually 
only 41.4 million feet. Another forest announced that it intended to sell 232 
million feet during the first half of this current year, but it put on the market 
only 107 million feet. Another forest put on the market in a key working 
circle which supplies the important Portland-Oregon City area only 50 per- 
cent of the timber it announced it would sell during the first 6 months of this 
year. Still another forest, likewise tributary to this important area, put on 
the market only 152 million feet out of 239 million feet that it had announced 
it would sell during the first 6 months of this calendar year. I hasten to add 
that this situation has been brought to the attention of the appropriate officials 
of the Forest Service and that they are moving diligently and earnesly to 
alleviate this situation to the extent that it is within their power to do so. 
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However, it is not with any intent to criticize the Forest Service that I allude 
to this situation. Rather, I allude to it for the purpose of arguing that in a situa- 
tion where the Government verges upon the position of a monopoly supplier, 
where demand exceeds the available supply, where the Government, nevertheless, 
withholds from the market a considerable part of the supply that is and ought 
to be available, and where the portion of supply which it places upon the market 
is offered in the fashion I have outlined—in such circumstances transaction evi- 
dence of value is more apt to be exorbitant than equitable. 

In the circumstances I have outlined, what an operator pays for stumpage 
does not necessarily indicate that the operator believes that he can make any 
profit or that he is contributing to the stability of his own operation or the com- 
munity in which it is situated. It is realistically not uncommon for operators 
who simply must have logs in order to keep their mills operating and their labor 
force employed to sacrifice all profit margin and even to operate deliberately at 
a loss. In such circumstances, this industry and its payroll and the economic 
health of Oregon cannot long survive. 

To return to more general terms, there can be no argument that transaction 
evidence is valid as respects values in a market of the classical type. By a classi- 
cal market I mean a market in which there are numerous buyers and numerous 
sellers, all of them well versed in the commodities involved and none of them 
being under any compulsion either to buy or to sell. 

But the situation I have described is not a classical market. In our timber 
supply we have a situation where there is essentially a sole seller. We have a 
situation where there is a shortage of supply. The heavy consequences of this 
shortage are accentuated by the conduct of the Government, which is the seller. 
We have a situation where there are numerous buyers, each of whom has a con- 
siderable investment in a mill and equipment which cannot be moved to other 
places. Such a buyer is under an economic compulsion to buy from the Govern- 
ment or to lose his investment. He has, in addition, the social compulsion to keep 
his mill operating if at all possible in order to fulfill his responsibilities to his 
labor force and to the community in which his mill is situated. In these circum- 
stances, I say again, it is not the course of wisdom for the Government to appraise 
its timber at whatever the market will bear. 

When a segment of private industry arrives at such a monopoly state, as in 
the case of common carriers and the electric industry, Government intercedes 
to fix fair and reasonable prices. In such circumstances in the case of private 
industry, the Government does not permit an unshackled market to fix the price 
at whatever can be extracted from the purchaser. 

As in the case of other industries that have moved from a competitive to a 
monopolistic or quasi-monopolistic market situation, it is suggested that a fair 
price is not all that the market will bear. Rather, some other test must be 
devised. One such test, and we commend it to the committee’s attention, is the 
ability of the industry to attract new capital to itself in competition with all 
other industries in the country. In other words, we suggest that the appraisal 
system of the Forest Service and the concept espoused by the Comptroller 
General, an arm of the Congress, be reconsidered with a view to allowing to 
this industry a profit margin commensurate with the profit margins enjoyed by 
other industries having similar problems and encountering similar risks. If the 
profit margin in this industry is to be unrealistically limited or even to be squeezed 
out, then it is clear that the stability of the industry, of its payroll and its de- 
pendent communities is ultimately to be imperiled. 

On the other hand, if this industry is to survive in a healthy condition, it must 
be able to attract to itself the capital that will be needed for the expansion of its 
utilization facilities. And if the position of the small-business man in this 
industry is to be preserved, the industry must be in such a condition that the 
efficient, well-run small business unit can be expected to obtain a reasonable 
profit. In the absence of such reasonable profit level, the outlook for the myriad 
of small business units in this industry is not encouraging. 

To summarize, the Government is verging on a position of a monopoly in the 
supply of raw materials to the timber industry. This shift in the economic posi- 
tion of the Government warrants a serious reconsideration of the basis upon 
which the Government appraises its timber to the end that less weight is given 


to transaction evidence and more weight is given to a determination of what is 
a fair profit margin. 


Mr. Erskine. Yes. My name is Ed Erskine. I appear here today 
in my capacity as president of Western Forest Industries Association. 








272 FEDERAL HIGHWAYS AND FOREST ROADS 


The association is a trade association comprised of loggers, lumber 
manufacturers, wholesalers and others associated in the production 
and marketing of lumber. The association has about 125 members, 
the majority of whom are located in western Oregon. Our member- 
ship produces, I would estimate, about 1 billion board-feet of lumber 
per year and directly employs about 10,000 men. 

Senator Gore. Where are you located ? 

Mr. Ersxinr. My home is in Eugene, Senator, and my business is, 
my operation, I have a sawmill and logging operation at Swisshome. 
That is on Highway 36 right due west of Eugene, about half way 
between Eugene and the coast. 

Senator Gorr. Now, are you one of the—I see your operation is not 
far from Noti, is that correct ? 

Mr. Ersxrne. That is right; we are right in the same neighborhood. 
Senator Gore. In other words, you are one of those big contractors 
that 

Mr. Erskine. Thank you for the compliment, but lam not. I think 
Tam just as haywire as the rest of them. 

Senator Gore. How about Mr. Porter and Mr. Swanson? Are you 
a little out of their class ? 

Mr. Erskine. Well, no, I don’t think so. 

Senator Gore. Did you say you had about 10,000 people employed ? 

Mr. Erskine. No. I represent the association. The association 
has that many people. 

Senator Gore. Oh, I had you cataloged a little large then. I 
thought you had 10,000 employees. That seemed to be a whale of an 
operation. 

Senator Neusercer. Mr. Erskine is a very capable operator, I will 
say that. That isan undebatable point. 

Mr. Nerzore. Mr. Swanson is one of the immediate predecessors 
of Mr. Erskine of this same association. 

Senator Gore. I had it all wrong, didn’t I? 

Mr. Erskine. Before I go into this other part here, you asked a 
couple questions, Senator, about the cost of building roads. I just 
got through building 2 miles of this access road, which cost in the 
neighborhood of over $70,000 for 2 miles. 

Senator Gore. Was that involved in a contract for timber purchase ? 

Mr. Erskine. That is right. 

Senator Gore. What was the cost of the purchase ? 

Mr. Ersxtne. The timber—you mean the—of course, that was 
allowed for in the appraisal of the timber. I had to build the road, 
but I had to invest that. Before I get through on that road I will 
have something around $100,000 to $120,000 in it. 

Senator Gore. What I was trying to get some idea of is the com- 
parison between the cost of the road and the revenue of the Govern- 
ment from the sale of its timber. 

Mr. Ersxtne. On this particular road I think their estimate was 
$9 per thousand board-feet was allowed that they deducted from the 
appraised price, allowed for in the appraised price, and it is going 
to cost approximately that much. There was about 14 million feet 
of timber and it was approximately $20 a thousand, so it was $240,000 
for the tract of timber, and in addition to that I will spend about an- 
other $100,000 to $120,000 on the road. 
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Senator Gore. About half; and you will be able to deduct your 
$120,000 from the $240,000 ? 


Mr. Ersxtne. No. I paid two-forty in addition to building the 
road. 


Senator Gore. Oh, you build the road as a part of your bid and then 
bid above that ? 

Mr. Erskine. Now, if the Forest Service had consrtucted this road, 
they would, instead of sellin that timber for $20 a thousand, they 
would have probably sold it for $ 328 a thousand, because they would 
have built the road. As it is, I built the road for the Government. 

Senator Gore. Is that what you were referring to a while ago when 
you said that the people pay for it in either event? 

Senator Neupercer. Exactly. 

Mr. Erskine. Either event, you pay for it; that is a good ex- 
ample. I thought I would bring it up because it illustrates it very 
nicely, 

Senator Nrusercer. Mr. Chairman, just to emphasize the point be- 

ing made by Mr. Erskine, where the Forest Service builds the road, 
there are almost invariably far more than 1 or 2 bidders upon it. 
Is that not correct, Mr. Erskine? 

Mr. Erskine. t Jsually is because of what was brought out here 
in the testimony before that a good many operators do not have the 
equipment or t they don’t want to, are not capable probably of invest- 
ing that much money. They can go in there and bid on the timber 
with the roads already in; they can start harvesting the timber and 
don’t have to tie up so much money. It makes it much easier for an 
operator just starting. 

Senator Neupercer. Wouldn’t you say this is a fair statement, Mr. 
Erskine: That where a private contractor, private lumberman, builds 
the roads you have in effect what might be called a negotiated price, 
but where the United States Government, the Forest Service, builds 
the road, then you have the timber sold for a competitive price ? 

Mr, Erskine. That is right; but, of course, this timber is all sold 
on oral bids and you may be run up on it by somebody else, but where 
a large, where there is quite a lot involved in a road building program, 
you are not apt to have as many bidders on the timber. 

Senator Gorr. Well, I would say these wouldn’t be too plentiful 
who could put $120, 000 into a road. The interest on that alone would 
be worth a great deal even if a man had it, and if he didn’t have it 
then he is out. 

Mr. Erskine. I found a banker who is a good friend of mine, 
Senator, or I wouldn’t have done it either, probably. 

Senator Neupercer. Mr. Erskine, isn’t there this further point; 
that I know the Chairman will be interested in: That where the 
Forest Service builds the road and a higher price is received for the 
timber, there also is a substantially greater sum of money paid to the 
local units of the government in that particular area? 

Mr, Erskine. That is right; you bet there is. 

Senator Gore. Say that again; let me get that. 

Senator Nevupercer. Because, and I w ant these experts here to check 
me if this is wrong, Mr. Chairman, because the Forest Service pays to 
the local unit of government, the counties here, 25 percent of their 
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timber revenues, therefore, the higher the price at which the stumpage 
is sold, the greater their revenues. 

Mr. Erskine. That is right. 

Senator Neupercer. Thus the share received by that local unit of 
government for schools and other purposes is far larger than if the 
timber is sold at a lower so-called negotiated price, so you can see that 
this goes threading all the way down the line in its impact, including 
the rights of the schools and other activities of government at the local 
level in these areas of Oregon and other Western States. Isn’t that 
correct, Mr. Erskine ? 

Mr. Erskine. Yes; that is correct. 

I am going to jump right over, we have some comments made upon 
your bill, Senator, and I thought perhaps we should bring that out. 

Senator Gorr. Thank you. As I understand it, though I misunder- 
stood it in the beginning, you represent an organization of small 
producers ? 

Mr. Erskine. That is right. 

Senator Gore. How many members? 

Mr. Erskine. 125. 

Senator Gore. You have given good testimony. Senator Neu- 
berger ? 

Mr. Erskine. There is quite a lot more in here which is just a 
reiteration of what Mr. Stone said and what all the rest of them said. 
We are for the sun coming up, too. 

Senator Neupercer. Mr. Erskine visited us in Washington this last 
session and urged upon us just such steps as is contained in S. 1136, 
so he and his associates are pioneers in this cause, Mr. Chairman. 

Senator Gore. Thank you, Mr. Erskine. 

Mr. Erskine. Are there any questions? Here is a smart attorney 
and he is full of answers if you have any to ask him. He knows all 
about this whole deal. 

Senator Neusercer. Mr. Chairman, I think I should say for the 
record, because there were some proposals submitted for certain tech- 
nical and policy amendments in the bill, that so far as I am con- 
cerned, it would be improper for me to comment wpon these because I 
am only 1 of 6 sponsors of this legislation, so I couldn’t make any com- 
ment upon that unless I consulted with my associates, all of whom have 
far longer service and more experience in the Senate than I have, so 
T couldn’t make any comment. 

Mr. Ersxrne. If the people don’t find any more wrong than what 
I have read here, Senator, you won’t have much trouble. Thank 
you. 

Senator Gore. Thank you very much, gentlemen. 

Mr. Bruce Bishop. 


STATEMENT OF BRUCE A. BISHOP, EDITOR, INTERNATIONAL 
WOODWORKER, IWA 


Mr. Bisuor. My name is Bruce Bishop; I am editor of the Inter- 
national Woodworker, the official publication of the International 
Woodworkers of the AFL-CIO. I come before you today to present 
the position of the International Woodworkers of America, AFL- 
CIO, on the question of an access-road-building program in federally 
owned or administered timberlands. 
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The International Woodworkers of America is the biggest labor 
union, in terms of membership, with a direct interest in the forest 
policies of the United States. Good forest management is of vital 
importance to use, not only because we are directly affected in terms 
of livelihood, but because good forest management has a direct and 
vital effect on the future of the area in which we and our children 
and our children’s children will live. Failure to provide sound man- 
agement of the timber resources of the country can only spell eco- 
nomic stagnation for those who depend on the industry. Such a 
failure will also mean the tragic waste of a resource, whereas good 
Inanagement will insure an ample timber supply for generations yet 
to come. 

We, of the IWA, are alarmed at what we frankly believe is a penny- 
wise-and-pound-foolish policy on the part of the present administra- 
tion, with reference to timberlands and their proper management. 

It seems indefensible to us that the economy meat ax should be 
swung down on a good management program for the saving of a few 
dollars, when a study of the problem will reveal that such economy is 
actually costing the people millions of dollars in lost timber resources, 

While the asenia- inal yrogram is deferred and delayed, overripe, 
blown-down, and dlineadsd timber is rotting by the billions of board- 
feet. This is costing us in resources and money each and every day. 

The failure to harvest the allowable cut of timber reduces the in- 
come due to counties, States, and the Federal Government. Funds 
from the sale of timber in the Pacific Northwest that have not been 
derived, due to the fact that much of the timber is inaccessible, are 
badly needed for the educational needs of the area. 

The failure, up to this point, to provide a proper system of access 
roads in federally owned and administered timber is analogous to 
the building of a big department store; the stocking of each floor with 
fine merchandise, and then sealing off every floor from the customers 
but the bargain basement. 

The IWA has, over a period of years, developed a well-thought- 
out position on the question of timber sales and other forestry policies 
of those Government agencies administering large acreages of timber- 
lands. For the information of the committee, I would like to present 
this brief statement of overall policy, as it was stated by President 
A. F. Hartung on November 4, 1955. 

In the opinion of the IWA, Government forestry policies should 
be as follows: 

1. To assure a permanent supply of lumber and other forestry prod- 
ucts to the American economy at a reasonable cost to the consumer. 

2. To assure the permanency of jobs in the forest products industry 
and the permanency of communities dependent on the forests for their 
economic livelihood. 

3. To eliminate the waste that characterizes the forest products in- 
dustry and to permit complete utilization of the raw material, thereby 
increasing the number of jobs and business opportunities to be derived 
from the forest resources and to increase the flow of supplies to the 
consumer. 

4. To prevent monopolies of the resource by a few large operators 
which is contrary to the principle of free American enterprise and 
which tends to force up prices to the consumer and force employees to 
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work in one-company towns. Limited access to the great timber re- 
sources in the Pacific Northwest makes it impossible for any but the 
monster big lumber corporations to effectively bid on timber and the 
lack of proper access makes an effective bid impossible for the medium 
and small operator who cannot afford to invest thousands of dollars in 
access roads, from which he will get limited benefit. A cursory look 
at many areas in the chenmeadedtinn regions of the United States 
will reveal that there exist many one-company towns already. The 
people who live and work in these communities live and work there only 
at the sufferance of a single, large corporation’s board of directors. 
This is not a healthy situation for a free people. 

5. To offer for sale every year the full sustained, allowable cut po- 
tentially possible from the Government timber lands so as to reduce 
the pressure for sustained overcutting on private timberlands and to 
benefit the maximum sustained employment in the forest products in- 
dustry. At the present time Government agencies, for the most part, 
are not offering for sale the full sustained yield allowable cut as pres- 
ently calculated, and we know from the data on actual recovery from 
sale areas that the estimated sustained yield allowable cuts are a small 
fraction of what they should be. 

6. To provide adequate reforestation, fire protection and to utilize 
bug-killed and blown-down timber so as to adequately protect this 
valuable and vitally important forest resource. 

7. To manage the forest resources so that the citizens of the country 
can enjoy the full potentials of these lands. 

The establishment of an adequate system of access roads in all stands 
of federally owned and administered timber would go a long way to- 
ward making a fact of the timber policy set forth above. On the 
other hand, if such a road system is not established, a good timber 
policy will be virtually impossible. 

Going back to my analogy of the department store, it might be well 
to point out that the sealing off of every floor but the bargain basement 
has been a characteristic of the lumber industry. Huge concerns have 
bought up timber at bargain basement rates throughout the lumber- 
anieiie areas of the country and by their control of the access to that 
timber that remains unsold have just about tied up the timber resources 
of the country. 

An access-road system built throughout Government owned and 
administered timber would be of tremendous help in restoring free 
enterprise to the industry. At present, the control of the forest prod- 
ucts industry is virtually in the grasp of a few big operators. 

Lack of a good road system is making ‘their scheme much easier 
to achieve, because such a road system would enable small- and me- 
dium-sized operators to get into the back corners of presently unhar- 
vested timber, bid on the smaller lots made accessible by these roads, 
and maintain their operations. 

I might digress here, Senator, to say that one area called the Crane 
Creek unit on the Olympic Peninsula a sale was made that comprised 
65,000 acres to Rayonier, Inc. There aren’t, I don’t believe, half a 
dozen operators in the State of Washington or Oregon who could put 
up the money toe buy that big a tract of land. Access roads and a pro- 
gram of that kind would cut down, we believe, these tremendous, big 
sales. 
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The present administration has done more than enough for Mr. Big 
of American business; it is high time they attempted ‘something for 
the benefit of all of the people. 

Their tight-money policy is gradually choking out small business— 
both in and out of the forest products industry—and their present 
lack of concern for proper forest management is another boon to the 
big operators. 

As the members of this committee well know, the freedom of a coun- 
try is, in large measure, determined by the freedom of its economic 
system. If, by our failure to do everything possible to maintain a 
free economic society, we allow things to advance to the point that we 
are eventually face with something like Mussolini’s corporate state, 
we will have only ourselves to blame. 

High interest rates; a forest program tailored to the specific eco- 
nomic advantage of the giants; a farm program that has driven almost 
2 million farmers off the land since April of 1956; growing unemploy- 
ment and monopoly in many of our major industries is rapidly bring- 
ing us to the point where we had better make up our minds whether 
or not we are going to be free, and, if so, just what we are going to 
do to remain that way. 

For many years our union has advocated that the Federal Govern- 
ment should appropriate enough money so that roads would be built 
into all federally owned timber stands where no other roads are avail- 
able, especially the main artery roads. These roads should also be 
maintained by the Government. 

Access roads would serve a variety of purposes, among them being 
fire prevention, timely logging of ripe timber so as to prevent w aste 
from blowdown and rot, and would also enable the seleneiine op- 
erator to bid on the smaller tracts made possible. 

We cannot see that this would do damage to a sustained-yield pro- 
gram but, on the contrary, believe that it would contribute to it. 

By building and maintaining the roads the Government would be 
establishing several things. 

They would be in a position to place timber on sale that is over- 
ripe, blown down, and fire killed. There are several billions of feet 
of this kind of timber that is being wasted each year. 

They could, wherever feasible, set up selective cutting rules be- 

cause the individual operator would not be required to have large sums 
of money invested in roads. It would make it possible to place on the 
market smaller tracts of timber, and when purchased by the operator 
he could immediately start to log it, unless he was required to build a 
spur road, which in most instances would not require too long to build 
and not a large investment by the company. 

It would also give the Forest Service and other agencies the op- 
portunity to lay out selling patterns in a manner w here the cutover 
areas could be reforested by seed from standing tracts. It would also 
give greater fire protection for roads built into : yall standing tracts and 
cutting could be done on a checkerboard pattern. 

Fin: ally, it would be less costly per thousand feet for the Govern- 
ment to build and maintain the roads with a well planned program 
than it would be for the individual operator to build and maintain 
them. 
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The Federal Government can recapture the cost of construction on 
these proposed access roads by adding a certain amount to the price of 
timber sold by its agencies. 

Not only this, but the price of much of the Federal timber would 
become higher simply because of the increased accessibility. In fact, 
a good system of access roads would give much of our federally owned 
and administered timber “place utility,” a quality much of it doesn’t 
have at the present time. 

We of the IWA believe that passage of Senate bill S. 1136 will goa 
long way toward correcting some of the ills mentioned here today. 
We believe that every effort must be made to manage our natural re- 
sources in such a way as to provide for future use and a sustained 
economy. 

Not only this, but as I have said earlier in this testimony, the ques- 
tion of proper access to the timber held by the Federal Government 
is all a part of the large question of the kind of political and economic 
life we citizens of the United States are going to lead. We must, it 
seems to me, make our decision. Are we going to make policy on the 
basis of the greatest good for the greatest number, or are we going 
to allow a piecemeal policy to be established and maintained that has 
hidden in it special advantages for the special interests. 

Increased revenues for the Federal Government—and it should be 
borne in mind that this access-road program is one of investment and 
not expenditure—better and more full use of our forest resources will 
be helped and forwarded by an adequate access-road program. 

In conclusion, we again respectfully urge Congress to appropriate 
enough money to build roads into all timber-stand areas. The income 
from timber now wasted each year would go a long way toward paying 
for the roads. But most important, is the fact that timber now wasted 
would be manufactured for a useful purpose so that growing tracts 
could be preserved for use by future generations and that it would 
make it possible for the Government to harvest its timber on a sus- 
tained-yield basis that would assure a substantial amount of grow- 
ing timber indefinitely. 

It is our sincere hope that the constructive legislation in S. 1136 
will be passed during the next session of Congress. 

Senator Gorr. Thank you very much for your interesting statement. 

Senator Neuberger ? 

Senator Nevsercer. I would just like to commend Mr. Bishop and 
his organization for taking so enlightened a stand behind many of 
their employers in behalf of an adequate access-road program. I 
think it is helpful when the labor organizations and the operators in 
this particular industry are so united, Mr. Chairman. 

Senator Gore. Thank you, Mr. Bishop. 

The Honorable Lyle Watts. 


STATEMENT OF LYLE WATTS 


Mr. Warts. Senator Gore, I am going to save you quite a lot of 
time. I have a statement which I will have typed and send to the 
committee. 





a ma mm 


FEDERAL HIGHWAYS AND FOREST ROADS 279 


(The statement is as follows :) 


STATEMENT BY LYLE F. Watts 


_ Mr. Chairman, my name is Lyle F. Watts. I live at 1426 Northeast Thompson 
Street, Portland, Oreg. On June 30, 1952, I retired from the U. S. Forest Service 
after 38 years of service. The last 9% years was as Chief of that Bureau. 
Thus, I have some basis for an opinion as to the need for access roads on the 
national forests. 

Prior to the Second World War, to avoid competition in the harvesting of timber 
on private lands, no effort was made to sell national forest timber. Many spokes- 
men for the lumber industry expressed the view that too much national forest 
timber was being placed on the market. Until about 1947 the spokesmen for 
industry were not in favor of appropriation of sizable amounts of public funds 
for access-road construction. In fiscal year 1940 only about 1% billion board- 
feet of timber was sold. 

Beginning just before the Second World War the need for forest products 
became acute. At that time the stated policy for the national forests was changed 
to work aggressively toward the sale of the full sustained-yield cut, working circle 
by working circle. Budget requests for sizable appropriations for access roads 
started about that time. In 1942 several million dollars of Federal Housing 
funds were allocated to the Forest Service to enable the sale of more timber 
from the national forests. One of the first sizable allocations was for road con- 
struction on the Clackamas River Road on the Mount Hood National Forest 
just east of Portland. 

Prior to 1940 the annual cut of timber—1% billion—was so low when com- 
pared to the then estimated allowable cut—6% billion—that the allowable annual 
cut figure was quite meaningless. It was based on very crude extensive estimates 
of area and volume in many cases. And on the low type of utilization of the 
timber cut as practiced by the industry at that time. 

Since 1940 improved estimates of the volume and area of commercial timber, 
better knowledge of the rate of growth, and very much closer utilization have 
resulted in a large increase in the allowable cut to about 10 billion board-feet 
per year. The actual amount cut last year was about 7 billion board-feet. 

There are two major reasons why the amount of timber harvested has stayed 
substantially below the full allowable cut. (1) The lack of access roads to 
inaccessible stands of timber and (2) the lack of funds to employ and properly 
house the technical personnel needed to prepare for and administer such an 
immense volume of timber sales. 

It so happens that much of the overmature timber and the most difficult logging 
is at the back end of national forest working circles. Such areas must be logged 
in the summer when conditions are best for cheap logging. It is bad business 
to harvest only the best and most accessible timber in summer in order to reach 
the allowable cut. With access roads in place, the back country can be logged 
in summer leaving the easier more accessible areas for winter or at least for late 
fall and early spring logging. This is very important in an industry that is 
already too seasonable. 

Two ways are available to finance to construction of timber-access roads. 
(1) The purchaser of the timber can be required to build the needed roads to 
a prescribed standard. The cost of the roads being reflected in the stumpage 
price he pays for the timber. (2) The Government can build the roads with 
direct appropriations of funds. The cost of the roads built being reflected in 
a higher price received for the timber. In either case the road costs must be 
carried by the timber which is hauled out over the road. Both systems are used 
and should be. ; 

In my opinion the mainline roads should be built by the Government and the 
secondary and spur roads by the timber purchaser. There would be exceptions 
in each case. 

If the main line roads were built by the Government, it would be feasible to 
make many small sales instead of a few large ones. Small operators could 
compete because the major road costs would be incurred by the Government 
and prorated against the timber to come out over the road. The volume of timber 
included in individual sales would be within his ability to operate. The small 
operator just isn’t financed to handle large initial road costs on large sized 
sales. , 

I see no logic at all in the failure of the Government to appropriate the funds 
needed to build mainline roads and to employ and properly house the personnel 
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needed to handle this timber sales business. It is profitable and over a short 
period of years, it would return much more than the total cost. It would help 
to keep the budget in the black. 


Under the present restricted funds to construct access roads, the pressure and 
tendency is always present to sell the timber requiring the least road regardless 
of timber condition and quality. With the main road system in place the har- 
vest could be directed to the timber most in need of cutting. It would tend to 
get more of the harvest in the back country during the summer and to save 
the more easily logged shows for winter logging. It just isn’t good forest prac- 
tice to harvest the full allowable cut from a working circle if say half the 
circle isn’t opened up for any cutting, although the timber may be overmature. 

Once the main road system is built, it will be much easier to control insect, 
disease and fire losses. It would be profitable generally to harvest as salvage 
trees that die or are of high risk character. 

If 8. 1136 is passed and the full amount of money authorized under its provi- 
sions is appropriated, the job will be done in an orderly manner. 

I do suggest that section 2b of S. 1136 having to do with public hearings be 
changed. The purpose would be served if on each national forest a hearing 
was held about once a year at which the year’s timber sales and access-road 
program was presented for discussion. 

Senator Gore. We sort of wanted to hear you. 

Mr. Warts. Well, I haven’t very much to say; it has all been said, 
Ithink. You know who Iam? 

Senator Gore. Yes. 

oi Warts. I was with the Forest Service 29 years and retired June 

, 1952, after 10 years as C hief. 

ny do have some views on access land based on that long period of 
service, and I think I can serve the purpose better at this late hour by 
simply saying here that I strongly urge the passage of S. 1136 and the 
appropriation of the full amount under that. The authorization 
alone will be just sort of wishful thinking, as I have found out. It 
will take more than that. 

I would like to suggest, Senator Neuberger, that the section on the 
hearings, i in my judgment, would be adequately handled if you held 
a hearing on ” forest timber sale and road program for each national 
forest each year. In that way a lot of time would be saved and the 
community ait be better informed overall on what was planned 
than it is from the present hearings for each national forest. 

With that I would say that your legislation would do several things. 
First, it would allow the rather r apid reaching of the allowable cut 
for the national forest. That has been the policy of the Forest Service 
since the Second World War. 

Second, and in my judgment perhaps the most important thing, 
is that the building of the main stem roads will do more than anything 
that I can think of to make it possible for the small operator to get in 
and compete for that forest timber. He just can’t do it if the sales 
are too big or if he has to invest a lot of money in advance to build 
access roads. I know that and I think that is perhaps the most im- 
portant feature of this entire bill. 

Third, it will make possible the more orderly management of the 
national forests. Mr. Stone mentioned that; it has to “do with their 
ability to do their winter logging in the front of the drainage, the 
accessible area and the summer logging in the back country which 
can’t be reached in the winter. 

It will, fourth, make possible the sale of certain species that are now 
hard to move in this country, and I refer to such species as lodgpole 
pine. If you get your main roads in back to that country, then T am 
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sure that the lodgpole-pine timber and that sort of thing will move 
primarily perhaps for pulp and paper. 

And I would like to say that in my judgement this bill is just good 
government business, financially. In a period of 10 years or 15 years 
at most, the additional timber cut, if this bill complemented, would 
return to the Treasury much more than the cost of the bill, and from 
then on it would be all velvet. The roads would be paid for and you 
would have an orderly thing in a very profitable industry. It would 
help to balance the budget, which everybody would like to see. 

The last thing that I want to mention is one you have mentioned 
twice. I feel very strongly that along with access. roads, provision 
must be made for adequate personnel well paid, well housed, if we 
are to get the kind of job we wish to have done on our national forests. 
Thank you very much. 

I have enjoyed your hearing no end, sir. 

Senator Gore. Well, you have been very helpful in your testimony. 
We appreciate your presence. The committee, at least Senator Neu- 
berger and I, think all the members of the committee are aware of 
your work, and we value and appreciate your tenure and dedication 
to public service. 

During the hearing on this bill I am going to request the Forest 
Service to submit its recommendations. Now, if they are still hog- 
tied by the Bureau of the Budget, we will undertake to find out why. 

Mr. Warts. That would be just fine with me. You understand, of 
course, that I have been apart from the Forest Service. I represent 
only one old, broken-down forester now, and I am having just a tre- 
mendous amount of fun doing that. 

Senator Gore. I don’t recognize you as either old or broken down. 
I think there would be a lot of good service left in you. 

Mr. Warts. In any event I have clearly enjoyed your hearing and 
I do hope that you can do something about it. 

Senator Gore. Well, thank you, sir; and we are going to try. 

I have expressed my views 2 or 3 times about the Bureau of the 
Budget. I think we, perhaps, are inclined to talk too much about 
the Bureau of the Budget. Actually, it is the White House. It is the 
President himself. If it isn’t the President, then who is it? Heaven 
knows we have gone a long way from responsible government if the 
Bureau of the Budget doesn’t represent the President. 

Mr. Warts. I suggest, Senator, that you probably know who it is 
if it isn’t the President. 

Senator Gore. Unless our committee can have the recommendation 
of the Forest Service, then we will just write the President and see 
if he is willing to have someone representing him to give us their 
views with respect to this bill. 

Mr. Warts. Well, to me it is not logical, not even understandable, 
why the Bureau of the Budget would object to a bill like this, be- 
cause it is good financial management of government business to 
do what this bill proposed to do. It is as simple as that. It helps 
to balance the budget. 

Senator Gore. You also wonder why the Bureau of the Budget 
would bring a man in from Wall Street to draw up a pattern to 
liquidate the TVA. They do a lot of things it is hard for me to 
understand. 
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Mr. Warrs. You understand I am far from it and I am not able 

anymore to understand a lot of it. 

enator Gore. I am afraid I am not so far from it but I’m 
“agin” it. 

enator Nevsercer. Mr. Chairman, I want to say, too, before Mr. 
Watts leaves, this one thing. With all due respect to the many fine 
witnesses we have had here today, I think the endorsement of S. 1136 
by the former Chief Forester of the United States will mean more 
to the sponsors of the bill than any other possible endorsement could 
mean. e recognize one very salient factor about Mr. Watts. In 
his 10 years of service as Chief Forester of the United States, and his 
28 years—additional years—of service with the United States Forest 
Service, he is one of those people responsible for the fact that we 
have a vast area and realm of national forest timber to talk about 
and to talk about building roads into, so it can be harvested in an 
orderly fashion. 

Mr. Watts was a great friend of the illustrious Gifford Pinchot, who 
founded the United States Forest Service and who founded the con- 
servation movement in this country, and if it were not for the careers 
of men like Lyle Watts and Gifford Pinchot and many others, includ- 
ing men in this room still employed by the United States Forest 
Service, all our discussion today would be academic and would be a 
non sequitur because there would be no trees to harvest in the national 
forests of Oregon or any other State. 

So I know that when men like Senator Morse and Senator Murray 
and Senator Magnuson and all the other cosponsors of the bill know of 
this very complete endorsement of S. 1136 by the former Chief of the 
United States Forest Service, that they will share my gratification. 

Mr. Warts. Incidentally, I know all of those men that you men- 
tioned. Thank you very much. 

Senator Gorr. Thank you. Mr. Dan Lucas. 


STATEMENT OF DAN LUCAS, REPRESENTING AGNESS COMMUNITY 
COUNCIL 


Mr. Lucas. Mr. Chairman, I am Dan Lucas from Agness, Oreg., 
representing the Agness Community Council. They have paid my 
7 up here and asked me to present this to your committee. 

think perhaps we are out of step presenting this to this committee, 
but the people down there are desperately in need of a road to the 
outside world and they take any steps; so that I will present this. 

Senator Gore. You are not out of step at all, because this committee 
meeting is called for the purpose of affording the people of Oregon 
an opportunity to present whatever views they may wish to present 
with respect to highway development in our country. You are wel- 
come and we are pleased to hear you. 

Mr. Lucas. Thank you, gentlemen; as a representative of the 
Agness Community Council I wish to present the following: 

Agness is an isolated community of over 200 permanent residents 
and several hundred part-time summer residents. It is situated in 
the center of Curry County and is surrounded by townships of United 
States Forest Service timber of the Siskiyou National Forest. 
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Agness is limited at this time to two sources of income—from natural 
resources, timber, and catering to the tourists that come to enjoy 
the primitive, the wilderness and the frontier atmosphere. Privately 
owned timber is almost nil. 

I want to say that in this area there are only 22 sections of surveyed 
land, surveyed land that is privately owned, and of that surveyed 
area there are only about 15 that are owned in fee. The rest of it is 
State land along the river and some land administered by the Forest 
Service. It is entirely surrounded by United States timber. 

So, as citizens of a community, we have no special interest in the 
sale or marketing of timber, but we do have a special interest in 
perpetuating the ‘tourist traffic. Our whole economy depends on the 
policies of the United States Forest Service in administering the vast 
stands of timber surrounding our community. We know the timber 
must be harvested but, unfortunately, there is a conflict between the 
tourist attractions and the harvest of timber in our case. 

That is why I feel maybe we are out of step here. 

As Mr. Erskine pointed out, the idea of a conference, I think if such 
a thing could be brought out we could go to these people when they 
are setting up their access roads and pr obably we would be heard and 
get much ‘further. 

Most of the tourists come up the Rogue River from Gold Beach on 
the mail boats which make daily round trips during the summer, a 
distance of about 32 miles. The principal attraction to them is the 
wilderness they pass through on the excursion to Agness from Gold 
Beach. Wildlife such as deer, racoon, occasionally a bear, and other 
creatures of the native forest are seen almost daily in nature’s un- 
molested surroundings. It is a rare and wholesome treat for city 
dwellers, and a joy to all who love nature, to share this area. Tourists 
are the principal source of income to the people living in the Agness 
area, 

Now, I want to say that during the summer months they will average 
probably a hundred a day. I am sorry I am not able to give you the 
exact figures of the tourist business, but I estimate about a hundred 
a day, which would mean about 5,000 come in during the summer. 
Fifteen thousand, correct that; it would be about 3,000 a month, about 
15,000 of them. 

It is proposed to build a water grade logging road up the Rogue 
River from Gold Beach to Agness. The Forest Service has com- 
pleted the survey. There is no question about the necessity for har- 
vesting the timber. 

We plead for some consideration of the tourist business which will 
be lost when a dirt logging road is built along the shores of the Rogue 
River between Gold Beach and Agness. The community will lose its 
main source of revenue. Every business along Highway 101, catering 
to the public, will suffer, and the w hole State and Nation will lose a 
natural resource if this pleasing scenic river is no longer made avail- 
able as an enjoyable wilderness attraction. 

We ask for a change in the present plans for this road. We don’t 
believe one natural resource should be developed in such a manner 
as to destroy another. There are ways to have both. 

Now, I want to say this: Since this has been started, that there are 
steps being made by Mr. Stone, through the supervisor, to trade pri- 
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vately owned land along the river for land that is farther back. That 
is in the making and if the road is set back from the river, they have 
the access roads and we would still have the tourist business. I think 
it is going to work out all right. The people there feel encouraged 
about it, too. 

The people of the Agness area would like to have a road to Highway 
101, but not at the expense of their main income. 

In this isolated community of Agness the most pressing need of the 
people for their health, safety and welfare is an improved road to 
Powers. 

Powers has a railhead and a highway leading to trading and ship- 
ping centers. 

All this area is served with at the present time is a Civilian Con- 
servation Corps road almost entirely through Forest Service lands. 
Part of the road, on the Powers end, is maintained by a loggers’ pool 
for convenience of the loggers. At the end of the road at Agness, 
covering a distance of 13 miles, there is no regular maintenance, and 
the people living in that area are often isol: ated for a week or more 
until some good samaritan logger again opens the road for traflic. 

Now, this road is what is termed by the Forest Service as an admin- 
istrative access road and has been maintained during the summer for 
the fire season and the officers of the Forest Service, but in the winter 
it is not maintained and that is when we are in trouble. 

It is our opinion that this road would open up more timber for 
buyers, and would serve more people than any other road in any place 
in the State. 

We urge the people responsible for appropriations for access roads 
to insist that the administrator of appropriated funds give considera- 
tion to the needs of those dependent upon the policies of the Forest 
Service where the interest of the citizens is not in conflict, to give 
priority to the road serving the best interests of both. 

Senator Gore. Thank you, Mr. Lucas. 

Mr. Theo Clinton. 


STATEMENT OF THEO L. CLINTON, CHAIRMAN, COOS COUNTY 
TIMBER OPERATORS 


Mr. Cuinron. They call me Dutch Clinton and I am the logging 
superintendent for Textron of Coquille and I am here representing 
the Coos County Timber Operators. 

Senator Gore. How many ? 

Mr. Cirnton. Well, all of them in Coos County, all the large ones. 

Senator Gorz, About how many would that be? 

Mr. Curnton. Must be a dozen. 

Senator Gorr. The committee will be very pleased to hear you. 

Mr. Ciryron. This is addressed to Senator Gore, Congressional 
Chairman, Access Roads, Portland, Oreg. This is very short. 

Almost all of the timber located in the area between Powers and 
Agness is Government-owned timber. 

‘Powers, Oreg., for many years, has been an important logging 
center and has three log ponds with log loading facilities. An access 
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road constructed from Agness to Powers would mean 3 to 1 more 
bidders on the Government timber than there would be if the access 
road were built down the Rogue River to Gold Beach, because all these 
operators in ( meee: ounty are interested in buying Government timber 
in the Agness are 

The distance ok Agness to nearest railhead—Powers—is 37 miles. 
All this timber I am talking about is this side of Agness. The distance 
from Agness to next closest railhead—Coquille—via the Rogue River, 
is approximately 107 miles. When they build the road down the 
Rogue River, then it comes from Gold Beach to Coquille. That is a 
distance of 75 miles from Gold Beach to Coquille. 

Senator Gore, Let me ask you why is it that timber is not floated 
down the Rogue River / 

Mr. Cuiinton. It is too fast a water; it is white water. 

Senator Gore. How does a boat negotiate it? 

Mr. Cuinron. These boats are built for shallow drafts and they haul 
about from 25 to 40 passengers and they only draw about 8 inches of 
water. It isa good trip. 

Considering the large volume of Government-owned timber in this 
area and the importance of the logging industry to the economy of 
southwestern Oregon, we believe that the Government agencies hav- 
ing control of this timber should construct and build the roads, then 
put their timber up for sale. 

The road jobs are getting so large that the individual “gypo” logger 

cannot bid on Government timber since he cannot finance the cost of 
constructing these roads. Also, the “gypo” is primarily a logger and 
he is not equipped to efficiently and economically build roads. Most 
of them are not surveyed. You have to do your own surveying when 
you bid this timber in. They just run a pea line through and it is just 
a guess after they run that after you survey it what your road is 
going to cost you. And until the road is surveyed you can’t get a regu- 
lar road contractor to bid on that because he wants to know how many 
yards of dirt or how many yards of rock and so forth that he has to 
move. So he won't bid on it until after it is engineered out. 

It is never under the Government estimates, for such estimates are 
based on cost and no firms who do roadbuilding will bid a job at 
cost, without any profit. You know they have to have a profit. 

The Coos County Timber Operators ask that the above matters 
receive your very earnest consideration. 

Senator Gore. Thank you very much. 

Senator Neupercer. Thank you very much. I just want to say I 
think the greatest service we can be to the Coos County operators is to 
try to get an overall appropriation and then there will be an appropria- 
tion for all the roads. 

Mr. Cuinton. This bill you are talking about, I don’t know any- 
thing about it. 

Senator Neupercer. I hope you will consult your associates on S. 
1136 and give us your opinion. 

Senator Gore. Mr. V.M. Howard. 
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STATEMENT OF V. M. HOWARD, JR., FORESTER, PORTLAND 
MANUFACTURING CO., PORTLAND, OREG. 


Mr. Howarp. Mr. Chairman, I do not wish to read my statement 
if it will be filed in the record. 

Senator Gore. It will be. 

(The statement referred to is as follows :) 


PORTLAND, OREG., 
December 11, 19857. 
Pustic WorKs SUBCOMMITTEE, 
Senate Committee on Public Works, United States Senate, Washington, D. C. 


Mr. CHAIRMAN AND MEMBERS OF THE COMMITTEE: My name is V. M. Howard, 
Jr., employed as forester by Portland Manufacturing Co., an Oregon corpora- 
tion for 50 years, located at 8614 North Crawford St., Portland, Oreg. I testify 
as an individual and representing Portland Manufacturing Co. at this hearing. 

Access roads are one of the prime requirements for proper forest manage- 
ment and multiple use land management. Only by developing an extensive 
main-line access road network can the forests best be managed for maximum 
yield for all time. By maximum yield for all time we mean not only dollars 
but also the sum of the intangibles such as recreation and water values. 

In our opinion the main problems of access roads can be developed by a brief 
discussion of the aspects of forest protection, forest management, road cost or 
financing and miscellaneous items. 


FOREST PROTECTION 


Forest protection consists of prevention and/or control from fire, insects and 
disease. 

No fire-control method in use today has eliminated the need for men and 
machinery on the fire line. In critical weather conditions time is of the essence 
in cheap positive control. Roads also serve as fire breaks and of course provide 
the important avenue of supply to maintain effective fire-fighting forces. 

Protection from insects and disease in the forests today is mostly a matter 
of sanitation and salvage logging followed by controlled burning. There is no 
universal DDT to spray the forest to prevent epidemics of disease or insect in- 
festations. An example exists today on the Gifford Pinchot National Forest 
in the State of Washington. An estimated 2 billion board-feet of timber is 
affected in an area undeveloped by Federal access roads. The loss to the United 
States will be staggering. Not only will millions of board-feet of timber be 
deteriorated beyond use by the time this large infestation is reached by road and 
cleared but large additional areas will also have been attacked. Had this 
area been developed immediate control by logging and burning could have been 
initiated with a very substantial reduction in loss of merchantable wood and a 
good possibility of confining the infestation to a smaller area. It is also likely 
that had this area been developed by access roads the infestation would have 
been found much sooner and losses minimized even more. 

We might also point out that in the case of epidemics of disease or insect in- 
festations large enough volumes may be involved to finance road construction 
by timber sale purchasers. However, each year natural mortality and scattered 
wind, snow and ice damage occurs. The volume is very light per acre but large 
in total volume because of the many acres involved. It is economically impos- 
sible to construct roads to these many areas by timber purchaser road construc- 
tion if the area is to be salvage logged only. Today, timber described above is 
lying on the ground deteriorating because of lack of access roads. There are 
few, if any, acres on our national forests that do not suffer some degree of 
loss from wind, snow, ice or natural mortality each year. 


MANAGEMENT 


Forest management is based upon a sustained yield principle which means in 
essence to cut each year the volume grown. The name given this cut is allow- 
able cut. The present allowable cut for the United States Forest Service is 
about 9 billion board-feet. The Forest Service has predicted that reinventories 
will boost this figure to 13 billion board-feet or an increase of about 44 percent. 
The actual cut for the past few years has been about 7 billion board-feet. It 
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is surely obvious that the forest manager in being denied a basic tool must 
sacrifice efficiency both in quality and volume of actual forest management. To 
almost double the forest manager’s volume of business in timber cutting without 
the assistance of proper main-line access roads is to impose an almost physical 
impossibility upon him. 

The forest manager without funds for adequate access road construction must 
often fit his timber sales program to his road problems rather than on sound 
forest management such as cutting the greatest hazard areas first, the areas of 
most salvage, the areas of least growth and cut his full allowable cut in each 
budget period. 

ROAD COST OR FINANCING 


There are two methods of financing access roads. The method most used to 
date (75 percent by dollar value) is that of timber purchaser construction roads. 
Under this system buyers of Government timber are required to construct roads 
to specific road standards determined on the basis of the single timber sale. 
The cost of constructing the road is estimated by the prospective purchaser of 
the timber and deducted from the value he is willing to pay for the timber. 
Road construction costs are actually a part of stumpage value. 

The other method of obtaining access roads is to construct the roads with 
money appropriated from Congress. Under this system the roads are built with 
an overall development viewpoint with no compromise to fit one individual 
timber sale. Construction precedes timber sales and this main access road be- 
comes the base from which lateral or side development roads will lead to the 
actual timber cutting areas. 

The main-line access roads are generally higher cost roads with standards 
higher than lateral development roads. It is our belief that most main-line 
roads should be constructed by appropriated money to the final planned stand- 
ard of the given road. Lower standard road construction by timber purchasers 
results in the final road costing the United States far more than if the high 
standard was constructed initially. 

Roadbuilding by contract let out for bid by the Government has resulted 
in costs under the engineers’ estimates while our timber purchaser experience 
indicates costs equal or in excess of the engineers’ estimate. The risk element 
in road construction for a timber purchaser is also a factor which tends to 
reduce his bid price for stumpage. 


MISCELLANEOUS 


The recreation use of the national forests is increasing at a rate of about 
5 percent per year. New areas should be continually opened up to provide ade- 
quate areas for recreational development. Areas are and will continue to be 
opened up by roads built by timber, but roads paid for by timber have limits 
to road standards which often are not adequate to handle the additional recrea- 
tion traffic. Also, the best recreation areas along creeks and rivers often force 
the timber road into more costly construction ground. In order to proceed by 
roads paid for by timber the timber sale will have to stand a higher road cost 
or a lower standard road will be built. If the timber is of sufficient quality 
and volume no problem exists, but in getting up to the alpine-type timber with 
lower values it becomes a critical one. 

Counties which have large areas in Federal ownership are faced with an in- 
creasingly serious problem in regards to “in lieu of taxes” payments. The failure 
of Government agencies to sell their full allowable cuts, partially caused by lack 
of access roads, results in a low and unstable source of local revenue. 

Road rights-of-way across private land has been a deterent to proper forest 
management and development in some areas. It is our opinion that if negotia- 
tions between the private party and the Government agency cannot be completed 
within a reasonable time, which in most cases would not exceed 1 year, and 
communities are suffering due to the lack of development or the Government is 
suffering losses by lack of development, the power of condemnation should be 
exercised without further delay. 

It is not the purpose of this brief statement to develop all of the ramifications 
or details of access roads. Records of the United States Government are com- 
plete in detail through various reports by committees, subcommittees, General 
Accounting Office, and other governmental agencies involved. 

In conclusion we wish to strongly recommend to this committee that it recom- 
mend to the Congress that funds now authorized to the construction of forest 
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access roads be not less than doubled and that they also appropriate such funds 
for fiscal year 1959. This capital investment is not a handout but will be more 
than repaid to the United States Treasury in higher returns from the sale of 
Government timber. In addition to being repaid the people of the United States 
will gain more dollars as well as intangible values through better and more 
efficient forest management, better and more efficient forest protection, cheaper 
road construction than by timber sale constructed roads and fulfill an obligation 
to local government by providing proper stabilized revenue. 
Respectfully yours, 


V.M. Howarp, Jr., 
Forester, Portland Manufacturing Co. 

Mr. Howarp. I wish to make only a few comments, Senator. We 
greatly appreciate your time here, and Mr. Stone this morning men- 
tioned in illustrating some other matter that the Clackamas-Sandy 
working circle was an area fairly well developed by access roads. 
I just wish to state the fact that in the past 18 months, 3 timber sales 
with a volume of 50 or 60 million feet were delayed 6 to 12 months 
awaiting completion of roads let by prior timber sales. 

Now if this is an area that is well developed, I think we are reaching 
a fundamental problem here that we are still being held up on timber 
sales, and if it is developed, our ideas of development are certainly 
contrary to one another. 

The other statement I wish to make, which is not included in my 
statement, was on another proposed timber sale when you were talk- 
ing about values, that is. Now a prospective timber sale that is being 
reviewed by the timber sale right now, which we have completed our 
cruise and appraisal of in hopes that it will have been sold some time 
ago, which indicated a road cost of somewhere around $350,000 and 
a stumpage value when you apply the remaining value to the logs of 
stumpage return to the Government in addition to building the roads, 
only around $140,000. In other words, more than twice the value of 
the stumpage for the timber is being put into road development. 

Now this sale may never come up for sale. The Forest Service 
may change it, but it is a prospective sale that has been in the regional 
office and returned to the Pee: 

Senator Gore. What kind of road would this be? Would it be a 
surfaced road, a road bed, well ditched, with bridges, and what kind of 
surface? 

Mr. Howarp. This road job has proposed—the timber sale allowed 
for a lane and a half standard by Forest Service double E construc- 
tion road, which allowed, I believe, for 12 inches of base rock and 1] 
think 6 inches of crushed surface rock with intervisible turnouts and 
adequate ditching and drainage of water. 

Senator Gore. Mr. Wolf? 

Mr. Worr. Is it your point, Mr. Howard, that in these sales that 
you mentioned that because the timber operator had the contract for 
the timber and for the building of the roads that subsequent sales 
could not be made until those first sales were completed ? 

Mr. Howarp. That is 100 percent correct, and had that been an 
access road, the next timber sale would have been sold and put on the 
market. 

Mr. Wo tr. If the Government had built the roads in advance, they 
could have sold all the timber at one time / 

Mr. Howarp. That is correct, and this is in an area which has never 
cut its present allowable cut. We are faced—and you have heard 





FEDERAL HIGHWAYS AND FOREST ROADS 289 


testimony today of the increase in timber, This is at our present 
allowable cut. We are now faced with a situation in the past 10 years 
the Forest Service has doubled their workload in timber cutting. They 
are now faced with the reinventory which is going to double it again, 
and we have not been able, at the degree of work accomplished so far, 
and access roads, manpower, and housing and all the other things, been 
able to keep up to our present point. 

Mr. Wor. Could I ask you one other question? On this other sale 
you spoke of where $350,000 worth of road must be built, is it your 
position that someone bidding on that sale would, in effect, become 
a road builder and incidentally a logger and that you would prefer to 
be a logger and incidentally a road builder ? 

Mr. Howarp. I might cite a fact that is proof of that matter in that 
there is in this same area right now a man who is primarily a road- 
builder who is incidentally logging, and he has been here for the last 
year and a half. He was a new logger, or new road contractor, that 
moved into the area is pri is primarily a roadbuilder 
but is logging saahlesithlies It is very true. 

The only other thing I wish to state, Mr. Chairman, is that I am 
an ex-public forester and am now a private forester and have been, 
and I cannot emphasize too strongly my personal belief, and our 
company takes the same position, that the pay schedule of foresters 
in Government employ is terrifically low. It is a wonder to us that 
they are able to do the job they are doing, and the housing conditions 
which I lived in myself for s severt - years with my family were very 
definitely atrocious in many are Improvements the last 2 years 
very certainly helped but the answer is nowhere near completed. 

Senator Neusercer. I just want you to know for the record, Mr. 
Howard, that both Senator Gore and I, as well as a majority of the 
Members of the United States Senate in this past session of the Con- 
gress, voted for a bill which would have increased the salaries of 
classified employees of the Government by 11 percent, and that would 
have included, of course, employees of the United States Forest Serv- 
ice. The bill was vetoed by the President. 

Mr. Howarp. That is correct, and we understand it and we under- 
stood it at the time, Senator. 

I might mention one other thing just in closing. The Senate bill 
1136 I saw for just 5 minutes this morning. I cannot speak for the 
company at this point. At first glance I believe that we will support 
the bill wholeheartedly, Senator. Thank you very much. 

Senator Neusercer. We hope you will do so. 

Senator Gore. Thank you. 

Mr. Ron Ahern, representing Congressman Ullman of Oregon. 





STATEMENT OF HON. AL ULLMAN, PRESENTED BY RON AHERN 


Mr. Anern. Senator Gore, as a member of the staff of Congressman 
Ullman and in his behalf I wish to weleome you to the State of Oregon, 
and wish that you had a little more time to spend in our State to sat- 
isfy the many curiosities that have been aroused in you today, and to 


you and to Senator Neuberger I want to extend the C ongressman’s 


regrets at not being able to attend this hearing personally. but he is 


in Washington, D. C., and with your permission I would like to read 
his statement. 
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(The statement of Congressman Ullman is as follows :) 


STATEMENT OF Hon. AL ULLMAN 


Chairman Gore, I want to thank you and the members of this committee for 
the opportunity of appearing before you today. The subject which brings you to 
Portland is of crucial importance to the future economy of Oregon, and conse- 
quently I think this committee is to be commended for scheduling this hearing. 
When one recalls that lumbering in Oregon is a billion-dollar industry which fur- 
nishes nearly 63 percent of the State’s manufacturing payrolls, it is not difficult 
to realize the importance of your visit. 

Mr. Chairman, I think it is generally recognized that the key to sound manage- 
ment of our forest lands is an adequate system of access roads. Multiple-use 
management of our forest resources is dependent upon such facilities, for it is 
only through the construction and proper maintenance of these roads and trails 
that we can fully protect, administer and utilize our timber heritage. 

Yet, at a time when sound forest management dictates a forward movement 
and ever-increasing activity in the construction of forest access roads we are 
falling pathetically behind. We are not holding our own because of inadequate 
funds for the construction of these roads. The purpose of 8. 1136 is to remedy 
this deplorable situation through the authorization of an accelerated construc- 
tion program. I am firmly convinced that it is sound legislation and worthy of 
prompt enactment. I might also note at this time that one of the first bills I 
introduced during the present Congress was H. R. 4622, which is identical to the 
Senate bill before this committee today. 

At the present time, in many areas of the Pacific Northwest and throughout 
the Nation, annual cuttings are substantially less than the allowable cut. Timber 
is being lost because of disease, insects, and fire. Extensive forested areas exist 
in the Second District of Oregon, as well as in other areas of the State, which 
remain inaccessible. Trees in these areas are long overripe, growth is lessened, 
and susceptibility to the weakening effects of disease has increased. 

In 1956 it was estimated that the actual cut in our national forest lands was 
over 2 billion board-feet below the allowable cut. During that year the actual 
cut for the State of Oregon was only 83 percent of what sound management 
practices dictated. In one county in my district, Umatilla, the actual cut was 
only 47 percent. The following year in 1957, the actual cut in no county in the 
second district was as great as the allowable cut permitted. 

Mr. Chairman, the result of this situation is not only a shameful waste of a 
great natural resource, it also means an important and immediate loss of revenue 
to many levels of our local and national economy. On the local level, it has 
meant that the counties, which to a substantial extent are dependent upon in-lieu- 
of-tax payments for the support of their schools and roads, bear 25 percent 
of the loss resulting from less than the allowable cut. In one particular in- 
stance, Umatilla County, this loss in 1956 amounted to $154,100 of badly needed 
funds for schools and roads. For the State as a whole it resulted in nearly a 
$2 million loss for county school and road programs. At a time when local 
school boards need every possible source of additional funds for improved 
school systems it is readily apparent how tragic the situation is. 

The financial loss becomes even more striking when we examine the degree 
to which the Federal Treasury suffers when timber which should be cut remains 
uncut. During 1956 the Federal Treasury lost an estimated $7,408,000. I con- 
sider this a needless loss and one which an adequate system of access roads 
would have done much to nitigate against. 

Mr. Chairman, I think these revenue losses make it quite obvious why there 
is a pressing need for an accelerated program of access-road construction. I 
think it should be just as apparent that it is somewhat misleading to speak of 
appropriations for forest access roads as mere expenditures. Essentially, any 
funds used for this purpose are an investment—and probably one of the best 
investments the Federal Treasury can make today. There is no reason why we 
should continue to lose $7% million every year because large forest areas in 
the State remain inaccessible to sound cutting practices. Money spent on this 
program will not only benefit the counties, stimulate the economy of the local 
areas, but will also bring a profitable return to the Federal Treasury. 

A sound system of access roads which would result from this accelerated pro- 
gram would also mean a sounder program of forest management. Not only can 
the full allowable cut be harvested, but also sales can be distributed in each area 
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in accordance with sound forest development. The size of such sales can be 
such that the maximum reforest benefits can be obtained while realizing the 
best income for the Government. Small firms will no longer be precluded from 
bidding, as experience has shown that where there is a proper system of access 
roads the Forest Service has been able to put up smaller sales. A resulting 
better sales program can thus be anticipated with concomitant year-round em- 
ployment in the industry and a better balanced work load for the Forest Service. 
It is my firm conviction, Mr. Chairman, that these benefits can result from the 
program of forest access roads anticipated by 8S. 1136. 

While I believe that the legislation before this subcommittee is sound legisla- 
tion, there is one amendment which I would like to suggest to the bill as it is 
now written. The present practice of permitting purchasers of timber in inac- 
cessible areas of the national forests to deduct the cost of access roads they will 
build from the price paid for timber is not always a sound procedure. It has 
resulted in the Forest Service frequently being forced to market timber in large 
blocks, which has lessened the competition and shut out the small operators, as 
well as lowering the price of timber. 

There is, of course, the economic loss as well. In particular, this adversly 
affects the counties’ in-lieu-of-tax payments where they are figured on the lower 
amount which the operator pays for the timber. Moreover, there is the pos- 
sibility that such roads will not be built in the most desirable locations or best 
standards in the interest of the future value of these forests to the Nation. 

I do not mean to suggest that in no instances purchasers of timber should 
not construct access roads, but I do believe that the more expensive roads should 
be constructed by the Federal Government, and I think that the legislation before 
this subcommittee would benefit from an explicit statement to this effect. Con- 
sequently, I would like to offer the following amendment to section II of S. 1136. 
The amendment would follow subsection A of section IT, and is as follows: 

“In determining which of the above alternative methods will be used for 
securing road construction, the Secretary of Agriculture shall present to the 
Appropriations Committee a request for sufficient funds to insure the construc- 
tion of all roads costing more than $5,000 per mile and all bridges costing more 
than $5,000 each, up to the limit prescribed in this authorization.” 

I think such an amendment will take care of the problems which I have 
raised, and I consequently hope it will meet with your approval. 

Mr. Chairman, I have restricted my testimony exclusively to the need for an 
improved system of forest access roads. I am, of course, fully aware that a 
sound approach to the transportation needs of our national forests is dependent 
upon both an adequate system of forest highways and a sufficient number of 
forest development roads and trails. I realize that no legislation is pending 
before your subcommittee with reference to forest highways, but in closing I 
would like to also stress the need for an expanded program of forest highway 
construction. 

It has been estimated that during the next 10 years a total of $83,423,000 
would be needed to construct the necessary forest highways in the State of 
Oregon. However, unless appropriations for this purpose are substantially in- 
creased, the next 10 years will bring to Oregon for this purpose only slightly 
more than $43 million. Thus we will be faced with a $40 million deficit and a 
resulting inadequate program of forest highways. Additional appropriations are 
desperately needed for this program, and I am hopeful that they will be forth- 
coming. 

Mr. Chairman, may I again thank you for the opportunity of appearing before 
you and again express my appreciation for your visit to our State. 


Mr. Anrern. Disgressing from the written testimony, I would like 
to say that the conclusion of this suggested amendment was drawn 
after a recent tour of the Second District by the Congressman, and 
in several of the counties which are very dependent upon funds from 
the United States Forest Service for the operation of their schools and 
construction and maintenance of roads, the Congressman found ws 
in one county in particular, only 47 percent of the allowable cut wa 
being taken, and consequently this county lost $147,000 in 1 year by 
means of this 25 percent loss. Thank you. 








Se ee 


292 FEDERAL HIGHWAYS AND FOREST ROADS 


Senator Neusercer. I think the record should show, Mr. Chair- 
man, that Congressman Ullman represents the district in our State 
which is composed largely of the great pine growing areas. The Con- 
gressman participated in the discussions with Senator Morse and 
others of us in the Senate which led to the drafting of S. 1136, so 
he has a very direct interest and participation in this bill. 

Mr. Anern. That is right, and, Senator Neuberger, for the informa- 
tion of Senator Gore, the Congressman has submitted a companion 
bill in the House of Representatives. 

Senator Gore. Thank you very much. 

Next is Mr. Charles Brooks, representing Senator Wayne Morse, 
the distinguished senior Senator from Oregon. 

Senator Neusercer. Mr. Chairman, with your permission I should 
like to present for the record before Mr. Brooks testifies, a letter to 
you dated December 3, which Senator Morse has sent. I see that you 
have the letter, so that you will include it in the record. I didn’t 
realize you had it, and Mr. Brooks had sent me this copy, but I 
am sure Senator Morse would prefer to have you include it. 

Senator Gore. Senator Morse’s letter will be printed in the record 
at this point, and the committee will be pleased to hear his representa- 
tive, Mr. Brooks. 

(The letter referred to is as follows:) 


UNITED STATES SENATE, 
COMMITTEE ON FOREIGN RELATIONS, 
December 3, 1957. 
Hon. ALBERT GORE, 
Chairman, Senate Committee on Public Works, 
Senate Office Building, Washington, D.C. 


Dear ALBERT: Senator Neuberger and I are disturbed about a change in the 
forest highway apportionment formula which occurred on November 6, 1957. 
At his suggestion, I enclose for your consideration a copy of my letter of 
December 10, 1956, to the Comptroller General and his reply to me dated 
February 7, 1957. 

As you know, since 1921 the forest highway funds have been apportioned 
on the same formula: fifty percent of the funds are apportioned on an acreage 
basis and fifty percent on the value of the forests. The Comptroller advises 
that in the absence of specific direction to the contrary in the statute, this 
appears to be a reasonable interpretation. I would agree that 36 years of 
consistent application of the formula should not be lightly set aside. 

When the Comptroller General advised me that preliminary estimates for 
new values would disrupt the formula, I assumed, even though I believe that 
Oregon is losing funds, that before any substantial change was made the mat- 
ter would be called to the attention of the appropriate legislative committees. 
I was amazed when both the values and the formula were changed without 
any apparent notification to affected States or to the Congress. 

Oregon’s national forests account for about one-third of the value of the 
national forest system, her forests produce one-third of the revenue, her al- 
lowable cut equals one-fifth of the entire cut, and her forests are being cut in 
a higher amount than are the forests in adjoining States. However, Oregon 
only gets 14 percent of the forest highway money. 

I trust that your committee will make a thorough review of this matter. It 
is my desire that Oregon receive the funds lawfully due her and that the execu- 
tive branch not be permitted to penalize Oregon. There are many formulas 
for Federal programs and Oregon does not begrudge to other States their right- 
ful share of funds. In this one instance Oregon would, and should, receive 
substantially more than other States. Her vase forest assets constitute a 
reasonable basis for a more equitable apportionment of forest highway funds. 
As a United States Senator representing Oregon, I protest the arbitrary and 
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unreasonable action of the Assistant Secretary of Agriculture and the Secretary 


of Commerce in this instance and their failure to consult with and advise the 
Congress. 


With best personal regards, 
Sincerely, 
WAYNE Morse, 
DECEMBER 10, 1956. 
Mr. JosepH CAMPBELL, 
Comptroller General, General Accounting Office, 
Washington, D. C. 

DEAR Mr. CAMPBELL: A question has been raised with me as to whether the 
State of Oregon has been receiving forest-highway money, under the apportion- 
ment formula used by the Forest Service, in an amount sufficient to reflect the 
relative value of Oregon’s national forests. 

Would it be possible for you to advise me of the origin of the formula now 
used, the factors it takes into account, the calculations which provide the figure 
and its relation to the present-day situation. Would you also advise me whether, 
in your judgment, the formula provides a fair representation of Oregon’s share 
of the appropriation. If your conclusion is that the formula is not representative, 
will you advise me whether this is due to a statutory defect or whether the matter 
ean be corrected by administrative action. 

A reply by January 15 would be appreciated. 

Sincerely, 


WAYNE Morse. 


COMPTROLFER GENERAL OF THE UNTTED STATES, 
Washington, February 7, 1957. 
WAYNE MORSE, 
United States Senate. 


DeaAR SENATOR Morse: This refers to your letter of December 10, 1956, re- 
garding the apportionment to the State of Oregon of forest-highway funds. You 
indicate that a question has been raised as to whether that State has been re- 
ceiving such funds under the apportionment formula used by the Forest Service 
in an amount sufficient to reflect the relative value of its national forests. You 
request advice as to the origin of the formula now used, the factors taken into 
account, the calculation which provides the figures and its relationship te the 
present-day situation. Also, you request advice as to whether, in our judgment, 
the formula provides a fair representation of Oregon’s share of the funds and, 
if not, whether it is due to a statutory defect or whether it can be corrected by 
administrative action. 

Funds appropriated for forest highways are apportioned for expenditure in. 
accordance with the provisions of section 3 of the Federal-Aid Highway Act of 
1950 (64 Stat. 787; 23 U. S. C. 23 note), which provides in pertinent part as 
follows: 

“That immediately upon the passage of this Act, the appropriation herein 
authorized for forest highways for the fiscal year ending June 30, 1952, shall be 
apportioned by the Secretary of Commerce for expenditure in the several States, 
Alaska, and Puerto Rico, according to the area and value of the land owned by 
the Government within the national forests therein which the Secretary of 
Agriculture is hereby directed to determine and certify to him from such in- 
formation, sources, and departments as the Secretary of Agriculture may deem 
most accurate. and hereafter, on or before January 1 next preceding the com- 
mencement of each succeeding fiscal year the Secretary of Commerce shall make 
like apportionment of the appropriation authorized for such fiscal year * * *.” 

In accordance with that statute, the Secretary of Agriculture prepares and 
certifies to the Secretary of Commerce annually the data required to compute the 
apportionment, consisting of tabulations prepared as of June 30 showing the net 
acreage and value of national-forest lands in each State. The method to be 
used in determining such acreage and value is in the discretion of the Seretary 
of Agriculture. While the statute does not specify the relative weight to be 
accorded area and value in the apportionment, the Secretaries have agreed to 
apportionment of the appropriations, half on the basis of area and half on the 
basis of value: that is, one-half is apportioned in the ratio that the area of 
national-forest land in any State bears to the total area of such land in all States, 
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and the remaining half in the ratio that the value of national-forest land in any 
State bears to the total value of such land in all States (23 CFR 15.2). In the 
absence of specific direction to the contrary in the statute, this appears to be 
a reasonable interpretation of the formula. 

The certification of the acreage of national forest lands in each State is 
made from the land status records of the Forest Service. These records are 
revised annually and provide a firm base for the area certification. We do 
not believe that any question need be raised regarding this portion of the 
formula. 

The certifications of value, however, are necessarily estimates. Our review 
discloses that the values used by the Department of Agriculture lack geo- 
graphical equalization and uniformity and, hence, are not wholly suitable for 
use in connection with the equitable distribution of forest highway funds. The 
western national forests were acquired in major part through segregation of 
the public lands by act of Congress rather than by purchase and their estimated 
value was established in the 1920's on the basis of the forage and mechantable 
saw timber they contained at that time. Most of the eastern national forests 
were acquired a few years later through purchase and their valuation is largely 
represented by the purchase price. These basic estimates are revised period- 
ically to account for changes in land ownership. The Forest Service increased 
the national forest values in 1953 from about $1.1 billion to about $2.3 billion. 
While this increase modernized the total value somewhat, it was obtained 
through a uniform percentage expansion of the former values and the geo- 
graphical inequities remained. 

The Forest Service considered the field-appraisal method of determining 
the value of national forest lands a number of years ago but rejected it because 
of its high cost. It was estimated at that time that about $1.5 million would 
be required to make such an appraisal, with additional substantial amounts being 
required to maintain such valuations on a current basis. Such an appraisal 
today would undoubtedly cost considerably more. In addition to the cost objec- 
tion, some Service officials expressed doubt that field appraisals would produce 
values wholly suitable for use in the apportionment of forest highway funds. 
They indicated that appraisal of national forest lands is especially difficult since 
they cannot be directly compared with private holdings because of their extent 
and use. 

An alternative method for establishing national forest value is one based 
upon income produced. Property and asset values in numerous fields have 
been based either directly or indirectly upon the income produced by them. 
Under this method, the valuations used in the apportionment formula would 
be based upon the annual income produced by the forests in each State or 
Territory. The use of such method would not require costly field appraisals 
and would permit the apportionment of funds upon readily obtainable current 
data without increasing administrative expenses. Since the current statutory 
formula requires the use of value but does not specify any particular method 
of determining value, this method could be adopted by administrative action 
without necessitating a change in the statute. We suggested this method to 
the Forest Service, but it has not been adopted. 

The following schedule shows a comparison of 1958 forest highway funds 
which Oregon will receive under the apportionment formula using present Forest 
Service valuations, and funds which would be received if forest values based 
upon income were substituted in the formula. 


Percentage 
of total 


Description Total Oregon 





} 
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Present method: | | 
Net area of national forests June 30, 1955 . | 180, 742,749 | ~~ 14,819, 518 | 8.2 
Forest Service valuation of Government lands in | 

| $2, 268, 549,840 | $439, 002, 909 


national forests June 30, 1956___._- at 19.4 

1958 apportionment based on area and Forest Service | | 
Wine 608k csi eareth a o3 ai5-6 de-el $30, 000, 000 | $4, 132, 640 | 13.8 

Alternate method: | 
Net area of national forests June 30, 1955__- wy. | 180, 742, 749 | 14, 819, 518 | 82 
National forest income for fiscal year 1956. _........____- |} $111, 739, 132 | $37, 691, 268 33.7 
Apportionment based on area and fiscal year income ___-| $30, 000, 000 $6, 289, 500 21.0 

| 


| 








1 Certified by the Secretary of Commerce Aug. 1, 1956. 
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We are unable to express an opinion as to whether the State of Oregon is 
receiving its fair share of forest highway funds under the present statutory 
formula. Obviously, Oregon is receiving its proper share as determined on the 
basis of its national forest acreage and value as certified by the Secretary of 
Agriculture. Whether that share is a fair share under the formula clearly 
depends upon the accuracy of the present valuation determination. As indi- 
cated above, there are geographical inequities in the present valuations, but 
whether a more accurate appraisal of the national forest lands would result 
in an increase or a decrease in Oregon’s share cannot now be determined. 

Presumably, an actual field appraisal of the national forests would result in a 
more equitable apportionment of forest highway funds among the States within 
the framework of the present formula. However, as indicated above, Forest 
Service officials believe that the additional costs involved in such an appraisal 
would not be justified by the results to be obtained. 

The Department of Agriculture has advised us that it recently submitted pre- 
liminary estimates of the fair market value of national forest lands reserved 
from the public domain to the Government Operations Committee of the House 
of Representatives. These estimates were based on the commercial value of 
the lands and timber for private enterprise, assuming that all of the lands were 
marketable. The Department stated that while the new estimates are strictly 
preliminary, do not include the value of acquired lands, and were made by re- 
gions, not by States, they do indicate that the existing pattern of apportionment 
of forest highway funds would be greatly disrupted if these new value esti- 
mates become the basis for certification. 

Also, the Department of Agriculture stated that the current valuations do not 
correlate very well with the need for improvements of forest highways in the 
various States and presented the following comparative table as an illustration. 

————— 
Percent of | Percent of 
State apportioned | forest high- 
| apportioned | way needs 


California. _- 


Po | 


14.3 7 
Colorado. - 7.2 6.4 
Idaho- . _ .- 10.1 | 6.0 
Michigan___- 1.1 | 10. 6 
Oregon. . 13.7 | 6.3 
Virginia. 7 7.3 





However, we believe it should be pointed out that the present formula is not 
based upon needs, and if it is desired that these funds be apportioned on the 
basis of need the statute must be changed. 

The Department of Agriculture further states that in view of the difficulties 
and costs of establishing accurate and up-to-date values for national forest lands, 
the Forest Service and the Bureau of Public Roads are giving further study to 
the problem of allocating forest highway funds with a view to determining the 
desirability of recommending changes in the basis for allocation. 

We hope that the above will serve the purpose of your inquiry. 

In accordance with the request of Mr. Merton Bernstein of your office, six 
copies of this report are furnished herewith, 

Sincerely yours, 
JOSEPHE CAMPBELL, 
Comptroller General of the United States. 


STATEMENT OF CHARLES BROOKS, REPRESENTING SENATOR 
WAYNE MORSE, OF OREGON 


Mr. Brooks. Thank you, Mr. Chairman, Senator Neuberger. I 
think you will also be pleased to note that I am not going to read a 
statement. I am going to make a very few brief remarks. 

Senator Morse had had on his itinerary for some time an Oregon 
visit so that he could be here personally to greet his distinguished ¢ col- 
league, Senator Gore, and help Senator Neuberger in making your 
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visit pleasant here. As you know, but I don’t know that the record 
shows this and I would like the record to show that the reason that 
Senator Morse is not here today is that the majority leader, Senator 
Lyndon Johnson, has appointed him Chairman of the American dele- 
gation to the Commonwealth Parliamentary Association meeting at 
New Delhi, where he is at the present time. Were it not for th: at, he 
would have been here, and I appreciate Senator Neuberger kindly 
offering to introduce the letter in the record. We did not know 
whether it had caught up with you at this time. And thank you for 
your time. 


I know it is late and I appreciate your being in this town and in 
Oregon, and I hope your stay is very pleasant. 

Senator Gore. Thank you. I hope you will convey to Senator Morse 
my personal disappointment in missing him. I said earlier that I 
knew of his interest in this hearing and in the subject matter of the 
hearing, but understood and appreciated the necessity for his absence. 
He is on an important mission. There is no area in the world more 
critical, in my opinion, than the area in which he is visiting now, and 
there are few, if any, men in the United States Senate, or out, who 
can do a finer job, who can be a better ambassador of good will, toler- 
ance and understanding, who can better build friendship for us in 
that area than can Senator Morse. So that, though absent today, I 
know that he is upon an important mission. 

Mr. Brooxs. Thank you, Senator Gore, and I will be very pleased 
to take that message. Thank you, Senator Neuberger. 

Senator Neusercer. I just want to say, I know that Senator Morse 
will appreciate those very generous comments from you, Mr. Chair- 
man, and I w ish to add that not only does Senator Morse have a great 
interest in this problem, but his Oregon spokesman and repr esentative, 
Mr. Charles Brooks, who is here today, is a resident of the Fourth 
Congressional District, the largest timber-growing and lumber-pro- 
ducing district in the United States, and Mr. Brooks himself has 
been very active in trying to help solve these critical problems. So I 
think we have a very fine representative of Senator Morse as well as 
Senator Morse’s own personal interest in this question. 

Mr. Brooks. Thank you, Senator Neuberger. 

Senator Gore. Thank you. 

Senator Nevpercer. Mr. Chairman, County : ommissioner Robert 
W. Straub of Lane County, who has been a leader in the county 
commissioners’ organization and has been very cae concerned with 
timber problems, had intended today to testify here personally. Un- 
fortunately, Mr. Straub is ill with influenza. He has expressed his 
personal regrets and apologies to you, and I would like to make the 
request for him that at this point in the record his statement on this 
question of timber access roads appear as though Mr. Straub had been 
able to be with us and testify personally. 

Senator Gore. That will be done. 

(The statement referred to is as follows :) 


STATEMENT OF RoBerT W. STRAUB 


My name is Robert W. Straub. I am a county commissioner from Lane 
County. This testimony is submitted as an example of the effect on 1 forest in 
1 county of inadequate access roads. Most of the conclusions are based on 
results derived from the H. J. Andrews Experimental Forest located 50 miles 
east of Springfield in Lane County conducted by the Forest Service. 
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The value of 2 billion board-feet of prime old-growth salvage timber is being 
lost to rot and decay because of the lack of an adequate access-road system 
in the Willamette National Forest. This extravagant and wasteful condition 
does exist now and will continue to exist and these values will continue to be lost 
until these forest lands are served by an access-road network approximately 5.2 
miles per section of land. 

These values being lost on just one of the many forests in the national forest 
lands by conservative figures represent a loss to the Federal Government of at 


least $30 million, and a loss to the people of Lane County of approximately 
$10 million. 


The schools of Lane County are losing $2% million because of this lack of 
access roads preventing prudent salvage logging operations in the old-growth 
fir acreage of the Willamette National Forest. Since these roads all will have 
to be built eventually at the time of green-timber sales this represents a total 
net unrecoverable loss. The schools, hard pressed in Lane County for funds 
since the war to house and educate children, could advantageously and efficiently 
use this lost $24% million of revenue. The people of Lane County whose homes 
have been mortgaged and futures obligated in order to provide needed funds 
for the schools and the roads of the communities in a county, over 50 percent 
of the land area being federally owned, feel that this $10 million which is 
being lost to us through the lack of access roads would not have been lost 
if Congress 10 years ago had shown the same concern for access roads as is 
being shown now by the distinguished members of this committee. 

This is what the lack of access roads in one county of Oregon means in terms 
of dollars permanently lost, both to the Government and to the counties. These 
figures and conclusions are based on findings made at the H. J. Andrews Ex- 
perimental Forest located in Lane County. Sale of salvage timber on a 285-acre 
tract in 1955 in this experimental forest recovered stumpage values of $185 
per acre. There are approximately 500,000 acres of similar old-growth fir tim- 
her in the Willamette National Forest. Based on a very conservative figure of 
$SO0 per acre or less than one-half of the recovered values on the experimental 
tract in the H. J. Andrews Forest we arrived at amounts of loss of $40 million 
in this 1 forest. Using SSO per acre rather than the $185 should adequately 
reflect reduced stumpage values now as against 1955, and should allow for 
rocky slopes and inaccessible areas on which salvage logging could not be 
conducted. I wish to emphasize that these values recovered are for timber 
lving on the forest floor and slowly rotting and wasting away. In these values 
recovered mone of the green timber is included or disturbed. 

It was work done on this forest by the Forest Service which demonstrated 
the need for 5.2 miles of access road per section to properly harvest and manage 
these forest lands. The amount of access roads in the Willamette National 
Forest at this time is two-thirds of 1 mile per section or approximately 12 
percent sufficient. 

There are 1.560 sections of manageable forest lands in the Willamette Na- 





tional Forest. 3ased on an average of 5.2 miles per section the road need 
is 8,112 miles. Existing roads are 1,000 miles. This leaves a road deficiency 
of 7,112 miles. Based on an average roadbuilding cost of $25,000 per mile it 


will take an investment of $177,800,000 to supply the access roads that full 
management of the Willamette National Forest requires. The current rate 
of expenditure for access roads in this forest is less than $3 million a year. It 
can clearly be seen that the rate of expenditure must be greatly accelerated. 
We need a vast increase in money, both from timber Sale sources as well as 
Federal appropriations. 

As a county commissioner of Lane County in which the bulk of the Williamette 
National Forest is located, I wish to declare my full support for Senate bill 
1136, and urge its speedy passage. Inadequate though $50 million will be, it 
is an improvement over the $27 million currently authorized. 

The discovery of greatly increased inventory on Federal forest lands will in- 
crease urgently the need for additional funds for personnel, housing, and more 
access roads. All familiar with the problem recognize the wisdom and the 
economy of giving the Forest Service the moneys needed to manage these forest 
Innds in a manner already prescribed by Congress. 


Senator Gore. I have one more gentleman who requested to testify, 
Mr. J. A. Worthington. 
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STATEMENT OF J. A. WORTHINGTON, CHAIRMAN, BOARD OF 
COUNTY COMMISSIONERS, CLARK COUNTY, WASH. 


Mr. Worruineton. Senator Gore, Senator Neuberger, Mr. Chair- 
man, I am chairman of the Board of Clark County Commissioners. 
We are ere neighbors to Multnomah County and, of course, 
our problems are mutual. 

Senator Gorr. I have had the pleasure of visiting in your town last 
year. 

Mr. Worrurneron. I have a letter from Congressman Warren G. 
Magnuson; he isa very good friend of mine. 

Senator Nerusercer. That is Senator, do you mean, or Don 
Magnuson ? 

Mr. Wortutneton. Don Magnuson. In regard to your committee 
hearing, as we are neighbors and the next hearing will be held in 
Seattle, I answered his letter and I didn’t get an answer back in time 
to your committee. 

go I would like to present arguments in favor of S. 1136, which I 
gave a copy to Mr. Wolf, and I also have a few comments here. 

It was brought out—maybe it would be helpful in this estimate of a 
tree. One tree, one peeler log I might say, one large one, is worth a 
thousand dollars, and that one tree will have approximately six to 
seven thousand feet of timber which, when sawed into lumber, would 
build one medium-sized home. 

The problem of all these salvage logs, beetle kill, that is just 1 
example, that 1 large peeler log. 

Mr. Magnuson and Mr. Stone and a group of Portland chamber 
officials, we made a tour of southwest Wackinatan up the Lewis River, 
and we are greatly interested in that area. I saw in the paper this 
morning where the committee had increased 10 percent, were going to 
build 5 more miles of road, which is going to be a great help to south- 
western Washington, as well as this area. 

And, as chairman of the board of county commissioners, I would 
like to endorse your 8.1136 and hope we have an early passage. Thank 
you. 

Senator Gore. Thank you. 

(The prepared statement of Mr. James Worthington is as follows :) 


ARGUMENTS For S. 1136 


1. This will enable the Forest Service to do a better job of long-range 
management. 

If the Federal Government builds timber access roads, it will have complete 
control over their costs, location, and quality. Proper planning of these roads 
helps with fire control, removal of overripe timber, and with bug and disease 
control. It helps control cutting, by making. more timber accessible, thus helping 
to insure a sustained yield from our Federal forests, most of which are difficult 
to reach. This bill would help reduce overcutting of privately owned lands by 
making the Federal timber available to more companies at better prices. If 
our Federal forests are not made more accessible, we are in danger of losing 
them through improper cutting, fires, and pestilence. 

2. Under present operating procedures, we are not getting the most out of our 
Federal! forests. 

The Forest Service estimates that our annual losses of raw timber in national 
forests, simply because we do not cut it, have been as much as $20 million in 
recent years. This is because we are not taking the maximum allowable cut 
out of our national forests. In 1956, the maximum allowable cut was 9,018 
million board-feet, but only 6,907 million board-feet were taken out. In 1957. 
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we cut 6,973 million board-feet, while the maximum allowable cut was much 
higher than that, 9,892 million board-feet. This undercutting has been going on 
for years, mostly because it is too difficult to reach much of this timber at a 
reasonable price. Thus, we are losing considerable timber and creating greater 
fire threats through overripe, uncut timber. 

3. We presently do not get the highest possible prices for this Government- 
owned timber. 

(a) Bidding on timber is frequently limited. Because of the fact that much 
Federal timber is in rough terrain, the job of building access roads by the pur- 
chaser of the timber is limited to large companies which have roadbuilding 
equipment and frequently only one firm bids on the job. A better system of 
access roads would open this timber to more competitive bidding, and, therefore, 
better prices for the timber. 

(b) Costs of roadbuilding, when the roads must be built by private timber pur- 
chasers, are taken into consideration when a bid is made for timber stands. The 
Federal Government has no assurance that these roads will be put out for bid or 
whether the timber company itself will build the road. The costs of this road, 
which must be absorbed in the total purchase price, frequently are much higher 
than if they had been put up for bid. The Federal Government pays for con- 
struction of the roads, regardless of how they are built, but by including the roads 
in the bid for the uncut timber, this price is frequently much higher than is ab- 
solutely necessary. 

4. Multiple-use advantages are reduced. 

Since the Federal Government has less control over roads built by private tim- 
ber contractors, the multiple-use value of forests and roads are reduced. When 
privately constructed, roads are designed to handle the job of getting the timber 
out of the forests and to the mills. The fire control, recreational, and long-range 
future-use value of such roads cannot be considered. A well planned and care- 
fully controlled system of access roadbuilding would provide our Federal forests 
with good roads for future and continuing forest management. Costs of such 
roads are justified through these factors alone, but at the same time, they would 
open our timber stands to more contractors for competitive bidding. 

5. Local school districts need the financial help they receive from these Federal 
timber stands. 

Local governments receive 25 percent of the total purchase price of timber 
in lieu of taxes on forests. These payments are used for school construction. If 
the Government is not taking the full allowable cut from these forests, our school- 
children are being shortchanged. Since these lands technically belong to our 
schoolchildren, the continued good management of them will be a major factor 
in the type of schools we provide them with in the future. High timber is going 
to waste because it cannot be cut before it becomes overripe and diseased. Each 
tree that is wasted is money taken from local schools. This would be one way 
to help alleviate the critical classroom shortage. As we fail to get full value 
and the highest possible price for the timber, we also cut down on the share our 
local districts get from this timber. 

6. Congress intends to build these roads. 

There is ample evidence to show that it is the intent of Congress to build these 
roads. In 1954, the Congress increased the access roads appropriation from 
$22,500,000 annually to $24 million and in 1956, this was raised from $24 million 
to $27 million. This bill is a far-reaching plan for $572 million for the next 13 
years, 


CONGRESS OF THE UNITED STATES, 
HOUSE OF REPRESENTATIVES, 
Washington, D. C., December 2, 1957. 
Mr. JAMES WORTHINGTON, 
Board of County Commissioners, Room 208, 
Clark County Courthouse, Vancouver, Wash. 


DEAR Mr. WorrTHINGTON: Later this month, the Gore subcommittee of the 
Senate Committee on Public Works will be in the Pacific Northwest to conduct 
hearings on 8. 1136, a measure expanding the construction and maintenance of 
timber access roads serving national forests and Indian reservations. 

I feel this legislation, if enacted, will enhance sound forest management and 
increase the return from timber sales by opening the door to greater competition. 
A second and equally important consideration is that it will increase the funds 
available for local school construction in the years to come. 
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Enclosed is a copy of the bill for your examination, together with a statement 
outlining what it is designed to accomplish. 

Because I am deeply interested in the passage of this measure and have in- 
troduced a companion bill in the House, I am calling your attention to the hear- 
ings in the event you wish to testify. I feel that your knowledge of our resources 
and the needs of our State will be most helpful to the committee. 

The hearings are scheduled for Portland, December 11; Seattle, December 12: 
and Lewiston, December 13. If you wish to testify at one of them, please let me 
know or advise the committee. 

Sincerely yours, 
Don MAGNUSON, 
Member of Congress. 

Mr. Worruincron. I have with me a gentleman, past president of 

Western Washington Farm Forestry Association, Mr. Brown. 


STATEMENT OF H. DORN BROWN, SALES REPRESENTATIVE, 
FRED W. HARDISTY C0., INC., VANCOUVER, WASH. 


Mr. Brown. Thank you. Just for the record, in 1952 you mentioned 
this law was to work in all 48 States. While I was a member of the 
committee and this former group, there have been 600 members on 
the west side of the mountains in Washington, and the Western For- 
estry Association committee went to Congress and when the Comp- 
troller could have made available through the banks to loan on forest 
timber lands, he wouldn’t do it, so we had to go to Congress and put 
it through Congress, and it was passed in 1953 and it was instituted in 
the States of Oregon and Washington here of the timbermen and it 
works in all 48 States. In other words you can get loans on forest 
lands. 

The erying shame at the present time is that in this area that Mr. 
Worthington mentioned, there are about 200 million board-feet of 
beetle-killed timber in there: on a 5-year period it will cost approxi- 
mately $5 million to build a road in and i in the 5-year period we will 
bring back $15 million. In other words, it’s 2 to 1 of throwing money 
away that we don’t salvage, and every year it is just depreciating on 
us and I think that our biggest trouble is here there isn’t enough of us 
in the West to represent and show this money depreciating right out 
from under us, and you don’t realize it until you can go right into the 
timber and see this happening. 

But it is cash today but tomorrow it is gone; and your bill is very 
much appreciated. The only trouble is it isn’t $100 million instead 
of $50 million, because it would pay itself back 2 times over and it 
would develop the west coast at the same time. 

In other words, I don’t think our roads will pay themselves out on 
the timber taken out, but then we have all the scenic and all the rest 
of the things that the road is still in use for after the timber is gone 
and salv aged and the road is paid for, so it really is no liability to 
the Federal Government at all. But I meant to get that over to you. 

A lot of eastern Congressmen, it’s not easy, I mean. That is, I 
would say, your biggest fight, but I would bring back again that 
Oregon and W ashington here have put a bill through Congress to 
salvage timber. It will work in Maine; it will work in the South: 
it will work all over the country, and our timber is something that we 
live on here and we want to keep it because when these trees die, the 
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area that they are taking up, new trees could be growing for the next 


generation, and we are making a bank account all the way through. 
Thank you. 


Senator Gore. Thank you very much, 


Are there any other witnesses who wish to testify? The committee 
is here to hear all who desire to be heard. If there are no more, the 
Chair will recognize Senator Neuberger. 

Senator Nevsercer. Thank you, Mr. Chairman, 

Mr. Chairman, Mr. W endell Halseth of Breitenbush Hot Springs 
desires to file a statement later on. I would like to ask your permis- 
sion to include in the record a very pertinent article on conservation of 
natural resources which appeared in the New York Times on Decem- 
ber 9, by, Mr. Richard Rutter, which pertains very directly to the 


subject of the heari ings you are holding in the Northwest, Mr. Chair- 
man. 


Senator Gore. All requests will be included. 
(The article referred to by Senator Neuberger is as follows :) 


DANGEROUS DECLINE FOUND IN UNITED STATES NATURAL RESOURCES 
(By Richard Rutter) 


America is living dangerously. Every time a car is driven, a coal fire is made, 
a meal is cooked with natural gas, a tin can is thrown away, something is gone 
forever. That something is a bit cf a natural resource. 

Day by day, year by year, the bits add up to an enormous drain on supplies 
of vital raw materials. 

The survival of the Nation is involved. An assured supply of iron ore, 
petroleum, natural gas, metals, coal and a host of other materials is essential to 
the strength of the American economy. Without these, the great industrial ma- 
chine would come to a halt. It would be impossible to match or excel the Soviet 
Union’s dramatic technological advances. The national security would vanish 
overnight, the standard of living would collapse, and the United States, as we 
know it, would be no more. 

Some highly important questions are thus in order : 

What is the natural resources situation of this country? Are we self-sufficient? 
Are we faced with critical shortages? Can new sources be found and developed? 

The picture is not very bright 


SUGGESTIONS NEGLECTED 


Five years ago, President Harry S. Truman set up a Materials Policy Com- 
mission headed by William S. Paley, chairman of the Columbia Broadcasting 
System. It made a worldwide survey of key raw materials, with particular rela- 
tion to the needs of the United States. The Commission’s voluminous report 
made gloomy reading. It noted soaring demand, growing shortages, rising costs, 
the danger of a cutoff of supplies in wartime. 

The Paley group made numerous recommendations for alleviating the situa- 
tion. Apparently, few have been implemented. 

Five years later, many of the same problems remain. In some areas there has 
been improvement; in others, deterioration. 

The United States stands in a special position. It has less than 7 percent 
of the world’s population and 8 percent of the total land area. Yet it consumes 
almost half of the free world’s entire volume of materials. And the rate of 
that consumption is constantly rising. 

In the first half of this century, for instance, the amount of bituminous coal 
consumed annually rose 244 times, that of copper 3 times, iron ore 3% times, 
natural gas 26 times and crude oil 30 times. America’s industrial might was 
emerging and the need for materials was almost insatiable. 
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UNITED STATES IMPORTS INCREASED 


All of this took its toll. Over the same half century, the United States 
shifted from being a have to a have-not nation in natural resources. It became 
the world’s largest importer of copper, lead, and zinc. Imports of iron ore and 
petroleum were greatly increased. Today, there are just two metals—magnesium 
and molybdenum—in which the Nation is not at least partly dependent on for- 
eign supplies. 

Further, this dependency is bound to grow—if nothing else because of a grow- 
ing population estimated at 220 million by 1975. A conservative projection of 
the gross national product—the total output of all goods and services—puts it 
at close to $600 billion in 1975. To achieve this will require doubled and re- 
doubled supplies of many materials. 

Run down the list of the 26 most important materials ranging from antimony 
to zine. The 1975 outlook: the United States dependence on foreign sources 
will range from 100 to 25 percent. All supplies of such minerals as chrome, 
corundum, industrial diamonds, graphite, quartz, nickel and tin will have to come 
from overseas. As a matter of fact, that is largely the situation right now. 
Vanadium is the only mineral on the list in which our domestic supply is expected 
to keep up with a rising demand. 

But will foreign supplies prove sufficient? The consensus among experts is 
that, at present, there are no critical shortages. The same consensus is that 
such shortages are inevitable if the present rate of consumption is maintained— 
let alone stepped up. For instance, more than 2% million tons of 30 leading min- 
erals including coal, iron, copper, lead, zinc, magnesium are mined annually 
throughout the free world. This amount can never be replaced; once removed 
from the earth, it is gone forever. 


NO EXACT FIGURES 


It must be noted that there are no exact figures on worldwide mineral re- 
sources or just how much is being consumed. Even in the United States where 
more emphasis has been placed on conservation than in any other country, only 
intelligent guesses are available. But there is no doubt about the extent at 
which irreplaceable raw materials are being depleted. In the first half of this 
century, the amount of mineral products consumed far exceeded that during the 
entire preceding period of man’s existence on earth. 

There is the problem of getting the materials from their sources to this coun- 
try in a conventional war (ruling out the cataclysmic prospect of a nuclear- 
missile war). The free world’s lifelines are long and exposed. In a 7-month 
period in World War II enemy action destroyed 22 percent of the fleet bringing 
aluminum ore to the United States. 

Turkey is our chief source of chrome. We get copper from Africa and the 
west coast of South America, tin from the Far East as well as Bolivia. Petroleum 
comes from upper South America and the Mideast, iron ore from Liberia and 
Labrador. Only military strength can keep the trade routes open. 

But to return to the long-range supply situation. Is the outlook hopeless? 
No. Many things can be done, and some are. 

The most obvious is to develop and expand those all-important foreign 
sources. America’s foreign aid program has accomplished a good deal in this 
direction. So have such organizations as the International Bank for Recon- 
struction and Development (World Bank), the Export-Import Bank and the 
International Finance Corporation. Private investment is far from least and 
it is noteworthy that the flow of dollars overseas has been steadily increasing. 

Much can also be done back at home to at least partly offset dwindling 
reserves. 

WASTE IS ENORMOUS 


The sheer physical waste of resources is enormous. About 50 percent of 
commercial grades of coal are left in the ground during the process of mining. 
More than half of the petroleum in a pool is never recovered. Enough natural 
gas is wasted each year to supply the needs of millions of homes. New tech- 
niques are being developed that will ultimately reduce these losses. 

Many assume that the United States has been just about “explored out.” 
Not so. Only a few year ago available geological maps covered about one-tenth 
of the country. Topographic maps covered a fourth of the land area. There 
were more than 116 million acres of unsurveyed territory in the public domain. 
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It’s generally agreed that undiscovered mineral sources may well be far greater 
than those already found and exploited. 

There is the makings of a trend toward using lower quality resources. 
Taconite (iron-bearing rock) is beneficiated to yield iron ore. Clay can replace 
bauxite in making aluminum. Magnesium is being recovered from sea water. 

Only a comparative handful of known minerals play a part in modern 
industry. Technology eventually, no doubt, will find uses for many of these 
untapped materials. Silicon, for example, is the most abundant metal in the 
earth’s crust; its industrial application is still very limited. 

Meanwhile, synthetic materials are coming to the fore. Plastics, artificial 
fibers, manmade rubber are in themselves major industries. 

More use can be gotten out of the present materials by reclamation. It’s 
almost impossible to overestimate the potential of scrap of all kinds. The steel 
industry is the prime case. But reclamation methods are still pretty much 
hit or miss. Here, too, technical advances are expected. 

All of these approaches add up to a form of conservation—not conservation 
in the way soil and forests are replenished and protected, but conservation 
effected by stretching out available supplies. 

So there it is—the problem and the possible solution. The world’s natural 
resources are not limitless and in this country they are rapidly being depleted. 
But man’s ingenuity has solved many great problems. This one, it is to be 
hoped, will be no exception. 


STATEMENT OF SENATOR RICHARD L. NEUBERGER 


Senator Neupercer. I have a very brief statement of my own in 
connection with an editorial which appeared on this subject in the 
Oregon Statesman, of Salem, Oreg., on Tuesday, December 3, 1957. 
The editor of the Statesman is Charles A. Sprague, former Governor 
of Oregon, during whose administration most of Oregon’s present 
forestry conservation code was enaced into law. Mr. Sprague has 
been a leader in conservation and forestry development matters in 
Oregon during most of his adult life. 

Personally I do not wholly concur with his view that Congress will 
not appropriate the additional sums needed to develop a complete 
a of forest-access roads. However, Mr. Sprague has advanced 
an important point of view, and I think that it deserves recognition 
in the record of these hearings. 

The editor observes, speaking of timber-access roads, that “We can’t 
expect Congress to appropriate money in the amounts needed to push 
these roads to early construction.” 

I think the pople here know that hearings do not build roads, but 
the people in Oregon also know that the distinguished chairman of 
this subcommittee has done yeoman work to advance the construction 
of a modern highway network in this Nation on a sound basis. We 
in Oregon have every right to be pleased and gratified that, almost 
on the eve of Christmas, Senator Gore has taken himself away from 
his home and family to travel all the way out here. He has traveled 
all night on a plane to get to this hearing. We can be certain Senator 
Gore is not out here because he is convinced we don’t need access 
roads. We have every right to expect he is favorably inclined to the 
need, and the number of excellent witnesses here today attest that we 
are reciprocating his interest. 

The Public Works Committee is the one which can authorize these 
needed timber roads, and Senator Gore’s presence is proof positive 
that your Congress is interested. 

While I am inserting this editorial in the record, I also want it to 
show that we make progress in this Nation because we have people 
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like Senator Gore and those who will testify and work to do something 
constructive. 

Senator Gore. The editorial will be included in the record. 

(The editorial referred to is as follows :) 


[Statesman, Salem, Oreg., December 3, 1957] 
LOssES REPORTED ON UNSOLD TIMBER 


A press release from the Washington office of Senator Neuberger states, on au- 
thority of Senator Gore, of Tennessee, that Oregon’s economy lost $30 million in 
Wages and services last year because the full allowable cut was not harvested 
from the national forests in this State. This means, says the Oregon Senator, 
that the Federal Treasury lost $8 million and the counties $2 million. What we 
must do, according to Neuberger, is to speed up construction of access roads to 
open up the stands of timber in these forests. 

To accept these figures of “losses” requires acceptance of certain assumptions : 

1. That the additional allowable of 400 million board-feet would have been sold 
without forcing down the price. 

2. That the offer of that much additional stumpage would not have induced 
owners of private timber to reduce the cut on their own lands. 

3. That the loss cannot be made up by later increases in sales volume or by 
later increases in selling prices. 

These are imponderables. They cannot be reduced to figures because they call 
for exercise of judgment rather than for mathematical computation. Hence, the 
losses claimed can’t be accepted as dependable. 

A great deal of concern has been manifest over the failure to harvest the 
annual allowable cut in our Federal forests. But those who complain never 
mention that privately owned timber is being harvested at a rate probably much 
in excess of annual growth. From a resource standpoint we need to reckon on 
the total volume of our commercial forests, not a segment of it. Undercutting in 
one part may be offset by overcutting in another. 

Another factor obtrudes, and that is that the failure to harvest all that is 
allowable is due in part at least to the recent increase in estimates of what 
is allowable. And this stems from a revision of standards on what is salable 
timber. Naturally, it takes a little time to readjust sales program to the revised 
inventory. 

Emphasis is put on the need to cut over-ripe and diseased timber, to get it out 
of the way so vigorous new growth may start. That is important. On the other 
hand, we must remember that the reserve of timber in the national forests is 
our largest remaining stand of virgin timber, and that it must carry our economy 
through until new forests are ready for harvest. It would, of course, be to our 
long-run advantage to cut more of the virgin timber and lay off from cutting 
second growth, but many of the small mills doing the latter are not interested in 
bidding on the more remote national forest timber. 

We do need to construct roads into our timberland for purposes of good manage- 
ment. However, the cost for a full network would run far into the millions 
of dollars. One road alone built by the Bureau of Public Roads into the Smith 
River basin cost around $5 million. We can’t expect Congress to appropriate 
money in the amounts needed to push these roads to early construction. Either 
we must continue to have operators build roads, receiving credit for the cost on 
their timber purchases, or work out some other plan of road financing. When 
the roads are in, sales can be governed by normal factors, such as the urgency 
for harvesting particular tracts, the demand for the market and the averaging 
of sales volume to allowable cut over a term of years. Just to parrot that we 
must cut a fixed quantity each year based on what is at best a rather loose 
inventory is hardly realistic. 


Senator Gorr. If there is no more further testimony, I would like 
to express my own appreciation to each of you who have testified and 
to all those who have been in attendance and listening. The hearing 
has been informative for me and interesting. I have enjoyed the visit. 
Thank you very much. 

The committee hearing will be closed. 

(The hearing was recessed at 4: 15 p.m.) ( 
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(Additional statements presented to the committee are as follows :) 


RESOLUTION No. 273 


Whereas the commissioners of the port of Vancouver are in regular session 
assembled at their office at Terminal No. 2 in Vancouver, Clark County, Wash. ; 
and 

Whereas they have been discussing the construction of a second interstate 
bridge over the Columbia River between Clark County, Wash., and Multnomah 
County, Oreg., directly connecting the cities of Vancouver, Wash., and Portland, 
Oreg., and which bridge will become a part of United States Highway No. 99, 
which runs in a general northerly and southerly direction through the States of 
Washington, Oregon and California ; and 

Whereas it is the understanding of said commissioners that it is the plan 
of the authorities to charge tolls on said new structure and on the existing inter- 
state bridge at said place for the purpose of paying the costs of constructing 
said new bridge and of remodeling the existing bridge ; and 

Whereas the imposition of such tolls will impose an inequitable and 
onerous burden upon residents of Vancouver and Clark County, Wash., who 
are employed in Oregon and would be making daily trips over such bridges 
from their homes to work and return; and 

Whereas it appears to said commissioners that a large portion of the costs 
of the new bridge and of the modification of the existing bridge has resulted 
from regulations, restrictions and requirements imposed by Federal agencies ; 
and 

Whereas said port commissioners are of the opinion that Congress in enacting 
section 109, of Public Law 627, intended all portions of the Federal highway 
system to be free to the use of the public and free from tolls and such similar 
charges : Now, therefore, it is hereby 

Resolved by said commissioners, That they go on record as recommending and 
petitioning the Governors of the States of Washington and Oregon and the re- 
spective highway commissions of said States and the Members of Congress from 
said States to exert all effort to cause to be introduced such legislation as may 
be required to eliminate the charging of tolls on either of said interstate bridges 
and providing for the payment of the costs to be incurred through the projects 
mentioned by funds available under the present highway program; and it is 
further 

Resolved, That certified copies of this resolution shall be forwarded by the 
clerk of this board to the Governor of the State of Washington, the Governor 
of the State of Oregon, the chairman of the highway commission of each State, 
to the Mayor and Council of the city of Vancouver, the Mayor and Council of the 
city of Portland, and to the Congressmen and United States Senators from the 
State of Washington. 

Adopted this 12th day of November 1957. 

[SEAL] RicHArD J. Larson, Chairman. 

Gro. G. CADWELL, Commissioner. 
Orro Netu, Secretary. 

Attest : 

A. R. WECHNER, Clerk of Board. 


I, A. R. Wechner, hereby certify that I am the clerk of the board of commission- 
ers of the port of Vancouver, that the foregoing is a true, full, and correct copy of 
Resolution No, 273, the original of which remains on file as a part of the official 
records of said Port Commission. 

Dated this 22d day of November 1957. 

[SEAL] A. R. WECHNER, 

Clerk of the Board of Commissioners, Port of Vancouver, 
Clark County, Washington, 


PROGRESSIVE BUSINESS MEN’S CLUR, INC., 
Portland, Oreg., December 13, 1957. 


Senator ALBERT GORE, 
Senate Office Building, Washington, D.C. 
Dear SENATOR GorE: The Progressive Businessmen’s Club of Portland, Oreg., 
is an association wherein its members are composed of leaders in industry and 
professional fields in the Portland area. 
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It has come to the attention of our membership that your committee has 
held a hearing in Portland, Oreg., on Wednesday, December 11, 1957, seeking 
the regional thinking about the proposal to eliminate tolls over the twin inter- 
state bridges linking Portland, Oreg., and Vancouver, Wash. 

Will you please add our organization to the list of those who wish to support 
elimination of tolls of the interstate bridges and have the Federal Government 
finance its construction. 

As we were unable to have personal representation at your hearing, we do 
want to be on record as opposed to toll charges on bridges that are a link in the 
Federal Interstate Highway System. 

The board of directors of the Progressive Businessmen’s Club instructed me 
as its secretary at a meeting on December 12, 1957, to write to you and present 
our position on this matter. 

Sincerely yours, 
ERWIN MITLEHNER, Secretary. 


DousLeE DEE LUMBER Co. INC., 
Central Point, Oreg., November 27, 1957. 
Hon. RicHarp L. NEUBERGER, 
Portland, Oreg. 


DEAR Mr. NEUBERGER: I am in receipt of your circular letter of November 19, 
1957, regarding access roads and timber removal on Federal land. 

I have given the subject matter of this letter a great deal of thought in the last 
few years and have come up with the following conclusions for what they are 
worth. 

I think that Federal access roads should be pushed into the inaccessible areas 
as quickly as possible at Federal expense, then charge the operator a reasonable 
fee per thousand board-feet to amortize these roads over a period of time. 
Eventually the roads will cost the Government nothing. Under the present con- 
ditions the heavy expenditures for roads virtually precludes the small- and 
medium-sized operators from bidding on this timber, and as you well know 
these operators constitute a very high percentage of our lumber payroll. 

There is a great volume of dead and dying timber which is serving no purpose 
except to create a greater fire hazard and which should be removed now along 
with the sound mature timber. There are also large tracts of immature timber 
which should be thinned to obtain maximum growth of our forests. 

I appreciate your interest in the problem and this opportunity to express my 
opinion. 

Very truly yours, 
J. L. DEARMOND, President. 


Pivor Rock LUMBER Co., 
Pendleton, Oreg., November 26, 1957. 
Hon. RicHarp L. NEUBERGER, 
Portland, Oreg. 


DEAR Mr. NEUBERGER: Request for testimonials from interested people regard- 
ing forest access road fund appropriations received and read with considerable 
interest. 

First, I would like to say I think it unfortunate that the date of the hearing, 
December 11, conflicts with the western forestry conservation meeting held in 
Seattle on the 11th, 12th and 13th. Undoubtedly many in forest management 
have made, as have I, reservations and plans to attend this conference. 

I have gathered from the letter I received today you wish comments regarding 
subject matter. 

Statement No. 1: When or if additional money is made available for forest 
access roads so that overmature and dying timber may be salvaged from presently 
remote and undeveloped Forest Service lands remember the pine areas are 
really in need of such roads the most, basically because the stand per acre as 
compared to coast fir is much smaller and thus more road is required to serve 
the same volume. I suppose it will be argued that if that is the case then more 
benefit to the economy of the overall region will result if the money is used to 
keep the fir operators in roads. I believe that regardless of that point it is not 
fair or equitable to all areas that should receive benefit because all timber area 
operators contribute to the tax fund and have an economic responsibility to the 
people of the communities they hope to maintain. 
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There is also an important recreation value through deer and elk hunters in the 
pine areas that is much greater than that enjoyed in the fir areas. I am sure 
from my own personal observation that half the people from the thickly settled 
coast areas invade the pine region every fall. The result is they go as far as 
they can drive and make camp. There is considerable indignation among them 
because in accessible hunt areas the hunters far outnumber the game. More 
and better forest access roads in the pine region would certainly please many 
people. 

Statement No. 2: With all due respect to Forest Service engineers I think they 
are honesty trying to do in their forest-development projects a job that will serve 
the people’s best interests into at least the foreseeable future. 

However, there is a lack of practicability in some engineering plans that I 
have seen. More money is spent to do a job than is needed. Future road use 
does not always warrant as elaborate a road or bridge as is constructed. To 
help that situation and to contribute to a factor that would net the taxpayers 
more value for the money spent I suggest private logging engineers be consulted, 
someone whose job has depended on his getting the most for the money spent 
so the company he works for can stay in business on a competitive basis. It is 
a fact that Forest Service is not operating on a competitive basis with anyone, 
and it is only natural that without incentive results cannot be as good. 

I believe at least an advisory council from industry would be helpful such as 
now exists in relation to the Pacific Northwest Forest and Range Experiment 
Station. 

Statement No. 3: If the operators, not the Forest Service, actually build the 
roads then I would suggest much larger timber sales be put up for auction. 
If a large sale is developed at one time much higher efficiency and better planning 
and construction at lower per thousand cost will result. 

I have operated in timber management and development since 1920, and I 
know this to be a fact through actual experience repeated several times with 
results that prove my above statement. 

I am not clear now how this roadwork was to be done, but if the operator 
can do it then I favor he should be encouraged through larger sales. 

I submit the above comments with no thought of criticism but rather with a 
desire to contribute something that might be helpful. 

Yours very truly, 
A. W. MOLTKE, 
Director of Natural Resources. 


WaALpporT, OREG., December 8, 1957. 

DeEAR SENATOR NEUBERGER: I think the matter concerning United States timber 
will be agreed with by thousands of small logging operators all over the Nortb- 
west and other places where the large timber operators have taken over the 
industry. 

At the present time when a piece of timber is put up for bid there are so many 
timber hungry loggers trying to secure timber enough to keep working and 
trying to meet their obligations that they are more or less greedy and lose 
their heads as one would while losing at poker. They bid such outrageous 
prices that they themselves or no one else could make it. If not then some 
large company will run it up to keep some one else from getting it. 

This could be partially eliminated by breaking the larger tracts of timber 
into many smaller patches and putting a limit on the number of bids submitted, 
giving the smaller companies a chance. 

The small logger has been the goat in about every deal in the lumber market 
or every time timber is put up for bid. We are too small to market any of our 
own and have to depend upon the price that is offered to us at the mills which 
we sell to. They get a cut in lumber price and they pass it down by cutting 
the log price; we cannot cut our stumpage price and cannot operate when the 
majority of United States timber sold on bid goes at as much as we are getting 
for logs delivered at the mill. 

For several years there was quite a bit of private timber that a small 
operator was able to get at a price that he could log at a profit. Those days are 
over. The large corporations have hogged that up to the point of starvation 
for a good many loggers. 

As everybody knows of when there were a lot of small loggers throughout 
the State, it was a lot more prosperous place to live. Now that so many of them 











308 FEDERAL HIGHWAYS AND FOREST ROADS 


have been forced out and gone to work for the large corporations for day labor 
the people cry about poor business. The large corporations as a rule do not 
spend its profits in the State where the timber is being removed, thus curbing 
the circulation of money in the State. 

I believe that alloting a certain amount of timber each year to each logging 
operation, the amount depending on the size of his operation, at a price that 
he can afford to pay, the price depending on the market. In other words, give 
him a chance on a percentage basis. If the market is up the stumpage is up 
and vice versa. This would keep from putting the small ones out of business 
when the market is down. Each operator should have a sufficient amount of 
timber to keep him working each year but not so much that he could get 
extravagant with it, only enough to keep him working with the equipment he has. 
Then if he cannot manage it, it’s his own fault. 

Yours truly, 
Don W. Trius, Rock Hill Lumber Co. 


WESTERN FORESTRY & CONSERVATION ASSOUCTATION, 
Portland, Oreg., November 29, 1957. 
Hon. ALBERT GorRE, 
Chairman, Subcommittee on Public Roads, 


United States Senate, Washington, D.C. 


DEAR SENATOR GORE: Your letter of November 21 is at hand giving infor- 
mation regarding the hearings by your Subcommittee on Public Roads. I will 
be glad to see Mr, Robert Wolf when he is in Portland, to discuss this subject 
with him. 

I will call your letter to the attention of this association’s trustees to deter- 
mine their wishes in the matter, 

Enclosed is a copy of resolution No. 4, adopted by the 45th Western Forestry 
Conference at San Francisco in 1954. This states our position at that time. 
There has been no resolution by this association since 1954 on the subject of 
access roads. 

The Nineteenth Intermountain Logging Conference on March 26, 1957, at 
Spokane, adopted a resolution very similar to the resolution I am enclosing 
herewith. 

I wish to express our appreciation for the fine work you and your committee 
are doing in behalf of the development of access roads so essential to the proper 
management and operation of the Nation’s forests. 

Sincerely yours, 
Stuart Morr, Forest Counsel. 


RESOLUTION ADOPTED AT 45TH WESTERN FORESTRY CONFERENCE, 
San FRANcISCO, CALIF., DECEMBER 1954 


4. Access roads.—The association again calls attention to the need for access 
roads into Federal timber areas to make it possible to harvest ripe timber up 
to the sustained yield limit, and properly to protect and manage the forest 
resources. 

The association believes that, as a general policy, such roads should be built 
by the purchasers of stumpage, but that certain main access roads may have 
to be constructed with public funds. 

The association believes that the location and standards of engineering of all 
such forest access roads should be in keeping with their declared principal 
purposes of transporting forest products and with the character of connecting 
roads. 

The association further urges that plans for such roads be placed before the 
public for review. 





THE AMERICAN FORESTRY ASSOCIATION, 
Washington, D.C., November 20, 1957. 
Senator ALBERT GORE, 
Chairman, Roads Subcommittee, 
Senate Committee on Public Works, 
Senate Office Building, Washington, D.C. 

DEAR SENATOR GORE: In these days of world stress it is vitally important that 

all the resources of the United States be developed to their full potential. With 
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this objective clearly in mind, the American Forestry Association urges thought- 
ful consideration and favorable action on the access-road needs of the national 
forests. 

This recommendation stems from long and careful study. In 1954 this asso- 
ciation in a referendum vote of its members adopted, by an overwhelming ma- 
jority, a program for American forestry. This program, copy enclosed, 
recommends : 

“Progressive construction of timber access roads where economically justified 
into commercial timber areas to provide better protection, intensive utiliza- 
tion of overripe, dead, and damaged trees or stands and thereby retain the 
residual trees or stands for faster growth and greater productivity. 

“Extension of public timber sales and private timber harvesting into areas 
yet undeveloped so as to put all commercial forest lands into actual sustained 
production as rapidly as possible.” 

On September 29, 1957, the directors of the American Forestry Association 
reaffirmed the recommendation for access-road construction and specifically 
stipulated “that all roads built as a result of congressional appropriations be 
constructed to Forest Service specifications only, and that all superfluous frills 
be scrupulously held in check.” 

During the roundtable discussion of this subject, the directors stated that 
“main haul access roads should be built with appropriated funds. Feeder lines, 
however, should be built by logging contractors under Forest Service specifi- 
cations with suitable allowances in stumpage rates.” 

Very truly yours, 
KENNETH B. Pomeroy, Chief Forester. 





SOCIETY OF AMERICAN FORESTERS, 
INTERMOUNTAIN SECTION, 
December 17, 1957. 
The Honorable ALBERT GORE, 
United States Senate, 
Senate Office Building, Washington, D.C. 

DEAR SENATOR GorE: Your assistance as chairman of the Senate Public Roads 
Committee would be greatly appreciated. 

The Intermountain Section of the Society of American Foresters is vitally 
interested in the continued maintenance and expansion of the public road system 
in the forested and range areas of the West. The society is composed of pro- 
fessional foresters from private industry and public agencies. At a recent meet- 
ing they unanimously passed the attached resolution. 

It would be greatly appreciated by us all if you could incorporate this resolu- 
tion in your current hearings and consider this in your findings. 

Very truly yours, 
STEELE BARNETT, 
Secretary-Treasurer, Intermountain Section. 


RESOLUTION NO, 4 


Whereas the full development and utilization of all the resources of the 
national forest, including timber, water forage, minerals, wildlife and recrea- 
tional opportunities, is of great importance to the economy of our intermountain 
area; and 

Whereas the continued improvement of the facilities of the protection of these 
resources against fire; insects, and disease is necessary to the full development 
and utilization of the areas’ resources and economy now, therefore, be it: 

Resolved, That the intermountain section of the Society of American Forest- 
ers urge the Congress of the United States to provide increased appropriations 
for the forest road and trail construction. 

*assed unanimously at the section affairs meeting of the intermountain section 


of the Society of American Foresters, assembled in Pocatello, Idaho, December 
7, 1957. 
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PORTLAND, OrEG., December 28, 1957. 
Hon. ALBERT GORE, 
United States Senate, 
Washington, D. C. 

Dear SENATOR Gore: In his testimony before your Subcommittee on Public 
Roads at Missoula, Mont., on December 14, 1957, Mr. John F. Buchanan, the 
managing partner of Meagher County Land & Timber Co., commented on section 
2f of 8S. 1186. Similar comments were expressed by Mr. Ed Erskine, president 
of Western Forest Industries Association, a trade association of small and 
medium size loggers and lumber manufacturers, at the hearing held in Portland, 
Oreg,. on December 11. Mr. Buchanan and Mr. Erskine have conferred with me 
since their testimony and have asked that I supply additional information to you 
on the basic problem that prompted their statements respecting section 2f. 

The problems stems from an interpretation by the Forest Service of the act 
of June 4, 1897 (16 U. S. C. 478) : 

“Nothing in this act shall be construed as prohibiting the egress of ingress 
of actual settlers residing within the boundaries of national forests, or from 
crossing the same to and from their property or homes; and such wagon roads 
and other improvements may be constructed thereon as may be necessary to 
reach their homes and to utilize their property under such rules and regulations 
as may be prescribed by the Secretary of Agriculture. Nor shall anything herein 
prohibit any person from entering upon such national forests for all proper and 
lawful purposes, including that of prospecting, locating, and developing the 
mineral resources thereof. Such persons must comply with the rules and 
regulations covering such national forests.” 

This statute has been interpreted by the Forest Service as imposing upon it 
a legal requirement to grant the request of any person for a right of access 
across national forest lands to reach his own commercial timberland. On the 
other hand, there is respectable legal opinion holding that the statute imposes 
no such legal compulsion on the Forest Service and that the Forest Service has 
sufficient discretion to require reciprocal rights-of-way across the intermingled 
private land of the commercial forest owner who seeks access across the national 
forest land. See, Federal Timber Sale Policies-Report submitted to the Senate 
Committee on Interior and Insular Affairs by its Subcommittee on the Legislative 
Oversight Function, 84th Congress, 2d session, part II, appendix 4, page 187. 
Regardless of which legal opinion is right and which legal opinion is wrong, 
the hard fact remains that the field personnel of the Forest Service—the men on 
the ground—have an almost insurmountable problem in seeking to negotiate 
for rights to cross intermingled, privately owned, commercial forest lands. 

Respectable and informed opinion estimates that in Oregon and Washington 
between 15 and 20 billion feet of forest service timber are blocked against 
Federal access because of difficulty in obtaining access over such intermingled, 
private forest land. And this figure is merely for region 6 of the Forest Service. 
How much more is blocked because of checkerboard patterns in other regions 
is not known. 

Nor is this a sudden and sharp problem. I am confident that the Forest 
Service would report, if asked, that in many of these situations negotiations have 
been going on for years and years. Ten years of fruitless negotiation would not 
be unusual. 

As matters now stand, the Forest Service has only three sources of strength 
from which to negotiate in such circumstances. First, it can base its arguments 
on patriotism and morality. Such arguments are not always persuasive in the 
hard world in which we live. 

A second source of strength in negotiation is the threat of resort to the power 
of eminent domain; but for lack of appropriations and by virtue of longstanding 
policy, the Forest Service rarely if ever resorts to the use of the power of eminent 
domain against a timber company that owns land intermingled with national 
forest lands. 

The third alternative, and the one almost universally used in the Forest 
Service, is the refusal to put on the market any timber in the blockaded area. 
Here the innocent suffer along with the guilty. All persons alike are barred 
from an opportunity to purchase such Federal timber regardless of how overripe 
it may be, regardless of whether it is bug infested or fire killed or otherwise 
deteriorating. They are barred from an opportunity to buy this timber regardless 
of how short the log supply may be in the area and regardless of far below 
allowable cut the Forest Service may be on the working circle. In fairness to 
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the Forest Service it should be said that there has been some recognition by it 
that this policy is unsatisfactory both from the point of view of the Forest 
Service and from the point of view of the dependent communities and mills. 

In private industry this situation does not exist. Smith simply would not 
have the nerve to ask Jones for access across Jones’ land at the same time 
when Smith absolutely refuses to allow Jones to cross Smith’s lands. Hven 
it Smith had the necessary nerve, one does not need to speculate as to the 
answer of Jones. 

The identical problem has been met and largely solved by other agencies of 
the United States. Roughly 2% million acres of forest lands are administered 
by the Department of the Interior in western Oregon. These lands are in an 
almost perfect checkerboard pattern. By statute, the Secretary of the Interior 
has discretion to grant private persons rights of way across these lands. The 
authority of the Secretary is limited by the requirement that his diseretion be 
manifested by general regulations to be issued by him (438 U. 8. C. 956). Act- 
ing under this authority the Secretary of the Interior has issued general regula- 
tions which, by and large, have solved the access problems on this checker- 
board area (483 C. F. R. 115.154, 115.179). The regulations of the Secretary 
of the Interior provide that any person may have such access as he reasonably 
requires across the intermingled Government lands provided that he will grant 
the Government such rights as the Government reasonably believes that it needs 
to cross the private lands of such person. These regulations also establish 
terms and conditions for such reciprocal use and for the payment back and 
forth of adequate compensation. 

Where the Government has gained a body of experience in, and achieved a 
solution to a difficult problem, it is simply the course of wisdom to profit by 
that experience and adapt the solution to similar problems in the same area. 
Failure to do so seems to be a waste of expericnce that has been gathered in 
the hard way. 

It is perfectly clear, of course, that there is no single, perfect solution to this 
problem. If it were generally known that upon the exhaustion of reasonable 
patience the Furest Service would resort to eminent domain, it is unlikely that 
recalcitrant individuals would force negotiations to be dragged out over 10 and 
even 15 or more years. Yet, because eminent domain is a litigious and adverse 
proceeding, and because once the access is gained the Forest Service must con- 
tinue to elicit the cooperation of the intermingled landowner, the reluctance of 
the Forest Service to'resort freely to the ancient remedy of eminent domain 
is to an extent understandable. 

What the men on the ground need is some sort of bargaining power that is 
effective and, yet, short of all-out litigation. This is particularly the case, as 
discussed above, in areas where land is held in checkerboard or similar patterns. 
In such cases it seems strange that the Forest Service must grant rights of 
access across national forest lands while at the same time the beneficiary of 
the grant is able to stand recalcitrant and hard against affording the Forest 
Service any access across lands that he owns or controls. 

As one possible solution to this problem it is suggested that section 2f of S. 
1136 be amended by adding language which would make it clear that the grant- 
ing of access across national forest lands under either section 2f of S. 1136 or 
the act of 1897 (16 U. S. C. 478) is a matter of discretion in the Secretary of 
Agriculture which he is to exercise in accordance with general regulations to 
be issued by him after notice and an opportunity to be heard by all interested 
persons. This will afford the Forest Service the advantage of the experience 
which was gained by the Secretary of the Interior in the administration of 2% 
million acres of intermingled lands in western Oregon. It will, we hope, save 
the Forest Service men who are on the ground from the fruitless and frustrating 
experience of seeking to negotiate 10 and 15 years for access in situations where 
law and policy afford them no bargaining power. At the same time, the ex- 
istence of general regulations governing the conduct of the Forest Service in 
handling such matters would substantially assure fair and nondiscriminatory 
treatment of all affected persons, 

Both Mr. Buchanan and Mr. Erskine have asked me to thank you for the 
time and effort you are devoting to the problem of access on the national for- 
ests. It is an old and difficult problem. Your interest in it adds considerably 


te the hopes of all who are concerned that a practical solution is closer at hand. 
Sincerely yours, 


LEONARD B. NETZORG. 
20738—58—_—-21 
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AUDITOR OF THE CITY OF PORTLAND, OREG. 


COPY CERTIFICATE 
STATE OF OREGON, 


County of Multnomah, City of Portland, ss: 


I, Will Gibson, auditor of the city of Portland, do hereby certify that I have 
compared the following copy of Resolution No. 27455 adopted by the Council of 
the City of Portland November 13, 1957, being, “A resolution urging that the 
trans-Columbia River Bridge between Portland, Oreg., and Vancouver, Wash., 
be made toll free by including the construction under the Federal Highway Con- 
struction Act of 1956” with the original thereof, and that the same is a full, true 
and correct transcript of such original Resolution No. 27455 and of the whole 
thereof as the same appears on file and of record in my office, and in my care 
and custody. 

In witness whereof, I have hereunto set my hand and the seal of the city of 
Portland affixed this 13th day of November, 1957. 

[sraL] 

WILL GIBSON, 
Auditor of the City of Portland. 
By Ros’r L. McCoy, 
Deputy. 
RESOLUTION No. 27455 


Whereas pursuant to action by the legislatures of the States of Washington 
and Oregon and subsequent implementation by the highway commissions of the 
two States there presently is under construction a second trans-Columbia 
River Bridge between Multnomah County, Oreg., and Clark County, Wash., con- 
necting directly the cities of Portland, Oreg., and Vancouver, Wash., and becom- 
ing an integral part of United States Highway No. 99, which extends from the 
Mexican border on the south to the Canadian border on the north, and 

Whereas construction of the second bridge, which will become a one-way struc- 
ture with the previously constructed bridge likewise a one-way structure in the 
opposite direction, began shortly before United States Public 627, approved by the 
President June 29, 1956, became effective, and 

Whereas, it has been contemplated that the trans-Columbia bridge above-men- 
tioned would be toll bridges for the purpose of financing the new construction, 
with the brunt of the toll charges being borne by those traveling between Port- 
land, Oreg., and Vancouver, Wash., and 

Whereas, it is public policy, as pronounced by section 109 of Public Law 627, 
that states shall be reimbursed for any portion of a highway on the interstate 
system under certain terms and conditions, and 

Whereas, the interstate bridge above-mentioned was begun just before the time 
specified in Public Law 627 to have the same considered thereunder as it is pres- 
ently provided, and 

Whereas, a toll will be charged unless early action is taken by the Federal 
Government to maintain the free flow of commerce, and 

Whereas, the imposition of such a toll would work a direct hardship upon resi- 
dents of Portland, Oreg., or Vancouver, Wash., working in the other community 
and who presently commute and would probably require such workers to bear 
the additional expense of changing residences, and 

Whereas much of the cost of the new bridge, as well as changes and modifica- 
tions in the previously constructed structure, have been caused by the desire 
of Federal agencies to improve river navigation by raising the height of the 
previously constructed bridge, as well as requiring minimum height in the new 
bridge, and 

Whereas the collection of tolls would be an additional expense, slow the 
flow of traffic and in case of extraordinary heavy traffic, create a congestion which 
would greatly impair the utilization of the structures, and 

Whereas, it is the belief of the city of Portland that Congress intended all 
portions of the new Federal Highway System to be free from tolls, other than 
gas tax, as expressed by section 109 of Public Law 627: Now, therefore, be it 

Resolved by the Council of the City of Portland, in regular session assembled, 
That the Council does by this resolution recommend and respectfully petition the 
Governors of Oregon and Washington, the respective highway commissions, the 
members of the congressional delegations of the States of Oregon and Wash- 
ington, and the Secretary of Commerce, to prepare and cause to be introduced 
legislation clarifying the provisions of the Federal Highway and Highway 
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Revenue Acts of 1956 for the specific purpose of having that portion of the Inter- 
state Highway System (U. 8. Highway 99), known as the Portland-Vancouver 
Interstate Bridge, continued as a toll-free bridge and that the cost of improving 
navigation on the Columbia River and improving the existing highway be borne 
and paid out of funds provided by the Congress from gas taxes and other revenues 
of the Interstate Highway System ; and be it further 

Resolwed, That certified copies of this resolution be forwarded to the above- 
named officials, to the Mayor and Council of the City of Vancouver, to the Com- 
missioners of Clark County, Wash., Multnomah County, Oreg., and the port dis- 
tricts of Clark County, Wash., and Multnomah County, Oreg., and to civic or- 
ganizations, particularly the chamber of commerce, in the Portland-Vancouver 
metropolitan areas. 

Adopted by the council November 13, 1957. 


WILL GIBSON, 


Auditor of the city of Portland. 
Order of council November 7, 1957. 


IN THE COUNTY COURT OF THE STATE OF OREGON FOR CURRY COUNTY 
RESOLUTION IN THE MATTER OF ROADS AND HIGHWAYS 


Whereas Curry County, a political subdivision of the State of Oregon, has 
always been isolated by reason of lack of roads through or over the mountains, 
and 

Whereas Curry County, located in the extreme southwest corner of the State, 
is served by only one highway, namely, United States Highway No. 101 and the 
only access to inland areas of the State is north to United States Highway No. 
42 or south to United States Highway No. 199, the distance between the above 
named highways being approximately 130 miles, and 

Whereas Curry County is the fastest growing county in the State, having a 
population increase of over 100 percent since 1950, and 

Whereas logging and forest products are now the main economy of the county 
which necessitates facility for the transportation of said products by roads and 
highways, and 

Whereas there exists a natural water grade route from Gold Beach, on High- 
way No. 101, up the Rogue River to Agness, thence up the Illinois River to Selma 
on Highway No. 199, over which a road or highway could be constructed, which 
would serve as an access to millions of feet of timber for the purpose of protection 
and harvest and would also serve to open up mining as well as desirable recre- 
ation acres and also as a facility for national defense: Now, therefore, be it 

Resolved, That the Oregon State Highway Commission be, and hereby is, 
respectfully requested to recommend to the United States Department of Com- 
merce and to the Department of Agriculture and the Bureau of Public Roads 
that a road be constructed over the above-mentioned route and made a part of 
the Federal Forest Highway System. 

Dated this 2d day of January 1958. 

CurRRY CoUuNTY Court, 

Guy H. Forsytn, County Judge. 
D. O. BREEDLOVE, Commissioner. 
FRED W. Firyxn, Commissioner. 


Port ORFORD PLywoop CorpP., 


Port Orford, Oreg., January 13, 1958. 
The Honorable RicHARD L. NEUBERGER, 


Senate Office Building, Washington, D. C. 


DeAaR SENATOR NEUBERGER: Having contacted your office by telephone, I am 
sure that you are acquainted with some of our problems in Curry County. How- 
ever, I wish to stress to you the need for timber access roads in Curry County. 

We do have some of the remaining stands of virgin Douglas-fir in the Siskiyou 
National Forest. Due to lack of personnel and lack of funds, the Forest Service 
has not even been able to properly inventory the timber. In the Rogue River 
working circle alone, with an allowable annual sustained yield cut of 54 million 
board-feet, the cut for this year will probably be about 15 million. Since 1950, 
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there have been sales totaling about 40 million board-feet for the entire period. 
This amounts to about 11 percent of the allowable cut. It means that during 
those 7 years about 325 million feet of timber could have and should have been 
sold, providing more effective and eflicient timber harvest and additional revenue 
for the Government. 

One of the major reasons for the improper harvest is the lack of access roads 
into the timber. Road building here is an expensive and difficult task. It is 
unreasonable to expect that private owners will build roads to meet Forest 
Service standards through the private timber holdings and to the Forest Service 
boundaries. 

I feel that one very urgently needed road is the one extending from the Lobster 
Creek terminus of the existing road, up the Rogue River to and across the 
Illinois River. This road would provide access to 3 to 4 billion feet of Forest 
Service timber. In addition, the road would provide access for proper wildlife 
management particularly the supervision of Rogue River fishing. 

In recent months there has been considerable criticism by sportsmen and 
wildlife organizations of the private interests for their logging and rafting logs 
down the Rogue. These organizations seem well-agreed that the logs should be 
transported by road. It is beyond the realm of feasibility for private owners 
with small tracts of timber to construct such a road. 

The United States Forest Service has the road on its agenda of access roads 
to be constructed but as yet has not scheduled the construction. Possibly one 
reason for not scheduling such construction is that available funds must be pro- 
rated throughout the country. It is my feeling that roads should be constructed 
and money spent where it is most urgently needed. 

I feel that action should be taken on immediate construction of an access road 
up the Rogue River. The Forest Service states that they do not have funds 
available. Therefore, I believe that it would be wise, and profitable, for Con- 
gress to appropriate funds for the construction of a timber access road up the 
Rogue River. The cost of such a road has been estimated by the Bureau of 
Public Roads at $3,100,000. This expenditure would provide access to an esti- 
mated 4 billion feet of timber, which should have an average sales return of 
$15 per thousand even on today’s low market. Tbis means that the expenditure 
of $3,100,000 should make it possible to sell $60 million worth of timber. Would 
not such an expenditure be more reasonable and more profitable than many ap- 
propriations currently included in the budget? 

Sincerely, 


JOSEPH K. Zoor. 








FEDERAL HIGHWAYS AND FOREST ROADS 


THURSDAY, DECEMBER 12, 1957 


Unrrep States SENATE, 
CoMMITTEE ON Pusiic Works, 
SUBCOMMITTEE ON Pusiic Roaps, 
Seattle, Wash. 

Present: Senator Albert Gore, chairman, presiding, Senator Rich- 
ard L. Neuberger, and Senator Warren G. Magnuson. 

Also present: Congressman Don Magnuson; Theo W. Sneed, chief 
clerk of the subcommittee; and Robert Wolf, special consultant to 
the subcommittee. 

(Pursuant to recess at Portland Oreg., on December 11, 1957, the 
subcommittee convened at 10 a. m., December 12, 1957, in room 815, 
United States Courthouse, Seattle, Wash., Senator Albert Gore, chair- 
man, presiding.) 

Senator Gore. The committee will come to order. 

The Subcommittee on Public Roads is conducting a hearmg on 
Senate bill 1136. This is the primary purpose of the hearing, but 
the hearing both in Albuquerque and Portland were open for any 
citizen or official to present any view or position he desired to present 
with respect to any phase of the vast highway development program 
now underway. That practice will be followed today. 

We were in session yesterday from 9 until past 5. We will under- 
take to remain today long enough for any citizen to present his views 
with respect to the highway program. 

We are very pleased to be in the State of Washington, represented 
as it is by 2 of my warmest personal friends and 2 of the truly 
great Senators and 1 of the greatest pairs of Senators that the Senate 
has ever seen working closely together and accomplishing much. 

The committee is honored indeed that the senior Senator from 
Washington could be present and participate in our proceedings to- 
day, and now the committee would be very pleased to hear Senator 
Magnuson. 

Senator Maenuson. Thank you, Albert. Senator Jackson could not 
be here because of previous commitments and, of course, I express his 
regrets to you and to the other members of the committee on his behalf. 

We have prepared a joint statement which I will not read, will put 
in the record so that other witnesses may have ample opportunity here 
to testify, because Senator Jackson and [ can talk to you come January 
7 every day. It is a statement which we very carefully worked out 
and it expressed not only the views of Senator Jackson and myself, 
but I think in general would express the views of the authors of S. 1136. 
I do want to, however, read the first paragraph. 
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Senator Gorg. Well, would you mind giving us the principal points 
of the statement? It will be printed in the record, but I would like 
to hear the principal points and I am sure the people here would. 

Senator Macnuson. I think the first paragraph would give you a 


pete idea of our opinion. I want to read it because you are here. 
We say: 


At the outset, we wish to thank the chairman for his courtesy and for his 
interest in coming all the way to the west coast to conduct hearings on a matter 
so vital to small-business men, particularly those in the timber industry, to our 
counties, to our regional economy, and to the Federal Treasury. 

This statement will concern itself with two related subjects 
and timber access roads, in that order. 


In general we try and make the point to your committee that there 
is, as you know and as you so well pointed out this morning, forest 
and forest products, to the States of Washington, Oregon, Montana, 
and Idaho, and to the Pacific Northwest in general, are probably No. 
1 in our economy, both dollarwise and in many other indirect aspects. 
So that the fact that you come all the way out here from Tennessee, 
particularly at this time of the year when I know that it is difficult to 
get away, we are deeply indebted, and I know I speak for your col- 
league, Dick Neuberger, and all the rest of us when I say that, and 
my colleague, Don Magnuson, who is here. 

So with that I again want to express my thanks for your being here 
and taking the interest in this thing that is so vital to us in particular 
when we find the lumber industry and the timber industry and all 
the related problems in our economy in somewhat of a distressed state, 
and so with that I will place the joint statement in the record. 

Senator Gore. Thank you, Senator Magnuson. The statement will 
be printed in the record and considered as read. 

(The statement referred to is as follows :) 





forest highways, 


JOINT STATEMENT OF Hon. WARREN G. MAGNUSON AND Hon. HENRY M. JACKSON, 
UNITED STATES SENATORS FROM THE STATE OF WASHINGTON 


Mr. Chairman, at the outset, we wish to thank the chairman for his courtesy 
and for his interest in coming all the way to the west coast to conduct hear- 
ings on a matter so vital to small-business men, particularly those in the timber 
industry, to our counties, to our regional economy, and to the Federal Treasury. 

This statement will concern itself with two related subjects—forest highways 
and timber access roads, in that order, 


FOREST HIGHWAYS 


The forest-highway program is going forward at the grossly inadequate 
rate of $30 million annually. These roads, 100 percent federally financed, are 
usually roads on the Federal-aid primary or secondary system, They are reads 
of primary importance to States, counties, or communities within, adjoining, 
or adjacent to national forests. Presently the system contains 24,270 miles, 
75 percent of which is coincident with the Federal-aid system. There are 
12.300 miles in 12 Western States plus Alaska, and 11,970 miles in the 26 other 
States plus Puerto Rico. Only one-third of the system is considered adequate 
for traffic volumes and loads. 

The Forest Highway Act provides that forest highway funds will be appor- 
tioned between the States according to the area and value of Government- 
owned lands in the national forests. 

In recent months there have been changes in both the valuation of Federal 
forest timber within the various States, and the apportionment formula. The 
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committee, we are confident, is well aware of these changes. Our own State 
of Washington has gained $413,000 annually in its share of these moneys— 
and one might logically conclude that we in Washington State should be happy 
as a result. 


We cannot take unqualified pleasure from the new formula, however, for 
two reasons. 

First, our gain is coming at the expense of other Western States where the 
need for forest highway funds continues great. Eight Western States which 
contain 50 percent of the total national forest acreage lost $1.3 million. Four 
other Western States, plus Alaska, which combined contain 32 percent of the 
national forest acreage, made gains totaling only $8 million. 

Second, even the gain for our State—the greatest gain in any of the Western 
States—leaves us far short of our needs. Under the old formula, Washington 
State would have received $20,850,000 in the next 10 years for forest highways. 
Under the new formula we will receive $25 million. Our needs, conservatively 
estimated, will be $42 million. 

Across the Nation our needs in the next 10 years will total $1.3 billion. 
The $30 million annual appropriation—presently limited to that sum by 
statutory authority—will give us only $300 million. 

It is our sincere hope that the Public Works Committee of the United States 
Senate will do everything in its power to insure adequate authorizations for 
forest highways so that not only our own State, but all our States, can com- 
plete their forest-highway programs properly. 


TIMBER ACCESS ROADS 


We should now like to turn our attention to timber access roads. The com- 
mittee has before it S. 1136, which we are enthusiastic cosponsors along with 
Senators Morse and Neuberger, of Oregon, and Murray and Mansfield, of Mon- 
tana. The bill is designed to provide more adequate funds for the construction 
and maintenance of timber access roads, to permit maximum economy in harvest- 
ing national forest timber, and for other related purposes. 

At present, there is a statutory limit of $27 million for Federal construction 
of access roads. There also, of course, is the so-called 10 percent fund, under 
title 16, United States Code, section 476, by which roads may be constructed by 
timber purchasers as part of a timber sale. When this latter method is used, 
the price of national forest timber is reduced to allow for the cost of construct- 
ing the road. 

Last year only $24 million was appropriated for Federal access roads, and this 
year only $24.3 million. 

Our bill would increase the Federal authorization from the existing $27 million 
limit to $32 million the first year after it takes effect, $36 million the following 
year, $42 million the next year, $50 million for each of the subsequent 9 years. 
Thereafter, the bill calls for such sums as may be determined to be necessary 
each fiscal year. The bill also permits the continued building of roads by timber 
purchasers, where found desirable, but specifies that the allowance to be deducted 
from the price shall not exceed the estimated cost of construction, which must 
be stated in the advertisement of the timber, and which must be set forth in the 
timber contract. 

More adequate timber access roads are vital to our counties, our small loggers, 
the Federal Treasury, and our regional economy. 

As the committee is well aware, Federal law specifies that the counties will get 
25 percent of the revenue from Federal forest timber sales within their boun- 
daries, as payment in lieu of taxes, to be used for local school and road needs. 
To the extent that timber prices are reduced to allow the purchasers to construct 
the roads, the counties are denied receipts which will help in financing local 
schools and roads. 

Currently, only an average of 70 percent of the allowable cut is being harvested 
from Federal forests in Washington State. A major reason, although not the sole 
reason, is lack of timber access roads. The result is that in 1957 Washington 
State counties are losing $2,355,750 and the Federal Treasury is losing $9,423,000. 
Last vear the cut averaged 63 percent of the allowable cut, with a loss to our 
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counties of $2,331,150 and to the Federal Treasury of $9,324,600. The following 
chart contains the figures for each of the forests in our State: 
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1 County revenue loss, $2,331,150; total Treasury loss, $9,324.600. 
? County revenue loss, $2,355,750; total Treasury loss, $0,423,000. 





For lack of timber access roads, not only are we realizing a smaller harvest, 
but many of our smaller loggers are denied the opportunity to bid on Federal 
forest timber. 

For where there are no Federal access roads, the bidder must build them to 
harvest his timber. Even though the cost of building these roads comes out of 
the Treasury—in the form of an allowance to the purchaser for the cost of the 
road—sales must be large enough to cover the cost of the roads. Small operators 
simply cannot handle the job. The absence of access roads, then, means virtual 
monopoly by a handful of big operators. 

The absence of competition, in turn, means lower bids and lesser return to 
the Federal Treasury from Federal forests. 

Here, again, the record speaks for itself. The record shows that where there 
is competition for sales, bids averaging more than 70 percent above the appraisal 
price have resulted. The record likewise shows years in which more than one- 
half of the really big sales went at the appraisal price. In most of these big 
Sales, high road costs are involved. 

Now we do not say that all sales should be for only 100,000 board-feet, or even 
1 million board-feet. But we do wish to emphasize that big sales often are 
expensive to the Treasury. 

We hear a lot these days about doing something for small business. Our 
present access road policies are hurting small business. By the simple device 
of not seeking the necessary funds, the Forest Service can tell the people: “We 
are sorry, but we can’t build timber access roads because Congress didn’t provide 
the money.” 

It is our earnest hope that the Senate Public Works Committee will consider 
favorably our bill to increase Federal access road authorizations for the sake of 
our small-business men in the timber industry. At the same time we will be 
helping the Federal Treasury. For by building these roads, we will—on the 
basis of the record—receive more bids, and bids will be higher because of the 
competition. The cost to the Federal Government of building the roads will be 
more than offset by increased receipts. 

Requirements of sound forestry management also require adequate access 
roads. Sustained yield timber cutting requires operations all over the forest to 
take out trees most ready for the harvest. Until the basic mainline road system 
is completed, operations are limited to accessible areas. Since most of the 
national forest areas are virgin timberstands, the full realization of sustained 
yield is delayed until the road network is completed. 

Furthermore, the absence of a complete road network works against balanced 
cutting programs. Many national forest areas are a combination of low elevation 
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and high elevation areas which are inaccessible in winter. Roads normally start 
from the valley floor and penetrate the higher areas last. With a complete road 
system, it is possible, in many places, to schedule sales so that timber may be 
offered for summer operation at higher areas and winter cutting in the lower 
areas. This promotes better sales programs, insures year-round employment in 
the industry, and provides for a better balanced workload for the Forest Service. 

It is not always possible to secure the amount of road construction that is 
needed for proper development as a part of the timber sale. Where a sale has 
a large amount of road construction in relation to the timber cut, its desirability 
is reduced because lumber companies are more interested in securing timber 
than being road contractors. The timber purchaser is interested in road con- 
struction only as it relates to timber available to him. 

For the sake of better forest management, then, for the sake of competition and 
stimulation to the region’s economy, for the sake of our county treasuries and 
the Federal treasury, we must proceed at onc with a sound access road program. 

The programs presented to Congress by the Secretary of Agriculture will not 
accomplish these things. Apparently we in the Congress must take the initiative. 


Senator Gore. Senator Neuberger, do you have some preliminary 
remarks ¢ 

Senator Nevupercer. Just very briefly, Mr. Chairman. I want to 
concur with what Senator Magnuson has said about the generous co- 
operation which the chairman has shown to us in coming out here 
at the Christmas season to hold these hearings. 

There are some people in the Pacific Northwest, as both Senator 
Magnuson and Congressman Don Magnuson realize, who have scoffed 
at and ridiculed the idea that we might secure passage in the Senate 
of an authorization of an eventual $50 million for forest access roads. 
I think the presence of the chairman of the Roads and Highways Sub- 
committee in Portland, in Seattle, and in other Northwest cities at this 
time of year to conduct these hearings indicates that there is a possi- 
bility to secure adoption by the Senate of such a bill. 

I also want to indicate for the record that this bill is the product of 
joint efforts by the Senatorial delegations of Washington, Oregon, and 
Montana, in collaboration with many of their colleagues i in the House, 
such as Don Magnuson. I know that this bill, S. 1136, would not be 
before us today were it not for the participation and the authorship 
by the two distinguished Senators from the State of Washington, 
Senator Warren Magnuson and his colleague, Senator Henry Jackson. 
It is a joint product and all of use are grateful to you, Mr. Chairman, 
for coming here. 

Senator Gorr. I want to say that Tam grateful to the Senators from 
the Northwest for the onic they have shown in the development of 
other regions of America. There are only 96 Senators, and we con- 
stitute more or less a board of directors for the greatest Nation on 
earth. If all of us take a narrow point of view and become interested 
only in the problems of our own States, then the whole national interest 
will suffer. 

I have long been an advocate of regional development. More and 
more our problems are regional and national in character. I hold the 
view that programs of action which strengthen the economy of the 
Northwest, which bring to greater fruition “the American w ay of life 
in the Northw est, make America stronger and better. 

Iam happy to express my gratitude to the Senators from the North- 
west for their interest in the Tennessee Valley. My interest in the 
Northwest is genuine. 

Weare pleased to have one of Washington’s distinguished Congress- 
men, Congressman Magnuson. We will now hear from him. 
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Congressman Maenuson. Mr. Chairman, I want to joint in welcom- 
ing you to the Pacific Northwest, and Dick here, too, Senator Neu- 
berger, to Seattle. I certainly appreciate your coming out on this very 
oe matter. 

have a statement which I wish to present for the record. 
(The statement referred to is as follows :) 


STATEMENT OF Hon. DON MAGNUSON, A MEMBER OF CONGRESS FROM THE STATE 
OF WASHINGTON 


Mr. Chairman, I want to thank you and your committee for this opportunity 
to speak in behalf of 8S. 1136, a bill which will help put management of our 
national forests on a sound basis. Our national forests are a big and important 
business, and provide us with a valuable source of wealth on which we can draw 
forever if they are managed properly. There are many reasons why S. 1136 
is sound legislation and why its passage will enhance the present and future 
development of our forest wealth. Congress has recognized the importance 
of full development of our national forests in the past by appropriating consider- 
able sums of money for access roads. Such roads are necessary if we are to 
enjoy full benefit from out forests. Officials of the Forest Service tell me that 
right now we need an additional 29,000 miles of access roads to carry out proper 
forest management. With them, and only with them, can we be sure that we 
are taking full advantage of this most valuable legacy. 

When we talk about access roads, we are not talking about an expenditure 
alone, but of an investment—a very sound investment—which will give us multiple 
use of our forest resources for many years tocome. First of all, these federally 
constructed access roads will provide us with a network of well-constructed roads 
to help our Forest Service workers with disease and fire control. Most of our 
Federal timber stands are in high, rugged locations, where, because we cannot 
reach them, thousands of trees become overripe and are lost to decay. They 
ultimately create serious fire hazards in surrounding areas. 

Secondly, because these trees are so difficult to reach, many timber companies 
shy away from bidding on them, simply because they do not have the resources to 
build their own access roads. Even though road construction costs are taken 
into consideration when bids are made, only the larger companies are able to 
engage in roadbuilding. Thus, the medium- and small-size timber companies are 
eliminated from the bidding, and we do not get the best possible price for our 
timber. 

This is an absolute waste of money, and the situation will get worse unless 
Congress does something about it. S. 1136 provides for a well-planned system 
of roads to be developed over the next 12 years. 

If the construction of access roads is left up to private operators, we are 
being shortchanged. When they build a road, it is for one purpose—to get the 
timber out of the woods and into their mills. They can’t afford to take into 
consideration the need for roads for recreation and forest-management purposes. 
Why not see that money spent for road construction is used for many purposes? 

Another point I should like to emphasize is how important sound management 
of these forests is to the counties and school districts in which they are located. 
As you know, local governments receive 25 percent of the sale price of national 
forest timber for local school and road construction. Congress made this pro- 
vision because of the hardships created in certain areas where considerable 
Federal property is free from taxation. Butin spite of the fact that this money is 
made available for local governments, the lack of an adequate system of access 
roads is preventing these districts from receiving all of the money they are 
entitled to by direction of the Congress. Only part of the allowable cut is being 
taken from our national forests. Every tree that rots on the slopes of our na- 
tional forests is money taken away from our schools, You are all aware of the 
terrible financial bind our schools are in today. Let’s not add to the problem 
when we have the means to help ease the financial burdens of local school 
districts. 

Our schools need this money and are entitled to it. When it is impossible to cut 
stands of timber, or we allow it to be cut at lower prices because of access prob- 
lems, we are throwing money away. Passage of this bill and the construction 
of the access roads it provides for are essential for sound, long-range manage- 
ment of our valuable forest resources. 
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Thank you, Mr. Chairman, for this opportunity to point out some of the reasons, 
why we need this legislation. 


As you know, I have introduced an identical bill in the House, 


to this bill and endorse the bill and its purposes without reservation. 

I think that the present limitations on appropriations for forest 
access roads is unrealistic and considerably greater appropriations 
should be authorized. Much mature timber is being wasted because 
it is not accessible, and in the interest of sound management, we 
need greater appropriations for this purpose. It takes money, of 
course, but it is an investment which will be repaid many times. 

I am very happy to have the opportunity to express my support of 
this proposal. 

Senator Gore. Thank you, Congressman. Our first witness will be 
Mr. Ernest. Cowell, representing Governor Rossellini, along with Mr. 
William Bugge, director of highways of the State of Washington. 


STATEMENT OF ERNEST A, COWELL, CHAIRMAN, WASHINGTON 
STATE HIGHWAY COMMISSION 


Mr. Cowe.u. Senator Gore, Senator Neuberger, and, of course, 
senior Senator Magnuson and Don. On behalf of the Governor of the 
State of Washington, I wish to welcome you to the State of Washing- 
ton, and concur in what has been said. He asked me to express his 
appreciation in regard to the long trip that you have taken in par- 
ticular, Senator, coming all the way from Tennessee, leaving your 
family at this time of year. He hopes you will have a nice stay here, 
although it may be short, and his hearty welcome, of course, goes to 
every one of our neighboring Senators, and others. 

He also wishes to wish you a happy holiday season and the very 
best for the next year, the very best. 

He is unfortunately unable to be with us today because of a long- 
standing previous engagement, and he sends his regrets in that re- 
spect. I know he is vitally interested. He said, and I know also, 
that he is about the only man in the State of Washington that has 
told me that if there was any other way of avoiding the present en- 
gagement, he would be here because he is so vitally interested in these 
problems that are being presented to you on this forest highway 
program. 

Senator Gore. I wish you would say to him that we miss him. We 
would be honored and pleased with his presence, but we both un- 
derstand and appreciate the heavy duties which necessitate his 
absence. 

Mr. Cowetx. You know, I believe I understand a little bit of how 
he feels about that. I am a farmer in eastern Washington, and 
about the time of year that the grain begins to ripen over there, I 
become very conscious of what I have to do, among many things, be- 
fore that harvest, and one of the things that I see to first is that I 
have good access roads to my fields, because if I do not, we have quite 
a loss in not being able to harvest and get the grain into the elevators. 

It is quite Sata in the respect that the Governor has to the State 
of Washington in his capacity and the forest timber resources which 
are to be harvested in the State of Washington. We, of course, are 
lacking in the facilities to harvest this, and each year that goes by, 
naturally there is a loss to the State of Washington, primarily be- 
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cause it is our No. 1 harvest; secondly, because it effects the economy 
of the whole Nation, and he is very much concerned, knowing that 
we cannot of our own in the State of Washington, correct all these 
problems. 

He was looking forward, naturally, to what you gentlemen are go- 
ing to recommend for help in solving these problems. 

ow, the thing I think that he would like me to say is that he hopes 
that you will come back and that what information is given to you 
today will help you in making these determinations. 

I have a presentation to make as chairman of the highway commis- 
sion, which should really be following Mr. Bugge’s in his detailed 
presentation, but if I may, I would like to present it at this time in the 
interest of saving time. 

Senator Gore. The committee will be pleased to hear you. 

Mr. Cowet.. It is my privilege today to present to you the think- 
ing of the Highway Commission of Washington State in respect to 
certain problems which we face in relation to the Pacific Northwest. 

With a tremendously expanding interstate highway program, we 
are very much concerned with the integration and the progress which 
we must follow in construction of our primary and secondary high- 
ways in order to keep pace with the Interstate System. Along with 
this particular program, of course, the importance of the public lands 
and forest service highways must be considered. It is our feeling 
that consideration should be given to increased funds for an expanded 
program of a highway system on public lands and forest reserves so 
that they may be programed to meet the increasing needs with the 
expanding State and Interstate System. 

I wish to emphasize the needs in the State of Washington which 
have been previously testified to, but which should be considered 
primarily in the determination of increased appropriations—namely, 
the forest resources in the State of Washington, and the resources 
in Region 6 which covers the Pacific Northwest and the Rocky Moun- 
tain region. 

One of the most important projects to which we should give con- 
sideration, in regard to the highways entering into the Northwest, 
and I might say here that this has been presented in Oregon, and I 
know Senator Magnuson is in accord, and I am putting in a plug for 
the State of Idaho and you will hear plenty about it in Lewiston to- 
morrow—is that of the Lewis and Clark Highway through north cen- 
tral Idaho into the State of Washington at Clarkston and continuing 
on the recently surveyed route across the Snake River westerly to 
Highway 7C joining with the Interstate System Highway 10 at 
Vantage Ferry and on into the metropolitan areas of Seattle and 
Tacoma. There are approximately 25 miles of highway yet to be 
constructed in this forest area of Idaho. 

Moneys that have in recent years been available, in most cases have 
come from public lands and Forest Service revenue. The importance 
of connecting this highway is not only for the Pacific Northwest, but 
for the benefit of the States lying to the east, as well; for, were this 
connection made, the actual mileage from Chicago to the coast would 
be approximately 150 miles shorter into the heavily populated coast 
cities of Washington, and 200 miles shorter to Portland, Oreg. 
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The development of the resources of this area, as far as timber and 
minerals are concerned, would be a tremendous advantage at the pres- 
ent time. Many millions of feet of lumber can be tale from the 
forest area which this highway would transverse in the State of 
Idaho. ‘Timber access roads can be connected to this highway and, 
with the development of the river traffic on the Snake and Columbia 
Kivers—this would be of tremendous import to the Northwest. 

From the national defense point of view, this highway would be 
of as great importance as either of the Interstate highways entering 
the metropolitan areas of Washington and Oregon. With the num- 
ber of military establishments in the States of Washington, Oregon 
and Idaho, this particular route, when completed, would be available 
to any one of the establishments which have been set up for national 
defense, such as Fort Lewis, Larson Air Base, Atomic Energy plant 
at Hanford, the ordnance depots in Oregon, and the reactor stations 
in Idaho. In case of evacuation or transportation between these areas, 
no route would be shorter than the one I propose. 

With ever-increasing tourist travel the Northwest, as well as the 
Kast, will benefit to a great degree by the continuation of Highway 
410, or the Lewis and Clark Tourway, through Idaho. Requests have 
been made by the State of Washington to put 410 on the Interstate 
System; however, with the completion of this highway through north 
central Idaho, from Missoula to Lewiston, there would be ever-increas- 
ing numbers of people on their vacations making this beautiful trip 
through the scenic area of north and central Idaho, down the Clear- 
water and across the State of Washington, through the Columbia Basin 
development and into the many areas on the coast of Washington and 
Oregon which have drawn many thousands of tourists to the North- 
west. 

Other factors to be considered are the development and construction 
going on around the McNary Pool in the States of Washington and 
Oregon—in the manufacture of paper products, fertilizers and light 
metals—where transportation from Idaho on the water level route 
into this area would increase the development at a rate which we must 
have to meet the demands for the products to be produced. 

Also, we are looking forward to an interchange of commodities from 
the agricultural areas in the State of Washington, due to the develop- 
ment of the Columbia Basin and the need for exchange into Idaho— 
likewise, the integration of traffic between the populated areas of the 
northern part of the State of Washington with the southern part, 
across the Snake River on the same highway of which we are speak- 
ing—there is only one crossing of the Snake River between the city of 
Pasco and the central ferry, and this crossing of the Snake River on 
the same highway I have mentioned, of which we are speaking, would 
give us a good year-round North-South route between the Inland 
Empire and southeastern Washington, as well as the East-West high- 
way straight from Seattle to Chicago. 

We of the Washington State Highway Commission are concerned, 
as are other commissions in the Northwestern States, with the need for 
funds to construct and keep pace in completing our highways leading 
into the Interstate System, due to the tremendous amount of money 
required for matching funds on the Interstate System. We are natur- 
ally looking forward to the help of the Federal Government in supple- 
menting the forest roads program, so that the Interstate, the state 








324 FEDERAL HIGHWAYS AND FOREST ROADS 


roads, and the Forest Service—public lands developments can all be 
moving together, and coordinated, so there will be no bottlenecks with 
regard to the construction program over the next 15 years—meeting 
the highway needs as they increase. 
_With these brief statements, we hope that consideration will be 
ven to this proposal by your committee, and that a yardstick of 
etermination will be used that will make it possible for these de- 
velopments to take place in a planned program. 

In conclusion, I would like to state that the Washington State 
Highway Commission will give full support in engineering and con- 
struction wherever possible, working with all departments of gov- 
ernment in the development of a safe, adequate highway system. 

Senator Gore. Thank you, Mr. Chairman. Senator Neuberger? 

Senator Neusercer. I think, Mr. Chairman, that the record should 
show that the Washington State Highway program is one of those 
that is substantially on schedule or ahead of schedule in acquiring 
rights-of-way and letting contracts for its participation in the great 
41,000 mile Interstate highway program which is authorized in the 
bill that bears your name. 

Senator Gore. Senator Magnuson ? 

Senator Maenuson. No questions. I just wanted to point out, how- 
ever, that you will hear a great deal more in detail about what Mr. 
Cowell talks about on the connection of the Lewis and Clark Highway 
tomorrow at Lewiston. 

Senator Gore. Congressman Magnuson ? 

Congressman Magnuson. No questions. 

Senator Gore. Mr. Chairman, would you mind telling us of your 
progress or problems or both with respect to the initiation of the vast 
Interstate Highway System ? 

Mr. Cowetu. Mr. Chairman, as I mentioned, of course, we are 
concerned by reason of the fact that a great deal of our money is used 
for matching funds. We have a highway system in the State of 
Washington which we feel is good, but we cannot, unless we pro- 
gram it right, keep our primary, our secondary highway system up to 
the standards which are required for the increased traffic on the 
interstate as we are anticipating, and along with the Forest Service 
roads and this harvest that we expect from our No. 1 crop in the 
State of Washington, we must have access roads and more funds, I 
believe, to keep that also on the same program level] that we expect 
to have on the other primary, secondary and Interstate System. 

Senator Gore. Is the mileage now available for Interstate High- 
way designation sufficient for the needs of Washington, or does the 
te OF Washington need additional mileage on the Interstate 

stem ¢ 

Mr. Cowet.. Well, as you know, Senator, we have received an addi- 
tional 132 miles, which most of it will be in the State of Washington, 
as Senator Neuberger knows. We do not have the location of that 
particular route as yet. 

As far as the State of Washington is concerned, we had felt that the 
Highway 410 as was proposed to the Bureau would have been a better 
Interstate System, and we requested that. However, we have one good 
highway, U. S. Highway 10, coming across the State of Washington. 
Of course, Highway 99 north and south and the connecting link be- 
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tween Highway 10 and Highway 30, according to the Bureau, is what 
we are going to get and what we are going to use as connecting 
north and south between the two States to connect Pendleton with 
Ellensburg. 

Now, whether that is sufficient for the State, I would hesitate to 
say. 

Senator Neupercer. May I ask a question? Because this same in- 
quiry was put to representatives of the Oregon Highway Department 
in Portland yesterday, as you may recall, Mr. Cowell, was the Wash- 
ington State Highway Commission consulted in advance prior to the 
allocation of this additional 132 miles on the Interstate System from 
Ellensburg to Pendleton ? 

Mr. Coweti. The Washington Highway Commission was not in- 
formed of it nor asked for recommendations. It came to us from the 
newspapers. We did not have any further knowledge of it until after 
we read about it in the newspapers. 

Senator Neusercer. In other words, you heard about it in the same 
fashion that the Oregon Highway Commission heard about it, through 
the press. And, as you may recall, because I think you were in Port- 
land yesterday, the officials and Commissioners of the Oregon High- 
way Commission testified that they had had no advance knowledge 
and no prior consultation before this allocation of additional inter- 
state mileage was allocated in your State of Washington and in their 
State of Oregon. 

Mr. Cowett. That is exactly right. We had of course suspected we 
would be contacted prior to any addition, and under the act I believe 
it is requested, but it didn’t occur. 

Senator Neupercer. I know Senator Magnuson would be interested 
in that information that there was no contact. 

Senator Gore. In testimony before this committee during the con- 
sideration of the highway bill and program, there was never any inti- 
mation that the program would be operated without the closest co- 
operation between the Federal Government and the State govern- 
ments. Indeed, the testimony was just to the contrary. 

The procedure outlined to this committee and the procedure an- 
nounced by the Department of Commerce to the various State high- 
way departments was to the effect that the States themselves would 
make application for additional interstate designation and the Federal 
Bureau of Roads would consider those applications and act in co- 
operation with the various State highway departments. 

I wish to read section 7 of the act : 


There shall be designated within the continental United States a National 
System of Interstate Highways not exceeding 40,000 miles in total extent so 
located as to connect by routes as directly as practicable the principal metro- 
politan areas, cities, and industrial centers, to serve the national defense and 
to connect at suitable border points with routes of continental importance in 
the Dominion of Canada and the Republic of Mexico. The routes of the Na- 
tional System of Interstate Highways shall be selected by joint action of the 
State highway departments of each State and the adjoining States as provided 
by the Federal Highway Act of November 9, 1921, for the selection of the Federal 
Aid System. All highways or routes included in the National System of Inter- 
state Highways as finally approved, if not already included in the Federal Aid 
Highway System, shall be added to said system without regard to any mileage 
limitation. 
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Now, we have increased it from 40,000 miles to 41,000 miles, but 
we did not change this requirement that it be by joint action by the 
States involved and the Federal Bureau of Roads, but you are telling 
us that there was a designation without even so much as the courtesy 
of aconsultation by Washington. Is that correct ? 

Mr. Coweit. That is exactly correct. In fact, we had never even 
proposed or thought of such a location as was presented to us. 

Senator Gore. And the first news you had of it was through reading 
a newspaper ? 

Mr. Cowett. That, naturally, we did not like. 

Senator Gore. Well, is that your idea of Federal-State cooperation ? 

Mr. Cowett. Of course it is not, definitely, and we feel just like 
you do, Senator, that this was an unjust addition to it. 

Senator Gore. I raise no question about this particular route which 
was designated. I am not informed about it. But I do express grave 
concern with this tendency, this demonstration, of an intent to monop- 
olize the highway program from the banks of the Potomac. It must 
not be so. The law requires that it be a Federal-State cooperative 
relationship. The law also requires that the Interstate System shall 
be selected and developed with equal regard to the local traffic pattern 
and needs with national traffic pattern and needs. 

I don’t know ‘just how the action to which we have addressed our 
remarks can be measured with the requirements of the law. Do you 
concur with that, Senator Magnuson ? 

Senator Magnuson. I do. And I don’t know any committee in 
the Senate that took more time and concerned themselves more with 
that provision so that there would be this cooperation, in all the hear- 
ings on the interstate bill. 

Senator Neusercer. You wonder what the purpose is both of the 
act and of these excellent highway commissions we have in our two 
Northwest States if they aren’t allowed to participate in the selection 
of units of their system that will be part of the most important road 
network we have in America. 

Senator Gore. Well, unless this program works well at the State 
level it will not work well at all, because we must depend upon the 
State highway departments to construct the highways, to acquire the 
rights-of-way, and to maintain and police the highways once they are 
built. We must depend upon cooperation between the States to pro- 
vide interconnections, thus making a truly National System. I doubt 
if this is the proper way to begin cooperation. I hope that this will 
not occur again. 

We are beginning our hearings in Washington on January 8. Con- 
gress convenes on the 7th; we begin work the next day. We will 
afford Secretary Weeks ample opportunity to explain this action. 
Thank you very much. 

Mr. Cowetu. I wish to state that we are deeply gratified and thank- 
ful to you for your efforts, Senator. We are, of course, accepting 
this addition to the highway. We would not turn that down. But 
knowing that your committee and you men in Washington are going 
to alleviate this difficulty in the future and are working for this coop- 
eration, we are very, very thankful. 

Senator Gore. One other question: Do you feel that this particular 
designation will meet the Interstate Highway needs of Washington 
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or do you think that the committee should give consideration to a 
further increase in the interstate mileage amount ? 

Mr. Cowe.t. It depends on how you look at it and what weight 
you give to certain factors. Now, the determination of this loca- 
tion was by taking a straight line through from Highway 10 to 
Highway 30 and they said they wanted that connecting link in the 
shortest point. They took, of course, the national defense and the 
integration of traffic and the resources in the area and the popula- 
tion; national defense on the basis of 30 percent and integration of 
traffic 30, the resources and the local, on the basis of 20, and the 
population, 20. 

I believe that is the formula they used in the determination, so 
they told us, but as I stated previously, we had felt that 410 High- 
way would have served the State of Washington better. However, 
we are going to work with the Bureau in this case. We have no 
other choice. 

Senator Gore. Thank you, Mr. Chairman. 

The committee will next hear Mr. William Bugge, Director of 
Highways of the State of Washington, and who was the immediate 
past president of the national highway officials organization with 
whom I may say it has been my pleasure to work the last 3 years. 
You have made a notable contribution, Mr. Bugge, to the develop- 
ment of the national highway program. 


STATEMENT OF W. A. BUGGE, DIRECTOR OF HIGHWAYS, STATE OF 
WASHINGTON 


Mr. Bueer. Thank you, Senator. Senator Gore, Senator Neu- 
berger, Senator Magnuson, I have a prepared statement, which I 
am going to confine my remarks with Senate bill 1136, and with your 
permission I will read the statement. 

The enactment of any legislation by the Congress of the United 
States which makes provision affecting the harvesting, protection, or 
development of forest products in the State of Washington is of 
vital importance to the State of Washington and the Washington 
State Department of Highways. An examination of bill S. 1136 
indicates to me that it does make such provisions in making appro- 
priations for forest development roads and trails and timber access 
roads to and from national forests. 

While the bill seems to be for the purposes of development within 
the forests, particularly to provide for economical harvesting, it 
must be pointed out that in the harvesting of forest products, suit- 
able highways and roads must be provided for the transporting of 
these products to the mills and points of manufacture. This is 
particularly true with the present trend toward use of highways 
almost exclusively for such transportation (log hauling). In earlier 
times such was not the case when transportation of forest products 
was handled by animal power and later by railroad. However, the 
use of animal power has entirely disappeared and, except in a few 
isolated instances, in the State the use of railroads has been aban- 
doned. It is, therefore, of utmost importance, as pointed out, that 
adequate highways and roads be available to transport forest prea. 
from the place of growth to the place of manufacture, It should be 
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noted, too, that in most instances, the roads on which the transporta- 
tion takes place are, at least in part, on the State highway system. 

In the development of a system of highways, it is essential that 
planning be done for many years in advance to provide for an ulti- 
mate coordinated system. It is necessary, too, that construction be 
carried forward in a coordinated manner. In order that such plan- 
ning may be intelligently carried out in the State of Washington, 
it is important that the plans of the United States Forest Service be 
coordinated with those of the department of highways. 

While the planning is necessary for periods of from 20 to 25 years 
in advance, it is possible that information may be available for actual 
construction for somewhat shorter periods, but there should be suffi- 
cient time for advance information to be available. The budget for 
construction purposes in the Department of Highways of the State 
of Washington is prepared 1 year in advance of actual appropriations 
and covers a 2-year period of construction. Therefore, many of the 
projects at the time of the preparation of the budget will not be under- 
taken for approximately 3 years. Thus, we feel that S. 1136 will aid 
very materially in providing information to the department of high- 
ways not only for planning but for the actual budget period. 

I might say, the relations between the United States Forest Service 
and the department of highways of this State have been exceedingly 
good and in several instances, where emergent conditions have existed, 
cooperative effort has been expended to salvage many forest projects 
which have been in jeopardy. One example of such cooperation was 
the reconstruction of sections of highway between Forks and Port 
Angeles, Wash., to make it possible to salvage within a limited time 
a large amount of timber which had been damaged by a severe forest 
fire occurring in September of 1951. It was necessary to move these 
materials within a period of 3 years. This required the highway to be 
of sufficient strength to carry from 300 to 350 loads of logs each 
working day from the forest in the vicinity of Forks to the mills and 
boom grounds at Port Angeles, a distance of from 50 to 60 miles. Over 
certain sections of the road the Forest Service awarded contracts and 
on other sections the department of highways contracted for the re- 
construction that was necessary. By the combined efforts of these 
two agencies, a complete salvage job was performed, saving many 
thousands of dollars and large amounts of materials which would 
otherwise have been a waste. 

Another example of cooperative effort between the 2 agencies is 
that of securing the extension of a forest highway in Cowlitz County 
which permitted the Forest Service to assume the reconstruction of 
an additional 4 miles of highway while the State was assuming the 
reconstruction of an 8-mile section of a 12-mile section, both sections 
being necessary in order to move forest products from an area which 
had been infested by disease, making it necessary to salvage the timber 
immediately. At the same time, by reason of power development, a 
large amount of timber, because it will soon be inundated, must be 
moved within a short period of time. On account of the large move- 
ment of these forest products, it is necessary that a section of 12 miles 
be reconstructed since the additional loads could not be moved and 
local traffic maintained without this work being undertaken. 
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The following is cited as an example of the magnitude of work 
involved on this section : 


Million feet 
per year 

Pinchet National Forest (accelerated program due to removal of Chernes 
in@ested! | timberis acs bie oe 2) ee ce yeaah! usted eee 203 
Swift Creek and Big Muddy Dams (Pacific Power & Light) ~------_- athhdee 108 
DROITS SCNT Eileen cet Ries chante ereiterrietenierincem nena ae 36 
Weyerhaeuser Timber Cou. 20-2 oe ebb ee ec te- Leheetikihd, vnstsstanstok 17 
Totekic. 23yusulus alvlenu: sepia alse de eae blied pabaeds 364 


In addition, the Pacific Power & Light Co. estimates it will haul 
in 100,000 tons of material during the construction of the Swift Creek 
and Big Muddy Dams. It is estimated also that 800 employees will 
commute to this project as well as 100,000 visitors who will be attracted 
to the area each year. From a conservative estimate, it will require 
some 82,800 loads over this section of highway a year, or approximately 
226 loads each day of the year. Allowing for the return, it would re- 
quire 452 trips per day, or approximately 45 trips an hour during 
daylight hours. Some of this traffic will be restricted to seasonal 
work and thus may actually increase the daily traffic over these esti- 
mated average daily loads. 

I might cite another example of the cooperation between the various 
agencies which involves harvesting products from the national forests 
by telling this committee of the consideration being given to a joint 
undertaking by the United States Forest Service, the department of 
highways, and the city of Seattle for the extension of Forest Highway 
Route No. 32 from the vicinity of Diablo Dam on the Skagit River into 
the valley of Thunder Creek. This is north of Seattle and involves 
construction of a new cross-mountain highway in that particular area. 

This proposed work would be necessary in the event the city of 
Seattle develops and constructs a dam on Thunder Creek, which is 
under consideration at the present time. In this area a portion of the 
route which would be taken by the Forest Service coincides with that 
of the route of a highway established by the State Legislature. On 
this section it is proposed that the Forest Service contribute the cost 
of the road, which they would construct to remove the timber from the 
proposed reservoir area, and the State and city, in proportionate bene- 
fits, pay for the cost of building the road to the higher standard which 
would be required for the handling of anticipated motor vehicle 
traffic. 

Senator Gore. Can you give us the loss which the State and the 
Nation and the counties are now suffering in Washington due to the 
lack of access roads, and the consequent failure to take the allowable cut 
from the national forests? 

Mr. Bueee. I will bring that out later in my statement. 

In a recent compilation of the needs for the completion of the forest 
highway system in the State of Washington, an estimate was made 
amounting to $103,753,000. This estimate indicates quite definitely 
that an increase in appropriation should be made for the forest high- 
way system for the development of roads not only within the forests 
but leading to and from the forest areas for the harvesting and trans- 
portation of forest products. 

The attention of your committee is called to the action of the Amer- 
ican Association of State Highway Officials at their meeting in Chi- 
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eago November 18 to 22 in which the following resolution was 
adopted : 


RESOLUTION No. 1 


Whereas the forests highway system is deficient for present day needs; and 

Whereas the forest highway system is an integra] and vital part of the Na- 
eee System and must be constructed as rapidly as funds are avail- 
able ; 

Whereas appropriation of said funds has lagged far behind the authorization 
even though Congress has clearly indicated its intent that all highway moneys 
TR be made available at the earliest possible moment: Now, therefore, 

1 

Resolved, That the American Association of State Highway Officials, in annui:l 
convention assembled at Chicago, IIL, November 18-22, 1957, urgently request 
that funds authorized for forest highways be made immediately available to 
neernenee contract necessary improvements on forest highways; and be it 

Resolved, That the Secretary of Commerce be sent a copy of this resolution 
and be respectfully urged to exert the powers of his office to help achieve the 
intent of this resolution. 

This resolution points out the difficulties being experienced in the 
Western States when the appropriations have not kept up to the 
amounts authorized by Congress. This, in many instances, has caused 
serious difficulty in the revising of budgets and programs as a result 
of the Forest Service not having funds indicated as being available 
by the authorizations. 

This matter that you just spoke of, Senator, the attention of the 
committee is also called to information recently furnished to you as to 
the cuts of timber from the various national forests in the State of 
Washington for 1956 and for a portion of 1957. This statement shows 
the allowable cut and the actual cut in 1,000 board-feet and the pay- 
ment to counties made by reason of such cuts and the amounts which 
would have been paid had the full allowable cut been made. In 1956 
this shows a county revenue loss of $2,331,150, to counties of this State, 
and a total Treasury loss of $9,324,600, whereas the cut for 1957, up to 
the present time, shows the same relative losses of $2,355,750 to the 
counties and $9,423,000 to the Treasury. It is quite evident from this 
statement that this loss affects the economy of the State to a con- 
siderable degree. Of course, this resolves itself back to the matter of 
adequate access to the timber. 

It is noted in the bill that the Forest Service is granted authority 
to construct to standards which will comply with the requirements for 
future development. This is a feature which provides for future 

lanning in any particular area and certainly should be retained in the 
bin as an important part. 

There are certain features of the bill which might be interpreted as 
being somewhat restrictive in the field operations in the management 
of United States forests. However, such points will undoubtedly be 
called to your attention by other agencies. The overall aspects of the 
bill appear to be quite beneficial and we believe will be of material 
assistance, particularly in allowing for better planning for a system 
of roads and trails which will permit of much greater economy in the 
handling of our forest products, in the State of Washington. 

Senator Gore. Well, Mr. Bugge, you refer to our forest products in 
the State of Washington. As Senator Magnuson has said, this is per- 
haps your greatest resource, but it is a national resource. 
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Mr. Buecr. That is correct, sir. My reference to the State of Wash- 
ington is, of course 

Senator Gore. I am not being critical of you, but the greatest res- 
ervoir and reserve of national forests in the entire Nation is here in the 
Northwest. 

I live in a small town in the middle part of Tennessee. Yet when we 
build a good home in Carthage, Tenn., we use good lumber from the 
northwestern part of the United States. The whole Nation is inter- 
ested in the proper utilization and proper conservation and proper de- 
velopment of this great national resource. 

Now, I was quite interested yesterday to learn that some of the pri- 
vately owned timber lands were being rather heavily overcut, whereas, 
for want of access roads, large parts of the national forests are not 
being cut at all. A resource is going to waste. 

Now, you give us some enlightening figures there as to the loss from 
want of proper use. 

Mr. Buaer. That is correct. 

Senator Gorr. There is another side. We are suffering a national 
loss because of the improper use of those resources that are being 
overcut. 

Mr. Buecr. That is correct, sir. 

Senator Gorr. Senator Neuberger / 

Senator Neunercer. I would like to ask Mr. Bugge a collateral ques- 
tion on one thing to which he referred rather fleetingly in his very able 
statement. 

You mention the fact that an increasing number of reservoirs for 
storage and flood control and power are being built in your State, as 
they are in my State of Oregon. These reservoirs are being con- 
structed by the Federal Government, by private utilities companies, 
and by municipal power systems. A good many of them are in na- 
tional forests. In the State of Oregon T think the Hills Creek project 
and the Cougar project, are in national forests. The Pacific Power 
& Light project in the Lewis River is in a national forest, and I think 
seme of your Seattle city light projects are in national forests. 

This matter has been brought to my attention by people in the lumber 
industry and by officials of the Forest Service. In many instances 
where these reservoirs are constructed, it makes it far more costly to 
build roads to go in and harvest that timber. The roads must follow 
the shore line of these vast reservoirs. They must go up draws and 
canyons, and so forth. The roads are not in the creek bottoms, but 
they are up at higher elevations and require a great deal more rock 
work. 

At the present time the additional cost of those roads is either com- 
ing out of the very limited forest access roads budget of the United 
States Forest Service, or the costs are being paid for by the timber 
buyers who, in some instances, construct the roads. It has seemed fair 
to me that where a reservoir behind a Federal dam, a private utility 
dam or a municipal dam makes it more costly to build a road to harvest 
that timber stumpage, that the additional cost of those roads should 
be borne by the interest which erects the dam that creates the reservoir. 

I have felt for a long time that this was an unjust imposition on the 
timber industry and upon the very relatively small budget of the For- 
est Service for access roads: and I have felt we should have legislation 
which should provide that one of the costs of that dam to be paid for 
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by the power users, whether they buy through the Federal Government 
or a private utility or a city system, should be allocating to the costs 
of that dam the additional moneys involved to harvest that timber. 
I wonder if you don’t think that would be a fair policy. 

Mr. Buaee. I would say from equities in sharing cost, it certainly is 
a fair policy, in my thinking. I think it should be, because we, of 
course, have those experiences in constructing highways. If we have 
a highway that is in the pool area, it is the responsibility of the group 
that might be constructing the dam to replace this highway in kind on 
a new location. 

Senator Neusercer. But where no highway existed when the reser- 
voir was built and then a road is put in for forest-access purposes, that 
cost pomnattly falls on the people who build the highway, isn’t that 
true ¢ 

Mr. Buaeer. That is correct. 

Senator Neusercer. Rather than on the interest that created the 
reservoir. It does not seem to me that that was fair and that that 
policy ought to be changed. 

Mr. Buece. It certainly is a policy that should be explored in its 
relationship to these Sc dalistanaut roads. As I have pointed out, with 
this work up in Cowlitz County, Pacific Power & Light, there is a 
large movement of timber there which, of course, is contiguous to the 
movement of this infested timber. The movement of this timber that 
has to be taken out on account of construction of the dam of the reser- 
voir area will, of course, be contiguous to the movement of the timber 
from the infested area I spoke of, which isa problem. It is a problem 
which prompted the Forest Service and the State of Washington to go 
in jointly to improve about 12 miles of road. 

Senator Neupercer. Colonel Sneed has just called my attention to 
a very pertinent point about that, that generally when a reservoir is 
built in one of these mountainous timber areas, that you have to 
build then not 1 access road, but 2 roads, 1 up each side of the reser- 
voir, particularly if it covers a good many acres. This situation is 
something that has become more aggravated. Your State is. very 
similar in economy and geography and that. is why I thought it was 
eee to build this record because eventually I think the Senate 
Public Works Committee is going to have to consider legislation 
which would put the cost of these additional roads not on the people 
who harvest timber, but on the people who benefit from the construc- 
tion of the storage project. 

Mr. Buecer. That is right. 

Senator Maenuson. Bill, would you care to express an opinion 
other than what you have on this particular bill generally, because 
you are in contact with all of the road people all over the country, 
and have been for many years, whether or not the original designation 
of interstate highways under the bill which I think was 40,000 miles— 
am I correct—whether you think that will be sufficient or whether or 
not Congress will have to tackle the problem of adding to the Inter- 
state Highway System “X” number of more miles? 

Mr. Bucer. Well, in answer to that question, Senator there is no 
question in my mind as we do go into the future from the stand- 
point of the Interstate System which was established many years ago 
as 40,000 miles which, of course, was increased to 41,000 that there 
will have to be continuing reviews as to the mileage relative to the 
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economy and the purpose of the Interstate System of Highways, 
which cannot help but increase in the number of miles. 

Senator Maenuson. And in some cases there might even be actually 
a change in designation ? 

Mr. Buea. It could be; yes, sir. The thing I am concerned with, 
of course, is approaching this problem as we do, is a matter of the 
fiscal phases of its financing. When additions are made to the Inter- 
state System where there would be no provisions for financing the 
addition over a period of several years, it becomes somewhat a “paper” 
road, and as long as it is a “paper” road, from the standpoint of the 
respective State, it creates a lot of problems as to why that particu- 
lar road is not built. So you have to have a relationship between 
your fiscal problem and the enlargement of the Interstate System. 

Senator Maenuson. Would you care to express an opinion on a 
piece of legislation that is pending—I happen to be the sponsor of it 
along with the Senator from Montana—whether or not, or the possi- 
bility or the need for an interstate route to the north of Highway 10, 
namely No. 2, which we designated? In relation to what you say; 
it has to be in relation to the fiscal, I mean the money problem. 

Mr. Bucce. Sometime in the future, but, of course, when you do 
approach those problems, well, take our State, that you have U. S. 2 
and then, of course, there is demand for 101, U. S. 101, and likewise 
demand for U. S. 97, which all have relative merit from the stand- 
point of their particular locations, so you do have that problem. 

Senator MaGnuson. But you do feel that this subject should be 
constantly reviewed ? 

Mr. Bueee. I certainly do. 

Senator Magnuson. Consistent with the amount of money that 
we have available. 

Mr. Buecer. Consistent with the amount of money and the basic 
purpose of the Interstate System, that is, as far as defense highways 
and Interstate System of Highways in the country. 

Senator Magnuson. I would like your opinion, too, as long as you 
brought it up—lI attended some hearings at some length as a mem- 
ber of the Alaska International Highway Commission, which you 
are very familiar with; years and years ago I was the chairman of 
the original commission, prior to the war. You mentioned High- 
way 97. There was a great deal of talk in British Columbia and in 
Canada and with the Alaskan people to connect up Highway 97 with 
the Alcan Highway, which would then give us an almost international 
system. We are building to the ve of course, to Panama, and 
this, of course, would connect - Would you say that that should 
be one of the things that probably should come under review very 
soon? If we start to connect up with the Alaska Highway. 

Mr. Buear. U. S. 97 with the significance it has in connection 
with Canada and, as you say, eventually with the Pan American 
Highway, although it does stop now at Weed, Calif, as you know 

enator Macnuson. Yes, I know that, but there is that direct route. 

Mr. Buecer. That is correct. 

Senator Maenuson. And I think it is very important that you do 
have that opinion that this should be subject to review, because as 
the distinguished chairman of the committee knows very well, the 
Interstate Highway System as it is now sort of took shape some years 
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ago and it was sort of just frozen there because we didn’t, we were 
just starting to collect the money. 

Senator Gorn. I think also, Senator Magnuson, we should bear 
in mind that the goal of the Highway Act is the construction of a 
system adequate to the needs of 1975. So many people seem to be 
spgomcling this program with a frozen attitude as of 1957. We 
are not undertaking such a program. We are undertaking a pro- 
gram adequate to the needs of the traffic, national and local, in 1975. 

Do you have any problem with respect to reimbursement in the 
State of Washington on the Interstate System, other than the bridge 
to connect Portland and Vancouver ? 

Mr. Buacr. As covered by that section of the Federal Aid Act, 
section 114, we do. Several years ago, 1951, I believe, 1953, the State 
legislature authorized the issuance of some $80 million of bonds to 
reconstruct the U. S. 99 and portions of U.S. 10 over what is known 
as Snoqualmie Pass, which is a mountain pass connecting eastern and 
western Washington. Both these routes are on the Interstate System. 

The State legislature and the people of this State realized that this 
was a very important highway and something had to be done toward 
immediate improvement, so these bonds were issued and we proceeded. 

Senator Gorr. When was this now? 

Mr. Buaer. We began work in 1951, October of 1951. We pro- 
i to reconstruct the section of highway from Vancouver, 

ash.—— 

Senator Gore. Without Federal aid ? 

Mr. Buaeecr. Without Federal aid; yes, sir. From Vancouver, 
Wash., to and through Olympia, Wash., the State capital. 

When I say without Federal aid, we did not use any Federal aid 
in constructing the highways at that time. We used all bond moneys, 
but we set them up as Federal-aid projects for a future reimburse- 
ment from Federal aid to retire the principal on the bond issue. That 
is the way we approached it. 

Senator Gore. Did you have an agreement with the Bureau of Roads 
to that effect ? 

Mr. Bueer, Yes. You candothat. That is correct; yes, sir. Then 
we constructed from Everett north approximately 10 miles up to in- 
terstate standards. 

Senator Gore. I missed a step there. You say you had an agreement 
with the Bureau of Roads. Was the State of Washington actually 
reimbursed, or is that something for which you still have claim? 

Mr. Buece. We still have claim. 

Senator Gorr. Why did not the Bureau of Roads comply with the 
agreement, or have they complied ? 

Mr. Bueer. They have, sir. The reason that we did not use Fed- 
eral funds at that time with the bond issue was because we had use 
for Federal funds on other portions of our Federal-aid highway sys- 
tem during that period of time, but we have entered into project agree- 
ments with these projects and it is the desire of the State to ask for 
reimbursement when the principal is retired, these bonds are retired. 
We have that privilege to do so, which is covered by your contract. 

Senator Magnuson. Do you have the right now, on the designa- 
tion of interstate highways, to make a change as to the designation as 
long as it covers the same general route, say alternate north or alter- 
nate south, or is it fixed ? 
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Mr. Bvaer. It is fixed as far as the general route is concerned. There 
may be relocations of this route. 

Senator Magnuson. Does your department recommend those relo- 
cations ¢ 

Mr. Bucer. Yes, sir. 

Senator Maenuson. And that is given to the Bureau of Public 
Roads? 

Mr. Buaer. That is correct. 

Senator Magnuson. I don’t want to get into this controversy, but 
we have been arguing about building another bridge around here across 
Lake Washington, and I don’t want to get the director of highways 
into it, but there is a designation now on one bridge, isi’t that correct ? 

Mr. Buaer. That is U.S. 10, yes. 

Senator Macnuson. Now supposing some miles either one way or 
another, would that still be U.S. 10? 

Mr. Buaer. No, it could not be. 

Senator Magnuson. It wouldn’t be on the interstate highway ’ 

Mr. Buaer. No, sir. We have to stay within the general route. 

Senator Magnuson. Well, how many miles could you deviate? 
Two! Three? 

Mr. Bucer. Not very far. 

Senator Magnuson. Not very far? 

Mr. Buege. No. 

Senator Magnuson. You could, though, ask for relocation, could 
you not, the State highway people recommend it ? 

Mr. Bueee. I donot think so; no. This Interstate System was estab- 
lished back in 1944 and it would have to be congressional action. 

Senator Magnuson. It is pretty much fixed as it is? 

Mr. Buace. That is right. 

Senator Macnuson. Would that have some bearing upon the alloca- 
tion of funds if it was not designated? I mean, supposing another 
bridge were built 10 miles away, 5 miles away, would that come 
under an allocation of Fedqral funds for the interstate highway ¢ 

Mr. Buaer. No. 

Senator Magnuson. It could not ? 

Mr. Buaeer. No, sir. 

Senator Gorr. That would be subject only to 50-50 matching. 

Mr. Buaer. That is correct. 

Senator MaGnuson. Then supposing that one of these days we 
might—and you people who know more about this than I do—might 
want to smash the Cascade Mountains and build a tunnel, or some- 
thing, up there to—as you know, the problems are terrific. Could 
that be designated on the Interstate System ? 

Mr. Buaer. Well, if the tunnel route was on the general route. 

Senator Magnuson. On the general route? 

Mr. Bueer. Of primary State Highway 10, ves. 

Senator MaGnuson. Now is it your interpretation of the interstate- 
highway law, which vou are very familiar with, that a tunnel could 
be made a part of the—tunnel money could be allocated for a tunnel 
as well asa bridge ? 

Mr. Buecr. I would say as far as a tunnel through the mountains 
were concerned on the route of U. S. 10 would be a determination by 
the State highway commission as to the economics as to whether a 
tunnel would be justified. If it was justified, yes. 
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Senator Macnuson. A tunnel could be designated as well as a bridge 
to be part of the Interstate Highway System, could it not? 

Mr. Buaer. If it was justified from the standpoint of expense. 

Senator Magnuson. I want to express again my thanks to the 
Senator from Tennessee, because I don’t know whether this will 
happen or not, but we did, in the colloquy on the floor of the Senate 
when this bill came up, try to establish the legislative intent to at 
least make this allowable if the department of highways deems it 
feasible, and you still have that interpretation of the law; do you not? 

Mr. Bueer. Yes. It would be the determination of the State high- 
way commission. 

Senator Gore. Insofar as the legislative intent is concerned, I be- 
lieve the record will show that tunnels and bridges are to be treated 
alike. 

Senator Magnuson. That is what I wanted to bring out. 

Senator Gore. Now, as a matter of fact, has it not been proposed 
in one of the new designations, Mr. Bugge, of the Interstate System, 
from Denver almost due west, that a tunnel under the mountain range 
be constructed ¢ 

Mr. Buaee. I can’t answer that question, Senator, that is make a 
positive answer to it; but I understand from discussions I have had 
over a period of time with the highway engineer of the State of 
Colorado that that was in the scheme as far as getting this particular 
route on the Interstate System. 

Senator Gore. So insofar as Senator Magnuson’s inquiry is con- 
cerned, you have before you and he has before him now a map showing 
a designation of a route which is on exact all fours with what you 
were suggesting as a possibility. 

Senator Macnuson. Yes, as a possibility. 

Senator Gore. And it is further complicated by the fact that the 
Legislature of the State of Colorado created by statute a tunnel au- 
thority, authorized to sell bonds and construct a tunnel at the approxi- 
mate cost of $15 million to be a toll facjlity provided the route was 
designated as an interstate route. 

Now that raises a very serious problem connection with reimburse- 
ment. Now Oregon and Washington have a bridge under construc- 
tion to connect the 2 States and 2 principal cities of the 2 States as a 
toll facility. Some States may wish to bs reimbursed, but I have in 
mind one facility that is so very profitable to a locality that they do 
not wish to be reimbursed. They want to continue to collect. tolls, 
many of the toll payers being from without that immediate area. Now 
do you have any ideas on that ? 

Mr. Bueer. Well, I would gather from the intent of the act that 
any consideration being given to a toll project from the standpoint 
of reimbursing with Federal and State participation to make this par- 
ticular facility free, that there most certainly should be, at all times, 
be an understanding with regard to whether it is a toll road or a toll 
bridge that the revenue collected from tolls would be only used for 
the retirement of the principal and the payment of the interest, and 
when that was completed that bridge should become a free facility. 

Senator Magnuson. Bill, say that again so we get the record clear. 
If you have the tolls and you have them 





Mr. Buecr. If it was a toll facility, that all revenue derive from 
that facility by the collection of tools shall be used only for the retire- 
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ment of the principal and the payment of the interest, At such time 
as the bonds have been retired and all interest has been paid, of course, 
then the facility would become toll free. 

Senator Magnuson. Because Congress took a dim view of tolls on 
Interstate Highway System, although there are some complicated 
problems. 

Mr. Buecr. There are some problems in some States in the South, 
as I recall, that are—that have toll bridges and they are using the 
revenues to improve their city streets. 

Senator Gore. For instance Delaware. They want to keep their 
tolls. They don’t want to be reimbursed because the tolls are very 
profitable. 

Mr. Buece. Well, 1 imagine the port authority in New York doesn’t 
want to get away from tolls either. 

Senator Magnuson. This has some effect here locally, Senator Gore. 
I think you are giving us a good background here with some of the 
problems we have. 

Senator Gore. And it can only be solvent by a national policy, Sen- 
ator Magnuson, and whereas you say that Washington has a policy 
that once the facility is amortized, then it becomes free—— 

Mr. Bucar. Toll free; yes, sir. 

Senator Gore. You refer to the possibility that the New York Port 
Authority did not have such a policy. 

Mr. Buace. They have not. 

Senator Gore. As a matter of fact, they use revenue there, and have 
authority to use revenue from the toll facilities there, not only to build 
other toll facilities but to build airports and port facilities. It is an 
authority with wide, diversified interests. 

Now, in reimbursing States for facilities built on the Interstate Sys- 
tem, we have a very complicated and difficult problem. The Pennsyl- 
vania Turnpike, the tunnels of the New York Port Authority, the New 
Jersey Turnpike, the West Virginia, the Oklahoma, your bridge here 
and many other facilities, must all be considered and almost none is 
on all fours with the others. 

Mr. Bueer. That is right. 

Senator Gore. Now, Senator Magnuson has mentioned the possi- 
bility of tunneling the Cascade Range. The tunneling of a mountain 
and the tunneling of the facilities in New York are among the most 
expensive operations, but as this country’s economy develops it ma 
become feasible. Indeed, it is already specified on this route to whic 
J referred in Colorado. 

Mr. Bueee. I think that is a very important statement, Senator, that 
as the country does SOs many of acon projects that may be some- 
what visionary in our thinking today may become ones that are feasible 
and probably should be built. I mean we are talking about this tun- 
nel situation. It mav be in the future. 

Senator Gore. Would you mind informing the committee of the 
progress you have made in the acquisition of rights-of-way for the 
Interstate System ? 

Mr. Buacr. We do have problems here in the State of Washington 
with the matter of acquisition of rights-of-way, because we do not 
have immediate right of entry. We cannot acquire the property if it 
does go into condemnation until the case has been tried before a jury 
and the jury has made a determination. 
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Senator Gorr. You have no quick taking? 

Mr. Buaer. We have no quick taking. So, of course, it has a de- 
cided effect on the rapidity with which we can negotiate for all of the 
rights-of-way on a specific project and that, of course, is one that gives 
us a great deal of trouble. 

Senator Gore. Are you beginning the construction of the Interstate 
System in and around the metropolitan centers or are you beginning 
out in the rural areas? 

Mr. Buecr. We are beginning—we are in the planning stage at 
the present time to begin the construction of a freeway in the Seattle 
area. We now have started construction of building a freewa 
through the city of Tacoma. We have completed a freeway atueah 
the city of Vancouver, Wash., which was constructed under this bond 
issue program that I have spoken of earlier. 

Grantor Gore. Would that be a part of your claim for reimburse- 
ment ¢ 

Mr. Buaer. That is correct, sir. We are now constructing a free- 
way in the city of Bellingham, so we are doing two things as far as 
our interstate program is concerned: We are developing our rural 
areas; and, likewise, giving very definite attention to the urban areas. 

Senator Gore. Well, I come from a rural area and I am very 
interested in rural development, but from the standpoint of handling 
traffic, it seemed to me the bottlenecks must be broken first. The more 
rapid funneling of traffic into a city before you have constructed 
facilities in and around and through the cities to handle larger traffic, 
worsens the situation rather than betters it. 

Mr. Buecr. That is right. We have realized that situation and 
the Commission in allocation of their interstate funds have allocated 
a considerable amount of the funds in the metropolitan areas of the 
State of Washington so as to relieve that bottleneck as quickly as 
we can. 

Senator Gorr. Are you having your principal problems of right- 
of-way acquisition in metropolitan areas or in rural areas? 

Mr. Bueee. I would say that the percentage of cases that are nec- 
essary to go to court from the standpoint of condemnation up to now. 
there is not too much indication of any difference between rural and 
urban areas, although we haven’t began to buy large blocks of right- 
of-way, we will say, in the Seattle area as yet. Now, that picture 
may change; I don’t know. 

enator Gorr. Have you actually let some contracts on the Inter- 
state System since the passage of the act last year? 

Mr. Buace. We have let many contracts. 

Senator Gore. For how many miles? 

Mr. Buccr. Well, I just had some figures developed the other day 
and we have obligated 60 percent of all of our interstate funds at the 
present time. Likewise, we have obligated 98 percent of our primary 
funds and 91 percent of our secondary funds. 

Senator Gore. 60 percent of the total over what period of years? 

Mr. Buaer. Of the 3 years, that is right. 

Senator Gore. For the first 3 years? 

Mr. Bueer. That is right; for the first 3 years. Now, I could just 

‘briefly give you—it would take but a second to quickly outline the 
interstate projects we have underway now. We will start at Van- 
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couver, Wash., which has the bridge we were concerned with yester- 
day at a hearing. We have a 6-mile section underway just north of 
Vancouver. We will complete a freeway section through the city of 
Olympia next year. We are beginning to construct a freeway through 
the city of Tacoma. We have work ready for paving from Everett 
north towards Bellingham up to the town of Mount Vernon, which 
will complete the four-laning of that section. We have considerable 
work underway on Snoqualmie Pass in four laning that very im- 
portant highway, some 14 miles under construction. 

In eastern Washington, on the east side of the Columbia River, 
we have a section of U. S. 10 under construction some 20 miles, which 
is In a rural area which will bypass the city of Moses Lake. We 
have just recently completed a freeway east of Spokane. 

Those are just briefly some of the projects that are underway. 

Senator Gore. Senator Neuberger ? 

Senator Neusercer. I think that Mr. Bugge’s information has been 
very helpful to me, Mr. Chairman, and I know to you. 

I will ask one question, if I may, that the chairman called to my 
attention. Earlier, of course, you discussed the very important ques- 
tion of forest-access roads. I know you realize the fact that some 
of us in the Congress, under the leadership of Senator Gore and your 
own two Senators, Senator Magnuson and Senator Jackson, obtained 
an authorization of $27 million for forest-access highways; yet the 
administration, through its Budget Bureau, requested only about $24 
million of this total authorization. 

I am sure you share our concern and our dissatisfaction over the 
fact that after Congress had authorized a $27 million appropriation, 
the administration fell substantially short in its budget request of 
asking that full amount, and I am certain that you will agree with us 
that. this is not advancing the public welfare certainly in the States 
of the Pacific Northwest. 

Mr. Buaaer. It is a very definite concern to me, and I may say, Sena- 
tor, it is a concern to all of our 11 Western States which, of course, 
is indicated by this resolution adopted at our national association. I 
most certainly feel that the appropriation should be made consistent 
with the authorization, the same as all our highway funds. 

Senator Neupercer. Thank you very much. 

Senator Macnuson. I don’t like to take advantage of this commit- 
tee, for all of us have our local problems, but does the highway com- 
mission have any plans to ask for the extension of Highway 10 west- 
ward to make it interstate. 

Mr. Buacr. No, because there is no indication of any request as 
far as the Department is concerned for rerouting U.S. No. 10. 

Senator Magnuson. I am not talking about rerouting it, but it ends 
right down the street here at that big sign which reads “End of High- 
Way. 

Mr. Buccr. That's right. 

Senator Magnuson. And yet you go down to Oakland and San 
Francisco and they run it right on through to the Pacific Ocean. Why 
wouldn't that be a good idea to suggest that ? 

Mr. Bucer. Well, I would say now, Senator, that the thousand 
miles that have been authorized under the Federal-Aid Act of 1956 
have been all used up, so I would say that 
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Senator Macnuson. But if we could obtain a few more miles, do: 
you think that might be a good idea? 

Mr. Bucer. Well, that is sort of a leading question, Senator, be- 
cause—— 

Senator Macnuson. I intended it to be leading. 

Senator Gore. He is an experienced leader. 

Senator Maenuson. I have asked a lot of leading questions in this 
courtroom on occasions, other occasions. Why is it that they got the: 
extension down there and we didn’t get it? The Interstate Highway 
used te end at Oakland and when they built the bridge. of course— 
did they ask for an extension, do you remember / ; 

Mr. Buaer. I don’t remember. 

Senator Maenuson. But it does extend on, doesn’t it / 

Mr. Buece. I cannot answer that question. I know 101 comes up- 
from the west side. How far the Interstate goes I don’t know. 

Senator Maenuson. All these people on the other side over here, 
some day they are hopeful they will have it and I wonder whether 
there are any plans to take that sign down just down the street here, 
Albert. The sign says “End of Highway 10” a long way from where it 
should go. 

Mr. Buacr. You’re concerned with moving that sign a little. 

Senator Magnuson. Yes. I want that sign out of there. 

Senator Gore. Well, Mr. Bugge, Mr. Cliff of the Forest Service testi- 
fied in Albuquerque that at the present rate of construction the Forest 
Service roads would not be completed until 125 or 150 years from now. 
I expressed some dissatisfaction with that rate of progress, and yet you 
have testified in response to Senator Neuberger that the full authoriza- 
tion, small as it is, is not even being used now for want of administra- 
tion request and appropriation approval. 

Mr. Buece. That is correct. 

Senator Gore. I have only one other question. I know there are 
other witnesses. We wrote into the law a provision, found in section 
109, which authorizes the Secretary of Commerce to enter and take 
title to or acquire property for rights-of-way in the event States were 
without such authority, and requested the Secretary of Commerce so 
toact. Now, have you contemplated utilizing this section ? 

Mr. Buecer. Senator, we have used that section. In fact, we were 
the first.State in the Union to use it and we plan to use it. 

Senator Gore. I didn’t know that. Tell us with what success. 

Mr. Buacr. Two parcels on the so-called Olympia Freeway I spoke 
of. We used the immediate right of entry with very good success. We 
moved in and got the project underway. Now, whether those cases 
have been settled or not as yet, I do not know. 

Senator Gorr. But this provision then, I am glad to know, Senator 
Magnuson, that it has been utilized to make possible the initiation of a 
project. 

Mr. Buecr. And we are giving very much consideration to using 
that provision on another project in eastern Washington at the present 
time. 

Senator Gorr. Well, that is encouraging, because Senator Neuberger 
and I had something to do with writing this provision into the law. 
We were concerned that some reluctant or recalcitrant property owner 
in States without quick-taking provisions of Jaw might hold up the 
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development of entire projects, and I am glad to know this provision 
has been useful in that regard. 

Mr. Buaae. Yes, it has, sir. 

Senator Gorr. Mr. Wolf hassome questions. 

Mr. Wotr. Mr. Bugge, in your general highway program do you 
hold public hearings prior to the construction of each project that the 
State initiates ? 

Mr. Buacr. Yes. 

Mr. Worr. You do? 

Mr. Bugger. Yes. 

Mr. Wo tr. There is such a provision on forest access roads. Are 
you aware of that ? 

Mr. Buecer. In this S. 1136 4 

Mr. Wotr. It is in oe existing law also. Do you think that that is 
an essential provision, or do you ‘believe that it could be handled on an 
overall basis in the case of forest roads? 

Mr. Bueer. As far as forest access roads are concerned, it is my 
feeling that that should be handled probably at a regional meeting 
at a certain time of year to indicate to the people in that area what 
the general plans are, but I feel if you are going to have a public 
hearing on every small access road project that is probably all the 
forest: officials would be doing is going to public hearings. I don’t 
think you would have the local interest from the standpoint of objec- 
tions and questions with relation to forest highway access roads as 
you would to a highway program, because there are lots of other 
factors that come into the picture as far as highways are concerned. 

Usually in an access development program in ‘the forest it is one that 
is demanded by the people in the area. They want it; everybody is 
in accord with it. That would be my thinking. 

Mr. Wotr. Thank you. 

Senator Gore. Just one other question. Well, I will pose the prob- 
lem to you and let you think about it and give us an answer to the 
question in January. 

We are going to be reviewing the whole program at that time. If 
there are amendments to the law which, from your practical experience 
in operation of the program, you think would facilitate the develop- 
ment of this program, I invite you to submit them to the committee 
in our sessions in “January. 

Mr. Buace. Thank you, Senator. I will probably be there. 

Senator Gore. Fine. Thank you, Mr. Bugge. 

The committee will next hear Mr. Bert Cole, State Land Commis: 
sioner of the State of Washington. 


STATEMENT OF BERT L. COLE, COMMISSIONER OF PUBLIC LANDS 
AND ADMINISTRATOR OF DEPARTMENT OF NATURAL RE- 
SOURCES, STATE OF WASHINGTON 


Mr. Corr. Senator, I am Bert Cole, Commissioner of Public Lands 
of the State of Washington, and I would like to preface my remarks 
with this statement: That I have been a small logger in the past. 1 
am a school director at the present time. I have “been a county com- 
missioner recently, and I am presently State Land Commissioner of 
the State of Washington, and the matter at hand is of great concern 
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to me personally and to the State of Washington, and I feel that I have 
a background possibly to be able to discuss these matters intelligently. 

But due to the limited amount of time I have briefed my remarks 
here to some pertinent points that probably would not be covered, and 
with your permission I shall read them. 

Forest industries comprise the most important single industry in 
the State of Washington. In recent years the products produced 
from Washington forests were annually valued at more than $750,- 
000,000. An average of more than 65,000 persons are gainfully em- 
ployed each year in Washington forest industries. 

Sound management of public forest land is one of very few gov- 
ernmental functions which financially pays its own way in addition to 
supporting a constant source of additional revenue for Federal, State 
and county governments. Properly financed and managed this more 
than self-sustaining program can and should be continued in per- 
petuity. 

Looking to a well-integrated program, with old growth timber 
gradually becoming more inaccessible, and pending maturity of second 
growth, it is especially important to our State and Federal economy 
that a well-balanced forest-access road program be continued. §S. 1136 
with minor changes will materially assist in this program. 

I have reliable information which indicates that if the forest-access 
road program had been considerably expanded, in 1956, it would 
have permitted timber removal from the national forests in Wash- 
ington up to the allowable annual cut of 1,365,900,000 board-feet. 
Because the allowable annual cut could not be removed in 1956 the 
Federal Treasury loss was $9,324,600 and loss to State of Washington 
counties was $2,331,150. Because the allowable annual cut in national 
forests in Washington could not be attained in 1957, the Federal 
Treasury loss was $9,423,000 and the loss to Washington counties 
was $2,355,750. For the 2 years this is a Federal loss of $18,747,600 
and loss to Washington counties of $4,686,900. 

Because of the lack of a complete forest-access road program, other 
major monetary losses are prevalent each year, through inability to 
remove insect and disease killed or damaged, and blow-down timber. 
Sound forest managament requires that a transportation system be 
established not only for removal of mature, diseased, dead and down 
timber, but also for protection of our forests from fire, insects and 
disease and to provide access for recreational purposes. 

That portion of national forest receipts remitted to counties is 
fairly evenly divided between operation of schools and county road 
programs. Maintenance of an educational system commensurate with 
a rapidly increasing population is extremely important to the State 
and Nation. Construction, improvement and maintenance of county 
roads, properly coordinated with a well integrated State-wide trans- 
portation system of Federa!, State and county roads, is essential to 
proper management of not only timber lands but also all natural 
resources. 

Our State population has increased approximately 95 percent in 
the past 30 vears. It is anticipated that Washington’s population will 
increase an additional 33 percent by 1970. In this rapidly growing 
State an adequate forest-access road program is required to keep our 
orderly development in balance. 
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Ownership of commercial forest land in Washington is divided as 
follows: 





Ownership Acres Percent of 
total 

Government: 
National forests bor en See eee eee nee een coe 5, 674, 000 | 29.2 
Indian lands_ _ _. jou cenha’, AEBS 26S s dbatateh-antutitigbes 1, 615, 000 | 8.3 
Bureau of Land Management_-.-_- ae Sitat catenhumbbanutesdie eaeee 179, 000 | 9 
State. . weet, ee ee ee oe so de tacansatter the aati lemnh te hilbsoa ee asso xcept 1, 878, 000 9.6 
I cena pinwininnaind 223, 000 Lg 
Pee SPN tan A Ok) 2 Pot Flea bteaciesacecusoneceseneeduns 115, 000 6 
Total, Government___- : = .-| 9,684,000 | ; 49.7 

Private: 

Farm woodlots and ranches. _- : : L : at 1, 886, 000 9.7 
Forest industries--. ._- Pin eebins birhestat as <esieek )~ ee ae --| 4, 147, 000 | 21.2 
Other ctl cecil ca tal celceetaue muta «melee bee .-| 3,773, 000 19.4 
ee  eivete pie ieee esol wieolisd ao eskest i tole | 9, 806, 000 50.3 
Total, all ownerships__-...-..-...- Basie Rss- cts taralartheatos isighas cite Sepa peakemie ytawtonMe oe | 19, 490, 000 * 100.0 


Note.—One-sixth of the Nation’s standing saw timber is located in Washington. 


Each year private industry, the State Department of Highways, and 
State Department of Natural Resources is contributing to the construc- 
tion of roads over which private, State, and National forest timber is 
being transported to market. It is essential that a well-balanced pro- 
gram of private, Federal, and State participation be continued. 


COMMENTS ON §. 1136 


Section 1: No comment. 

Section 2 (a) : No comment. 

Section 2 (b) : This section needs clarification. Generally speaking, 
the principal of hearings is good. Referring to section 2 (b), how- 
ever, all roads involving removal of timber could be considered timber- 
access roads. This would mean that a hearing would be required prior 
to construction of any road, regardless of length or specification. Be- 
cause of the multitude of timber sales requiring minimum road con- 
struction, calling of hearings would be impractical in relation to the 
time and manpower required. It would appear that hearings should 
be called only on major access-road systems or on a periodic basis such 
as annually. 

Section 2 (c) : If this section is necessary, it should apply not only 
to construction of new roads but also to existing roads. I believe the 
Secretary already has the authority embodied in section 2 (c). 

Section 2 (d) : No comment. 

Section 2 (e) : No comment. 

Section 2 (f): There is no provision made in this section for State 
and other public lands such as county and city ownership. After the 
word “private” in line 3, page 5, and before the word “lands” in line 
4, the words “State and other public” should be added. 

Section 2 (g): In light of section 2 (b), this section does not appear 
to be necessary. 

Section 3: No comment. 

Section 4: No comment. 

Senator Gore. Mr. Commissioner, do you have any statistics on the 
percentage of allowable cut being accomplished as between forest- 


20738—58 23 
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industry lands and private lands on the one hand and Federal forest 
lands on the other ? 


Mr. Coxe. I don’t have them readily available here. We have them 
in our office. 


Senator Gore. Would you mind supplying them for the record at 
this point ? 

Mr. Corz. I will. I will see that they get to you. 

(The material referred to is as follows :) 


STATE OF WASHINGTON, 
DEPARTMENT OF NATURAL RESOURCES, 
Olympia, Wash., December 30, 1957. 
Hon. ALBERT GORE, 
United States Senate, Washington, D.C. 


DEAR SENATOR GORE: Mr. Bert L. Cole, Commissioner of Public Lands, re- 
quested that I supply to you information which was requested relative to esti- 
mated allowable annual cut of timber on private forest ownership in the State of 
Washington. This request was made on December 12 at your forest access-road 
hearing in the United States courthouse, Seattle, Wash. 

In order to establish, with any degree of accuracy, the estimated allowable 
annual cut of timber on private ownership in the State of Washington, it would 
require an analysis of approximately 48,000 ownerships. I am sure you can 
readily understand that this is an impractical approach. However, we have dis- 
cussed the matter with representatives of the United States Forest Service Pacific 
Northwest Forest and Range Experiment Station at Portland, Oreg., and, by. a 
system of very rough estimates, they have supplied the following information 
on all ownership classes, including both private and public lands: 


Estimated allowable annual cut of live sawtimber volume in State of 
Washington by ownership class * 


[Million board-feet, log scale, Scribner rule} 





Ownership Western 
Washington 


Eastern Total 
Washington 





eee ba pedatgaies ene 1, 819 188 2, 007 
Penee hdl ELA AL A a Las 90 155 245 
NE I ie, tls da Laine anerarem amines aieiddiynpmm a4 160 | 1, 124 
SE corr ae Sekt a Sah i LR RE ESE 224 48 | 272 
Bureau of Land Management and Bureau of Reclamation ? __ 18 | 12 | 30 
OE on ic dnthontancaspecsacceses : 42 | 2) 44 

ls acide honinenemeiceraneenns) <emst-ebeaannesd 3, 157 | 565 3, 722 





1 Assumes all commercial forest land in each ownership class is under sustained-yield management. 

2 Based on application of a factor, varying from 1.2 to 1.4 percent, to Timber Resource Review volumes 
of live sawtimber (in trees 11 inches diameter at breast height and larger) as of Jan. 1, 1953. 

3 Most recent estimate by Bureau of Indian Affairs. 

4 Most recent estimate by National Forest Administration, Forest Service, by State and half State, 1956. 


In 1956 a total of slightly in excess of 5 billion board-feet of timber was cut 
from all ownership classes in this State. Of this amount, approximately 1% 
billion feet was cut from national forests, Bureau of Land Management land, 
Indian and national park lands with a total of 3.788,402,000 board-feet having 
been cut from State and private lands. By far the larger portion of the latter 
figure was cut on private lands. 

The latter figures on actual cut are reasonably accurate, however, as 
previously indicated, the figures on allowable annual cut are very rough 
estimates. 

We trust this information will be helpful to you. 

Very truly yours, 


Bert L. Core, 
Commissioner, 
By L. T. WEBSTER, 
Supervisor, Natural Resources, 
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Senator Maenuson. Right there, our best figures are’ in 1956 on 
the federally owned land the allowable cut was 63 percent. In 1957, 
70 percent. 

Mr. Coir. Mr. Chairman, the other remarks that I have here 
pertain to what we feel might be corrections in the bill to more ade- 
quately program a long-range access-road-building program in the 
State of Washington, and they are purely technical. 

Senator Gorr. You mean suggested charges and amendments to 
S. 1136? 

Mr, Coie. Right, sir. 

Senator Gore. Are they substantial? 

Mr, Coin. They are minor, but we feel that in protecting the State’s 
interest that they ought to be cured. 

Senator Gore. Well, they will be considered. 

Mr. Coie, And it is a part of my report, to you entered at this 
time, but I didn’t think you wanted to take the time to read the details 
of it. 

Senator Gorn. Well, they will be printed in the record and will be 
considered at. the time we go into executive session for the .con- 
sideration of this bill, paragraph by paragraph, sentence by sentence, 
and point by point. 

The committee thoroughly appreciates the value of your experi- 
ence and welcomes your recommendations on any improvements in 
the bill. And I am sure the authors of the bill will welcome your 
suggestions. 

Mr. Cotzr. We are very concerned in our State in order to do a 
good management job that these roads be built as soon as they pos- 
sibly can in time of national emergency, , If these roads are built we 
can increase our allowable cut or increase the cut to meet any emer- 
gency that might occur upon us at any moment, which we cannot 
do now. 

I suppose testimony will be given here relative to the harvesting of 
some diseased timber that is located down in the Lewis River area 
that Senator Magnuson wrote a recent article for our American 
Forestry Association magazine and covered it quite adequately, But 
I wanted to comment on those two things just for the record. 

Senator Gore. Senator Neuberger ? 

Senator Nevnerger. I have no questions at all. I know that all the 
authors of this bill, such as Senator Magnuson and others, would 
certainly welcome any suggestions as to technical or substantive im- 
provements. So we will consider. them when they come in. 

Senator Macnuson. We had several drafts of this, and we know it 
is not. perfect, and we would welcome those suggestions. 

Mr. Coir. Senator, it wasn’t our intent to criticize; it was just our 
intent to inform you of what we though might be an improvement 
as far as our staff was concerned. 

Senator Magnuson. Commissioner, Senator Jackson and I in our 
joint statement to the committee, which T didn’t read in full, but we 
do say this, and I wanted to ask you if you in general agree with this 
conclusion. We say, and I quote: 

For where there are no Federal access roads, the bidder must build them to 
harvest his timber. Even though the cost of building these roads comes out of 


The Treasury—in the form of an allowance to the purchaser for the cost of the 
road—sales must be large enough to cover the cost of the roads. Small opera- 
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tors simply cannot handle the job. The absence of access roads, then, means 
virtual monopoly by a handful of big operators. 

The absence of competition, in turn, means lower bids and lesser return to 
the Federal Treasury from Federal forests. 


Here again, the record speaks for itself. The record shows that where there 
is competition for sales, bids averaging more than 70 percent above the appraisal 
price have resulted. The record likewise shows years in which more than one- 
half of the really big sales went at the appraisal price. In most of these big 
sales, high road costs are involved. 

Has that been your experience generally? 

Mr. Coxe. Yes, Senator. That has been my experience. I feel 
that the small operator has a much better opportunity to secure and 
bid on a piece of federally owned timber if the roads are established, 
because road construction is one of the major capital outlays that a 
bidder of the timber must put out at the present time. 

In addition to that, I feel that these access roads, if built under 
definite plans by the Forest Service, can be built more cheaply be- 
cause they would be built under favorable weather conditions. I 
know that our experience has been that many times we purchase a 
piece of federally owned timber and we want to get into it so we have 
to build our roads under adverse conditions and it costs us many, 
many more dollars to build it under those poor weather conditions 
than it would during the dry summer months, and the road isn’t 
substantially any better. 

Senator Macnuson. Thank you. 

Senator Gore. Is there ever any connection here between mining and 
logging? 

Mr. Corr. Well, there would be, yes, because in our State our min- 
erals are located in general, I would say, where our forests are, and 
the development of the road system would substantially help the 
further development of our mineral resources, too. 

Senator Gore. You have had no such occurrences as the Al Serena— 
shall I call it—project ? 

Mr. Corz. No, sir, I don’t believe that our State has been exploited 
to that extent; no. 

Senator Gore. Thank you very much. 

Senator Nevusercer. Inasmuch as you mentioned Al Serena, Mr. 
Chairman, I think that the record should show that I recently wrote to 
the Forest Service to ask if any mining had yet occurred on the Al 
Serena claims in the Rogue River National Forest, and I recently had 
a reply from the Forest Service. The claims were allowed under a 
great deal of controversy by ex-Secretary of the Interior McKay, if 
I am not mistaken, I am now speaking from memory, in January of 
1954. The letter which I received from the Forest Service came some 
weeks ago in November of 1957. The letter from the Forest Service 
said that no substantial mining of ore had occurred on the Al Serena 
claims. However—again I am speaking from memory—approxi- 
mately 2,961,000 board-feet of timber had been cut, so you can see that 
is a most unusual type of mining operation. 

Senator Gore. And about what was that timber worth? 

Senator Neusercer. Well, Mr. Chairman, I would hesitate to esti- 
mate that, I mean to try to recall that from memory. As I remember, 
the species was divided about 80 percent Douglas fir and about 20 per- 
cent pine species. If I am not mistaken, the Douglas fir was worth 
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around $26.70 to $30 a thousand board-feet, and the pine $66.18 a 
thousand board-feet. 


There are representatives here from the Forest Service—I don’t 
want to draw them into this controversy, of course—but they could 
correct these facts. All of this is from memory so I want the record 
to make it clear that I have merely tried to recollect what the Forest 
Service letter did say, I do know that the letter pointed out that there 


had been, to their observation, no substantial mining of ore but that 
this amount of timber had been cut. 


Senator Gorr. Thank you. 


The committee will next hear from Mr. G. A. Riedesel, representing 
Mrs. Hansen. 


Senator Macnuson. Mr. Chairman, could I at this point ask your 
permission to put in the record a statement from the West Coast Min- 
eral Association, a statement from the Mayor of Seattle, a statement 
from the World Fair Commission, and a statement from the Com- 
munities for Sustained Yield Units from Mr. Roy Dunn of Shelton ? 

Senator Gore. Without objection they will be received in the record. 

Please go ahead, Mr. Riedesel. 

(The statements referred to are as follows :) 


To the Chairman and Members of Gore Subcommittee on Public Works, Room 
815, United States Courthouse, Seattle, Wash. 


GENTLEMEN: It is our understanding that you have a scheduled;meeting in 
the city of Portland, Oreg. on December 11; Seattle, Wash., on December 12, 
and at Lewiston, Idaho on December 13, and at Missoula, Mont. on December 14, 
at which cities and on said dates you will hold hearings on public highways. 

We all appreciate the importance of your work as it has to do with economy 
and development of our Nation in so many ways. Furthermore, we are sure 
that you gentlemen, who compose said subcommittee, desire to gather all infor- 
mation possible in the short time you will be able to give our citizens at each 
said meeting to express their needs and recommendations for public highway 
developments and improvements in various sections of our Northwestern States. 

Realizing that you will not have sufficient time to hear from every interested 
citizen in each locality, and the we cannot attend each of your scheduled 
meetings, and because we are firmly convinced that the welfare and best interest 
of each section of our Nation makes us all a better, more closely united people, 
and a stronger nation, this letter is addressed to you on behalf of the citizens 
of the State of Idaho and their public highway needs which we believe will 
benefit us all, and is most deserving of your serious consideration and recom- 
mendations to your main committee. 

The State of Idaho has been working on the development of the proposed 
Lewis and Clark Highway to the east of Lewiston for many years, and it is 
our understanding that the “tough” sections of said proposed highway are al- 
ready built, but approximately 60 miles, more or less, to the east of Lewiston, 
there remains a gap of said highway that has yet to be opened and the State 
of Idaho does not have sufficient funds to enable it to complete said highway. 

Now it is our understanding that said proposed Lewis and Clark Highway 
is water grade and the best route between the State of Montana and Washington. 

While our Federal Government has appropriated an immense sum for public 
highway development all over our Nation, only a limited amount of highway 
development can be accomplished at this time from such funds as are now 
available, but it will be your task to determine what in your best judgment, are 
the most worthy highway developments to undertake for the best welfare of 
our country. 

It is our belief that the completion of the Lewis and Clark Highway, would 
greatly aid the economy of the State of Idaho: would make a shorter highway 
between the city of Chicago and Seattle and Portland, than now exists: would 
increase travel and commerce between the Midwest and Pacific Northwest; 
would aid civil defense decidedly: would supply another highway on which 
to travel without hindrance when Highway No. 10 should be cut off from traffic 
for improvement purposes or some other reason; and incidentally would in- 
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duce a lot of residents of the Midwest to come to Seattle and see our World 
Fair in 1961, and visit the Northwest; it would also be of immense benefit to 
the transcontinental trucking business. 

Of course you will hear more about developing said Lewis and Clark Highway 
at your hearing held in Lewiston, but we want you to know that we consider 
the welfare of the State of Idaho of interest to us all who live in a neighboring 
State and that we believe in reciprocity and the good of our Nation as a whole. 

Therefore, we, the undersigned, respectively recommend that you give our 
neighbor citizens and State of Idaho every consideration possible for their 
highway developments, when you meet in Lewiston soon. 

Dated at Seattle, Wash., this 10th day of December 1957. 


West Coast MINERAL ASSOCIATION, 
W. C. Douatass, President. 
W. W. RICHELSEN, Secretary 





Crry oF SEATTLE, December 9, 1957. 
Mr. A. D. Murray, 
813 Arctic Building, Seattle, Wash. 


Dear Mr. Murray: We have your proposed letter to be sent to the chairman 
and members of the Gore Subcommittee on Public Works in reference to the pro- 
posed completion of the Lewis and Clark Highway, which as you state would 
aid the economy of the State of Idaho and would make a shorter highway be- 
tween the cities of Chicago, Seattle, and Portland. 

This matter was very carefully discussed in our board of public works and 
we would agree with your belief that such a tie-in and connection would 
certainly be of benefit to the city of Seattle. To that extent then you should 
know that'we would join withour friends in the State of Idaho, who are seeking 
this connection. 

Sincerely yours, 
Gorpon 8S. Cirnton, Mayor. 


STATE OF WASHINGTON Wor.LD: Fair COMMISSION, 
Seattle, Wash., December 11, 1957. 
Chairman and Members of Gore Subcommittee on Public Works, Seattle, Wash. 


GENTLEMEN : In connection with your hearing in the city of Seattle on Decem- 
ber 12 at which time you will discuss the proposed Lewis and Clark Highway, it 
is our desire to advise you that the completion of this highway will be of in- 
estimable benefit to the State of Washington as it pertains to the World Fair 
that is contemplated in Seattle in 1961. It is anticipated that several million 
people will visit the Pacific Northwest in 1961 and 1962, many of them coming 
by automobile from the Middle West and East and, undoubtedly using the Lewis 
and Clark Highway. 

Therefore, we respectfully recommend your favorable consideration to the 
development of this highway, not only because of the benefits that will accrue 
to the people in that immediate area, but to those of us to the west. 

Sincerely yours, 
Epwarp E. CArison, Chairman. 


Wortp Farr Com MISSION, 
Seattle, Wash., December 2, 1957. 
Lewis-CLaRK TURNPIKE ASSOCIATION, INC., 
719 D Street, Lewiston, Idaho. 


(Attention: Mr. Carl Malmgren, secretary.) 


GENTLEMEN ; We have read with interest the presentation of the Lewis-Clark 
Turnpike Association for the completion of the Lewis and Clark Highway from 
Missoula to the coast. Washington State is planning a great exposition at 
Seattle in 1961, and we are hopeful that major construction projects, in as many 
instances as possible, can be planned for completion in time to assist in transport- 
ing people into the Puget Sound area for the 1961 fair. 

Inasmuch as the Lewis and Clark Highway would connect in southeast Wash- 
ington with excellent roads into Seattle we would certainly welcome its comple- 
tion in time for the great event. Best wishes to your association in its work. 

Cordially, 


EDWARD E. Carson, Chairman. 
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A STATEMENT BY A. Roy DUNN, A BUSINESSMAN OF SHELTON, WASH., ON BEHALF 
OF COMMUNITIES FOR SUSTAINED YIELD UNITS 


To the Subcommittee on Roads of the Senate Public Works Committee: 


On behalf of Communities for Sustained Yield Units I wish to express support 
of S. 1136 as legislation which will effectively help forest-dependent communities. 

The best return to the public in timber sales income, employment of loggers and 
plant workers, harvesting of timber long past its prime growth, best income for 
the communities and tax support, and speedy reforestation of public lands will 
come about through building roads into Forest Service timber. 

Our communities in Mason, Grays Harbor and Thurston Counties are heavily 
dependent upon Forest Service timber sales, We are on a program of sustained 
yield which gives homeowners, business people, and working people confidence 
in our future. We see the need for building roads which will enable loggers to 
bring out the maximum harvest under sustained-yield management, 

S. 1136 authorizes appropriations greatly needed by most timber areas of the 
Far West and we can congratulate the authors of this legislation on their far- 
sighted effort to help stabilize and perpetuate the basic industries of our area. 


STATEMENT OF G. A. RIEDESEL, RESEARCH ENGINEER, FACT 
FINDING COMMITTEE ON HIGHWAYS, STREETS, AND BRIDGES, 
STATE OF WASHINGTON, APPEARING FOR MRS. JULIA BUTLER 
HANSEN, CHAIRMAN 


(Senator Neuberger assumed the Chair. 

Mr. Rrepeset. Mr. Chairman, I am G. A. Riedesel. I am a re- 
search engineer for the Fact Finding Committee on Highways, Streets 
and Bridges for the State of Washington, and I am appearing for 
Mrs. Julia Butler Hansen, who is chairman of that committee and 
who could not be here this morning. 

Senator Neusercer. I just want.to. ask one thing. I notice we have 
quite a long list of witnesses and the committee does have'to get away 
late this afternoon, or not too late this afternoon, for Lewiston. If 
your statement is quite extensive, could you paraphrase it? It will 
appear in its entirety in the hearing record. If it is short, read it 
in full, but on account of time, I notice it is nearly noon, if you could 
paraphrase it. 

Mr. Riepeset. I will be glad to shorten it. 

Senator Neupercer. Thank you very much. 

Senator Magnuson. I might say for the benefit of the record that 
Mrs. Hansen is about as fine a State legislator in our State as Mrs. 
Neuberger is in the State of Oregon. 

Senator Nevupercer. If Mrs. Neuberger measures up to that yard- 
stick we are very gratified indeed. 

Mr. Rrepeset. We have studied the provisions of this bill them- 
selves; state the reasons why. the people of the State of Washington 
are in favor of it. 

The State would be benefited directly because of the timber that is 
available for harvest and ready for harvest that cannot be harvested 
because of the access roads. 

The treasury and the county are deprived of the funds that have 
already been mentioned. 

I would like to emphasize that the bill would put the improvement 
of forest-access roads on a long-range programing basis. The roads 
will add to and enhance the overall highway system of the State and 
will make the forests more accessible for sport, recreation, fire pro- 
tection, and development purposes. 
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The economy of the State will certainly be benefited by increased 
payrolls and tax rolls, as well as by the goods that are produced. 
he lack of access roads, as has already been said, is especially 
critical for the small operators, and these small operators do hold a 
large place in our forest products industry. 
nator Magnuson. Mr. Chairman, if I might suggest that you 
would convey to Mrs. Hansen, if she has any suggestions, knowi 
her long experience in road matters, for amendments to the bill, we 
would be glad to have them. 
Mr. Rrepesex. I will be glad to convey that to her. 
Senator Nevsercer. And please tell Mrs. Hansen that we have been 
ae gratified indeed to receive this statement in her behalf. 


nator Magnuson. She appeared in Portland yesterday; I didn’t 
know that. 


Senator Neupercer. Yes. Mrs. Hansen was in Portland and we 
were delighted to have her there in person at that time, and your 
entire statement on behalf of Mrs. Hansen and yourself will appear 
in the hearing record. 

Mr. Rreveset. Thank you. 

(The statement referred to is as follows :) 


STATEMENT PRESENTED BY Mrs. JULIA BUTLER HANSEN, CHAIRMAN OF THE JOINT 
Fact-FINDING COMMITTEE ON HIGHWAYS, STREETS, AND BRIDGES 


A. What the bill provides 


A study of Senate bill No. 1136 indicates that it would provide the following: 
1. It authorizes appropriations of $560 million over 13 years for badly needed 
forest access roads. 
2. It provides for the construction of such roads in three ways. 
(a) Directly with the appropriated funds. 
(b) By requiring buyers of standing timber to help build them. 
(c) Through cooperation with counties, States and private agencies. 
3. It requires public hearings on proposed construction and on proposed fees 
and contributions. 
4. It provides for participation in the costs of construction and use of the 
roads with loggers and non-Federal owners of forest lands. 
5. It restricts and/or controls the use of the resulting roads by operators and 
owners of nonfederally owned land. 
6. It defines timber access roads. 
7. Through a $3 million revolving fund it provides loans to the Secretary of the 
Interior for timber access roads on Indian reservation lands and for their 
repayment from the proceeds of the sale of timber. 


B. How the State of Washington is benefited 


The foregoing provisions of the bill are enumerated here because they present, 
per se, our reasons in the State of Washington for wanting it passed. The di- 
rect and indirect benefits of the bill to the State and to the people of Washing- 
ton include the following: 

1. There are now large areas of timber ready to be harvested, that cannot 
be harvested because the roads are inadequate. This loss of revenue to the total 
treasury and to the counties for 1957 is estimated at $9.4 million and $2.4 mil- 
lion, respectively. Our counties are badly in need of these funds that they are 
not getting. 

2. State and county funds are not adequate to meet the needs for forest roads, 
and the use of funds provided by the general user and the property owners for 
such roads is not equitable. 

3. In the problem of meeting the ever increasing demands for more highway 
funds, the State of Washington must take advantage of every possible source. 

4. The bill would put the improvement of forest access roads on a long range 
programing basis. 

5. The resulting roads will add to and enhance the overall highway system 
of the State. 
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6. Forest areas will be made more accessible for sport, recreation, and develop- 
ment purposes. 

7. The economy of the State will be benefited by increased payrolls and tax 
rolls, as well as by the value of the goods produced. 

8. The lack of access roads is especially critical for the small operators—these 
small operators hold a large place in our forest products industry. 
C. What the bill does not specify 

1. The bill gives us no idea of the adequacy of the appropriations for the 
needs involved. It does not specify but we assume that the appropriations au- 
thorized will be in addition to funds now available to the Bureau of Public 
Roads for forest roads and will more than double the funds for that purpose. 

An estimate of needs for forest roads for the State of Washington alone, 
in the next 10 years is $42 million and for the next 30 years is $126 million.” 

2. The bill makes no provision for allocation of the appropriated funds to the 
various States, regions, or forests. 
D. Other consideration 


1. Under section 2 (b) the provision “An advisory public hearing shall be held 
with respect to any proposed construction or reconstruction of a timber access 
road” could lead to innumerable hearings. It would seem that fewer hearings 
eovering general programs of construction would be advisable. 

2. The provision for cooperation with other agencies in construction as pro- 
vided for in section 2 (a) seems to be especially desirable. 

3. The provision for sharing the costs of construction and maintenance with 
the owners of nonfederally owned timber as provided for in section 2 (d) seems 
to be desirable. 

EB. Conclusion 

In the light of these facts the people of Washington State can be expected to 
very strongly favor the passage of Senate bill No. 1136. 

Senator Nreupercer. Our next witness will be Mr. William D. 
Hagenstein, of the Industrial Forestry Association. 


STATEMENT OF W. D. HAGENSTEIN, EXECUTIVE VICE PRESIDENT, 
INDUSTRIAL FORESTRY ASSOCIATION, PORTLAND, OREG. 


Mr. Hacenstrern. Mr. Chairman, Senator Magnuson, I have quite 
an involved statement, Senator Neuberger, which has a lot of statis- 
tical information. I think probably the most complete one on the 
Forest Service timber situation in the State of Washington and 
Oregon that has been presented to your committee, to this moment at 
least. I would like merely to highlight a few of the things that are 
contained in it and then file the statement for the record. 

Senator Neusercer. The entire statement will appear in the record. 
Some of us had an opportunity to review it last night and certainly 
this is a great deal of valuable and informative statistical matter, and 
all of your substantive material as well as the statistical will appear 
in the record, Mr. Hagenstein. If you can just paraphrase briefly the 
other material, I know it will be helpful, but your entire statement 
will appear in the record. 

(The statement referred to is as follows :) 


STATEMENT OF W. D. HAGENSTEIN, EXECUTIVE VICE PRESIDENT INDUSTRIAL 
ForestrY ASSOCIATION 


My name is W. D. Hagenstein and I reside in Portland, Oreg. I am a profes- 
sional forester and a registered professional engineer in the States of Washing- 
ton and Oregon. I am executive vice president of the Industrial Forestry Associ- 
ation which maintains offices in Seattle and Nisqually, Wash., and Portland. 


1 Bureau of Public Roads, 1956. 
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Bugene, and Medford, Oreg. I have been with the association since it was started 
in 1949 and was connected with its predecessors back to 1941 with the exception 
of a 244-year period when I was abroad in the service of the United States in 
World War II. 

The Industrial Forestry Association consists of 57 members who are in the 
business of growing and harvesting timber and manufacturing lumber, pulp and 
paper, plywood, shingles, hard- and softboards and other forest products. Our 
members Own and manage more than 7 million acres of forest land in western 
Washington and western Oregon. They operate nearly 250 wood-using plants 
and have more than 63,000 people in their employ. The annual payroll of our 
members exceeds $300 million. 

Our association has been in the forefront of the hard 10-year campaign for an 
adequate system of timber access roads for the national forests. 

In 1947 we began stressing the need for timber access roads when we said, 
“The western forest industries and private forest owners recognize that Federal 
holdings should now be developed, through access roads and other means, to their 
full sustained capacity of timber production, beginning in the underdeveloped 
areas” in our publication, More Timber. 

In 1949 and 1950 we supported the proposal of Senator Morse and others to 
authorize a $25 million annual timber access road program for 5 years. How- 
ever, after passing the Senate, it died in the House. We supported the similar 
proposal in 1951, but it failed also. 

After these attempts to enact special legislation authorizing timber access 
roads, it was apparent that this was impossible. We, therefore, changed our tack 
in 1952 and have worked since in supporting increases in the authorization for 
forest development roads and trails, which funds can be and are used for timber 
access roads. We supported the increases proposed by Congress before the 
Public Works Committees of both the House and Senate in 1952 and 1954 and 
the Appropriations Committees in 1953 and 1954. We stressed the need several 
times to the Director of the Budget. 

At the Mid-Century Conference on Natural Resources sponsored by Resources 
for the Future, Inc., in Washington, D. C., in December 1953, I made a statement 
in behalf of an adequate system of timber access roads for the national forests 
under the title, “More Timber From the National Forests.’”’ This was inserted in 
the Congressional Record by the Honorable Thor C. Tollefson of Washington on 
January 11, 1954. 

Also in 1953 we assisted the Portland regional office of the United States Forest 
Service in preparing a pamphlet entitled “Timber Access Roads—A Problem of 
Public Land Management in the National Forests of Oregon and Washington.” 
We printed it for the Forest Service at our expense and gave it wide distribution. 

Through the years we appeared before many forest industry groups, nation- 
wide, and before Northwest chambers of commerce and service clubs to arouse 
support for timber access roads. 

In 1955 the so-called Joint Committee on Federal Timber held exhaustive hear- 
ings on Federal timber sale policies throughout northern California, Oregon, 
and Washington. At these hearings every witness agreed that one of the prin- 
cipal obstacles to harvesting the full allowable cut of the national forests each 
year was the lack of an adequate system of timber access roads. There was no 
difference of opinion between so-called small and large operators as to the neces- 
sity for these roads and little difference as to how they should be built—whether 
by appropriated funds or by the timber purchaser, as part of his contract. In 
short, everyone recognized that no matter how, timber access roads must be 
built if the national forests were to contribute their rightful share to the many 
local economies where national forest timber is the principal supply. 

To make the case for an adequate system of timber access roads in the national 
forests of Washington and Oregon, it is necessary only to cite a few statistics 
to show how failure of the Government to harvest its allowable cut has badly 
hurt our economy in the last decade. 

The two Northwest States have 38 percent of all the timber in the United States. 
They produce more than one-quarter of all the forest products used by the 
American people each year. Oregon is the No. 1 lumber, softwood plywood, and 
hardboard producer and is a significant woodpulp and paper producer on an 
increasing scale, Washington is the No. 1 woodpulp and shingle producer, 
second in softwood plywood and third in lumber. The annual value of forest 
products manufactured in the two States is more than $2,075 million. It rep- 
resents $500 for every man, woman, and child. The forest industry employs 
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160,000 people. Their wages are more than three-quarters of a billion dollars 
annually. Another 90,000 people serve and supply the forest industries... Their 
payroll is another one-third of a billion. This is the largest unsubsidized payroll 
and is basic to the two States’ economy and is greater than agriculture, fisheries, 
and all other natural resource industries combined. 

And the beauty of this huge chunk of the Northwest’s economy is that it is 
based upon a replaceable resource, provided the Federal Government begins to 
manage our national forests as our private forest owners have been doing since 
1941 when the now nationwide tree farm program was started here in Washing- 
ton. The national forests have been the last important forest ownership to be 
placed under active management. Inaccessibility has been one of the reasons. 

To show what a poor record Northwest national forests have made in supply- 
ing wood for America’s use in the last decade, I want to present a few tables 
which show the picture. I’m segregating these data by States so that the Wash- 
ington and Oregon congressional delegations will each be armed with facts to 
make the case for an adequate system of timber access roads. In addition 
to timber access roads, there is also need for up-to-date timber inventories and 
sufficient funds for manpower to sell national forest timber at realistic allow- 
able cuts each year. 

Because you are.sitting today in the State of Washington, I will discuss it first. 

In the last decade Washington’s national forests have contributed only 17% 
percent of the State’s log harvest, despite the fact that they contain nearly 36 
percent of the timber supply (tables 1 and 2). Private timber, which repre- 
sents nearly half of the State’s total, has contributed 70 percent of the cut. This 
undercutting of the national forests, which have been harvested at only 76 per- 
cent of their allowable cut, is bad forestry and worse economics (table 3). This 
failure to harvest 2.2 billion feet of national forest timber has cost Washington's 
economy $220 million. 

And this loss is conservative if allowable cuts had been calculated on up-to- 
date inventories. 

Failure to harvest the allowable cut has created artificial shortages of timber 
in many Washington localities. This has skyrocketed timber prices. National 
forest stumpage prices in Washington nearly tripled between 1947 and 1956 
(table 4). West Coast lumber, during the same period, increased only 15 percent 
and in the first 9 months of this year shows an increase of only 3 percent over 
1947 (table 9). 

The increased ratio of timber costs to the total cost of putting forest products 
in the car has had a tendency to price some forest products out of the market. 
It has allowed wood’s competitors like steel, aluminum, glass, brick and concrete 
to invade our markets. The long-term effect of this on Washington’s economy, 
with 1914 million acres of its land best suited to the growing of timber, is clear. 
Without markets, forestry cannot be practiced, and Washington’s No. 1 unsub- 
sidized payroll will be in jeopardy. 

Timber access roads, regardless of how they are built, coupled with up-to-date 
forest inventories of Washington’s national forests and enough manpower to do 
an efficient job of selling the full allowable cut each year, will go a long way in 
reassuring Washingtonians that the Federal Government is more than a disin- 
terested absentee forest owner. The Federal Government, the No. 1 timber owner 
in the State of Washington, must discharge fully its obligations to the local 
economy, 

Now let’s take a look at the State of Oregon in which the situation is more criti- 
eal than in Washington because the national forests make up such a much greater 
proportion of the State’s total timber supply—more than 45 percent. Despite this 
high proportion, the national forests have contributed less than 16 percent of the 
log harvest in Oregon in the last 10 years. Private owners, with less than 56 
percent of the timber, have contributed nearly three-quarters of the log harvest 
during the decade (tables 5 and 6). The national forests have cut only 76 per- 
cent of their allowable cut during the last 10 years, or a deficit of 414 billion feet 
(table 7). This has caused a direct loss to Oregon’s economy of $436 million. 

Here again, just as in Washington, failure of the national forests to harvest 
the allowable cut has torpedoed the economy. Comparing national forest stump- 
age prices in the last 10 years shows that they have more than tripled (table 8). 
This has resulted in the closing of 88 sawmills in southwestern Oregon alone 
in the last 2 years and thrown a large number of people out of work because of 
the inability of operators to pay the high stumpage prices, along with all the 
other high costs of doing business today. This stems directly from failure of 
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the Government to harvest its allowable cut and the cumulative effect of 10 years 
of undercutting which has jeopardized the economy of many communities de- 
pendent on national forest timber. 

To show how badly more adequate appropriations are needed for timber access 
roads, particularly for the main-line roads, to get the undercut working circles 
up to a realistic harvest rate, table 10 shows the funds allocated to region 6, 
United States Forest Service, since 1947 and the amount of the automatic road 
and trail 10 percent fund which has been available from receipts. 

Comparing these moneys with the amount of roads built and the cost thereof 
in the last 5 years (table 11) shows that 93 percent of the mileage of timber 
access roads has been built by timber sale purchasers and only 7 percent by ap- 
propriated funds. The fact that only 7 percent of the roads has been built 
with appropriated funds but that they constituted 27.3 percent of the total timber 
access road costs, Shows that the more expensive main-line roads and bridges 
were built by such means. The spurs and other secondary roads, with less costly 
structures on the average, were built by operators. 

This leads to consideration of S. 1136, now pending before your committee. 
Basically, the bill would amend the Federal Highway Act by increasing the 
annual authorization for forest development roads and trails from the present 
$27 million to $32 million during the present fiscal year, $36 million for fiscal 
1959, $42 million for fiscal 1960 and $50 million thereafter for the subsequent 
9 fiscal years. 

The industry Forestry Association endorses section 1 of the bill which calls 
for authorizations as outlined above. Recognizing that authorizations are 
merely “hunting licenses,” we expect that if the bill is enacted the Appropriations 
Committees will require the usual justification of a program of specific projects, 
year by year, before appropriating any moneys authorized. 

We suggest that the authorizations in section 1 be segregated into separate 
construction and maintenance items. This would give the Bureau of the Budget, 
the Appropriations Committees and the agencies themselves a chance to be 
more realistic in budgeting funds for the two respective functions and thus 
assure sufficient moneys for maintenance. This is important because as the 
mileage of timber-access roads increases, the cost of maintenance increases 
proportionately. As main-line roads are permanent forest management facilities 
they must be maintained to assure their continued utility. 

It is our opinion that section 2 (a) (1) weakens the case for the need for 
timber access roads by the language “development and management of other 
national forest resources in addition to timber.” Timber access roads should 
be built primarily for utilizing the timber tributary thereto. The reason this is 
noted is that in some instances, moneys appropriated for timber access roads 
have been used principally for “development * * * of other national forest re- 
sources.” An example of this is the approximate $480,000 spent for 6.44 miles 
of road in the North Fork of the Skykomish River drainage on the Snoqualmie 
National Forest in 1956 which developed an allowable annual cut of only 2 
million board-feet. It was obvious that the principal purpose of this road was 
for other than timber access, otherwise the amount could have been used more 
advantageously to open up a greater allowable cut elsewhere. If we are going 
to spend taxpayers’ money for timber access roads, we should justify them on the 
basis of getting the allowable cut on the market to safeguard jobs of forest in- 
dustry workers and allow the Forest Service to practice forestry in accordance 
with the policy set down by Congress in the act of June 4, 1897, which says that 
one of the principal purposes of the national forests was “to furnish a continuous 
supply of timber for the use and necessities of the citizens of the United States.” 
Therefore, let’s be wholly honest and ask for the funds for timber access roads 
and use them for that purpose until we get every last single working circle 
in the national forests up to their allowable harvest each year. 

All this suggests that timber access roads should be built on some priority 
basis, as suggested in an article of mine published under the title, “Let’s Build 
Roads by Priorities” in Western Conservation Journal for September- 
October 1956. 
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We question the necessity of section 2 (a) (2). The Forest Service has been 
building most of its roads for years by requiring purchasers to do so and allow- 
ing estimated costs in appraisal of the timber. So it already must have that au- 
thority. Data for the last 5 years from Forest Service region 6 shuw that 93 
percent of the timber access road mileage has been built by the timber sale de- 
vice. This has been a practical means of trading national forest timber for 
roads. If that system hadn’t been followed, the undercut of the national forests 
would have been a lot greater and timber prices higher than their now exorbitant 
level. If language as in section 2 (a) (2) is specifically needed to authorize 
the Forest Service to build roads as part of timber sale contracts, it would seem 
to be more properly a part of a statute authorizing sale of national forest timber 
than in a bill whose title concerns itself primarily with the construction and 
maintenance of timber access roads. 

Reference section 2 (b), we commend the authors of the bill for including an 
advisory public hearing with respect to the proposed construction or reconstrue- 
tion of any timber-access road. This, of course, is in the present authorization 
under the last three biennial amendments of the Federal-aid Road Act of 1916, 

Our above remarks on section 2 (a) (2), questioning the inclusion in a timber- 
access road authorization act, apply to section 2 (d) in that this would seem to 
be more properly included in a bill such as S. 2244 now pending before the Con- 
gress as a Forest Service “housekeeping” measure. 

The same comment would apply to section 2 (e). 

In our study of section 2 (f), we wonder whether Secretary of Agriculture’s 
Regulation U-14, under the act of June 4, 1897, doesn’t cover adequately the grant- 
ing of rights-of-way across national forest lands to private lands within national 
forest boundaries or surrounded by national forest lands. It is our belief that 
the experience under Regulation U-14 demonstrates conclusively that section 2 
(f) is unnecessary. 

Should the lawyers disagree and argue that section 2 (f) is necessary, then 
we would comment on section 2 (g) that the language requiring advisory public 
hearings with respect to road-use fees and maintenance costs would put the 
Forest Service in a position where it could not do business except under the most 
difficult and delaying circumstances. This is a matter which should be left 
to the administrative discretion of Department of Agriculture officials. 

Section 3 of the bill appears to be sound and the last clause which reads, “but 
which may be made available for utilizing other timber or for other purposes,” 
indicates to us the logic of our suggestion above that section 2 (a) (1) not only 
may detract from the effectiveness of an authorization for timber-access roads 
when appropriations are sought thereunder but is, in fact, unnecessary because 
other use than timber hauling is implicit on any road now built or built here- 
after in the national forests. 

Insofar as Indian reservations are concerned, we don’t believe that section 4 
of the act is necessary in our own region, although it may be in some other parts 
of the West. 

One suggestion which comes to mind from section 4 (b) is that if it is logical 
for a report to be made annually by the Secretary of the Interior to the Congress 
setting forth the operations under section 4, then we inquire why shouldn’t it also 
be logical for the Secretary of Agriculture to report each year as to what had been 
accomplished under the timber-access road program and what remained to be ac- 
complished for guidance of the Bureau of the Budget and the members of the Ap- 
propriations Committees. 

We are pleased to have had this opportunity to appear again before the Sub- 
committee on Roads of the Senate Public Works Committee to endorse the need 
for timber-access roads in our great national forests and to discuss S. 1136 and 
recommend some modifications in its language and its enactment. 


| 
| 
| 
| 
| 
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TasBLeE 1.—Timber harvested by ownerships in Washington, 1947-56 
(Thousand board-feet, log scale] 





























Public do- 
Calendar year Private! | ‘National | main?and| Indian State 3 Total 
forests national 
parks 
SERS ST Ts: awe eS Pe oe 2, 949, 800 4728, 20 |. ...-.-2.-- 5 140, 000 250, 000 4, 068, 000 
Peroent, total... ...---:-.-.-2 72.5 AAD Linetaetn- a5 3.4 6,2 100. 0 
a a cena eaaeein ed 3, 136, 900 564, 400 6, 200 5 155, 000 250, 000 4, 112, 500 
Percent total._.........--.---- 76.3 13.7 i 3.8 6.1 100.0 
SIRES wins de dahacbucoassae 2, 945, 400 528, 300 8, 300 168, 500 200, 000 3, 850, 500 
Perens CON oot tent emcee 76. 5 13.7 a 4.4 5.2 100.0 
ae eee 3, 307, 600 691, 800 8, 500 199, 900 250, 000 4, 457, 800 
Peres | meth Be LE By ) lp BF 2 15.5 5 5.6 100. 0 
Bia fens ch lias -sebqueyeth <3 3, 464, 800 773, 500 12, 000 177, 600 250, 000 4, 677, 900 
Perc SON ith conde daserd 16.5 5.3 100. 0 
BS a ei 2, 871, 700 801, 700 14, 100 245, 300 300, 000 4, 232, 800 
Percent SOCRELI Ui i2ifttl A 18.9 7.1 100.0 
etipeass. dai cawy- criedd- 20h 8, 542, 400 942, 500 18, 100 276,300 | . 300,000 | 5,079,300 
Peownt I tanec tr li 69.7 18.6 5.4 | 5.9 100. 0 
ee ae Sie tate 2, 495, 900 883, 100 16, 300 253, 500 350, 000 3, 998, 800 
Peres RUE cucomntcccocuenne 2.4 22.1 : 6.3 8.8 | 100.0 
Se a tlensbsik ae hice ocdak «ds 2, 994, 000 400 23, 900 | 321, 900 448,500 | 4,650, 700 
Perec ik ina 18,6 5 9.6 100. 0 
Psa sore TO PIRI 3, 261, 200 944, 500 21, 000 281,100 | 526,900 | 5, 034, 700 
Percent ete Colic 64.8 18.7 5.6 | 10. 5 | 100.0 
(a | —— 
Grand total_...........- 30, 9860, 700 | 7,720,400 | _ 128,400 | 2,219, 100 | 3, 125,400 | 44, 163, 000 
Average for period _.-........- | 3,097,000 772, 000 12, 800 221, 900 34 312, 600 | 4, 416, 300 
es disc Oy citimnascedssin 70.1 17.5 3 5.0 | 71 | 100.0 
\ | 

1 Private volume for 1947 to 1954 determined by subtracting total public from total for year. Data for 


1955 and 1956 furnished by Washington Department of Natural Resources. 
2 Public domain cut derived from Bureau of Land Management data on cut by fiscal years. 


3'Volume éstimated for 1947 to 1954. Data for 1955 and 1956 furnished by Washington Department of 
Natural Resources. 


¢ Includes approximately 180,000,000 board-feet from reservoir clearing on Skagit River. 
5 Estimates d on data from area office, Bureau of Indian Affairs, Portland, Oreg. 


Note.—Data for national forests, national parks, Indian and grand total cut for State furnished by 
Washington Department of Natural Resources, Olympia, Wash., and Pacific Northwest Forest and Range 
Experiment Station, Portland, Oreg. 


TasLte 2—Ownership of live sawtimber on commercial forest lands in 
Washington, Jan. 1, 1953 


[Billion board-feet, log scale] 





Volume _ } Percentage 











a itt teed one ceeds.) eelticae poll ser eaoltous, 112.6 | 35.8 
2.6 ‘8 

17.1 | 5.4 

26.2 | 8.3 

Nats She te eee nena coe teeter mcs re cteeetet 158. 5 | 50,3 
I tiers oe eae ae en cis ns cr ge eee 156.6 | 49.7 
Gn BIT a 50s orcad bicctstecd-sahue Use vesicle tL dad Oeste thal ds hitetl 315.1 100. 0 








| 
| 





Source: Preliminary Review Draft, Timber Resource Review, U.S. Forest Service. 
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TABLE 3.—Actual timber cut compared with allowable annual cut for national 
forests in Washington, 1947-56 


(Thousand board- feet, log scale} 





| Proportion 

Calendar year Actual tim- Allowable | of allowable 
ber cut | annual cut jcut harvested 

(percent) 

Sl <ceduemiphunsnesesenss lebueddebguawabeksaseate <iotenramaaiuhns 549, 700 800, 800 69 
, RL Be re a en ee 495, 300 800, 800 62 
SU + oki Bamcsheeonciaspemnenenw asta éulglnis einviininin ptannaiealatd 469, 700 790, 600 59 

BE etd ida casdeewcnnees dnosutedanhoncnusnnehadbanihiids 577, 900 790, 600 7 
Dt iil asiemtwneke tw aadkhaame trees ata uela as areas one See we 681, 500 909, 700 75 
iiwin ids cowes sie seevscessesesVutane ph eh abve Wes suWuebeweEt 724, 400 909, 700 80 
ET 1 ead tn ded aici meetin ndrndinetaiaie tied 868, 900 | 909, 400 96 
TOs ci hoe ee ticevebacs sesh secbOeuk ey. tt ck baenakaees 845, 600 1, 042, 900 | 81 
Sis xcconcereietadiainalcchapieinetamntn enadebmndiinamnanadum aideieiiehan tea diibining csaatiedaiemaoma 874, 600 1, 051, 100 8&3 
Be iacinn spc miei die anid webinar daiaicalennaiaialiat ates Ratan mhtelhentiry ated: 839, 000 1, 118, 100 75 
ain elaine sas edddimcebinashocsaecniboce enianni alga tala tisaiaier 6, 926, 600 er Es en citeckcnaiateaaacs 
Annual average, aR. a\Anaselia~A ties aeons 692, 700 912, 400 76 














Source: Division of Timber Management, U. 8S. Forest Service, Portland, Oreg. 


TABLE 4.—Average appraised price and bid price for national forest stumpage 
sales in Washington, 1947-56 


[Price per thousand board-feet not including K. V.} 





Average | Average Average Average 
Calendar year appraised | bid price ? Calendar year appraised | bid price ? 
| price! price ! 
BET. cncccsasdsgeniedes $6. 17 $8.76 || 1952. ._- Sia eames $10. 97 $12. 85 
TL incon ennnncbagintin hile Gece! 10. 27 14. 45 ene iaieSGnioceseeal i anise 9. 91 14, 37 
SOD. oc. cae mpd gen 7.7 8.09 |} 1954. ._-- Fie Wi: Mle hie © 10. 70 15. 87 
RES D+ Ee 6.71 11.32 |] 1955--..-- a 14. 05 23.72 
NE ae ond oe bate dine 13. 20 TES fl fees wcccensn as okie 7. 72 25. 50 


~ 1 Advertised sales only. 
2 Total timber sold. 


Source: Division of Timber Management, U.S. Forest Service, Portland, Oreg, 





TABLE 5.—Timber harvested by ownerships in Oregon, 1947-56 
(Thousand board-feet, log scale] 














| 
National | O. and C. | State and | 
Calendar year | Private! forests jand?public| Indian | county 3 Total 
; domain 
—_—_— | —— —_—__— Soeceacewe-merees | —— 
ih te ...-| 6,406, 200 954, 400 | 517, 000 | 134, 900 | 200, 000 8, 212, 500 
Percent of total. ....--- | 78.0 | 11.6 | 6.3 | re 2.4 100. 0 
iiaausaes ie 6, 455, 500 1, 085, 200 489, 400 165, 200 | 200, 000 8, 395, 300 
Percent of total - 76.9 12.9 5.8 | 2.0 | 2.4 | 100. 0 
1949__-_-___-...-.-...-....----| 5,347,900 | 866,100 | 352,900 | 158,400 | 150,000 | 6, 875, 300 
Percent of total. --- wool 77.8 12.6 | 5.1 | 2.3 2.2 100.0 
1950. ; a ote & _..| 5,921,300 | 1, 222, 600 371, 900 175, 000 | 200, 000 | 7, 890, 800 
Percent of total. _- | 75.1 | 15.5 4.7 | 23 2.5 | 100. 0 
Bb cccccundnes cape __....| 6,710,500 | 1, 216, 000 399, 200 | 178, 800 | 200, 000 8, 704, 500 
Percent of total_ 77.1 | 14.0 | 4.6 | 2.0 | 2.3 | 100. 0 
1952 Sdalteed stata | 7,653,300 | 1,335, 300 | 428, 800 | 135, 100 | 250, 000 | 9, 802, 500 
Percent of total _- 78.1 | 13.6 | 4.4} 1.4 | 2.5 | 100. 0 
1953 aioe | 6,230,200 | 1,518, 400 | 510, 000 | 128, 600 | 200, 000 8, 587, 200 
Percent of total. 72.6 17.7 | 5.9 1.5 | 2.3 | 100. 0 
1954 saltehs | 6,269,900 | 1,720,400 | 586, 000 | 109, 400 | 175, 000 | 8, 860, 700 
Percent of total ; 70.8 | 19.4 | 6.6 1.2 2.0 | 100. 0 
1955 6, 998, 800 | 1, 768, 500 | 610, 000 142, 600 | 200,000 | 9,719, 900 
Percent of total | 72.0 18, 2 | 6.3 | 1.4 | 2.1 100. 0 
1956... .- | 6,505,200 | 1, 867, 600 | 625, 000 | 163,000 | 175,000 | 9, 335, 800 
Percent of total_ | 69.7 | 20.0 6.7 oh 1.7 1.9 100. 0 
| Se geen etiesetetiatt — fee SS a 
Grand total ‘ 64, 498, 800 | 13, 554, 500 4, 890, 200 0 | 1, 491, 000 1, 950, 000 | 86, 384, 500 
Average for period 6, 449, 900 | 1, 355, 500 489, ~ 149, 100 | 195, 000 | 8, 638, 500 
Percent 74.7 | 15.7 | a} 1.7 2.2 100. 0 


| | | 





1 Private volume determined by subtracting total public from grand total. 
20. and C. cut derived from Bureau of Land Management data on sales and cut by fiscal years. 
3 Estimated. 


Nore.—Data for national forests, Indian and grand total cut for State furnished by Pacific Northwest 
and Range Experiment Station, Portland, Oreg., and Oregon State Board of Forestry, 
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TasLe 6.—Ownership of live sawtimber on commercial forest lands in Oregon, 
Jan. 1, 1953 


[Billion board-feet, log scale} 








Volume Percentage 

Public: 
La. Cline cata come ietwametinsansieaceinebe aos aeamones on 196.3 45.3 
See 1) NIN i ii ite oh cntlaw e eownnnc case ni estas 59.1 13.7 
Ea ee iden ins elitr m8 in di iorintn tilde ws doen soerrsi 10.6 2.4 
Seen, COUN SUNG SRUINRIINIINE i = bn ns cain ee oo non neato ennnn acces 13.6 3.1 
I dae os ile ae ee ees aa io ao 279.6 | 64.5 
es A cin tO ee aidschinamibhinhab ae ncnasscdpnnnenanenie 153. 4 35.5 
EE, Badin. . tbh bs~Ghih dnnuaebholabaseedsacuinawsasnesoe 433.0 | 100. 0 


Source: Preliminary review draft, Timber Resource Review, U.S. Forest Service. 


TasLeE 7.—Actual timber cut compared with allowable annual cut for national 
forests in Oregon, 1947-56 


[Thousand board-feet, log scale] 








Actual Allowable Proportion 

Calendar year timber } annual of allowable 
cut cut cut harvested 

| (percent) 
Dl snthninadonddmuamnnndbeiendnkueweniancibedentidenettiarweae’ 958, 500 1, 645, 100 58 
WB aoe jc coc rccccte Sessa stawi cece ace ecw nscctscstcezex 1, 086, 7 1, 645, 100 | 66 
tik ital alien hk th 1 hacen eet tian ltitataihineds 866,600 | 1, 639, 500 53 
le it oaenell teeta dle, Al caning cecanrene sheen mera caidas 1, 179, 300 | 1, 650, 200 | 71 
Sit iach celiaialiriatinsatnisky betel mek dP ativan: ¢ tote darts een erally ida gaamerinioonres 1, 158, 400 1, 684, 700 69 
a Mare at tesco ES Rey hs one ene ee ia | 1,310,100 | — 1, 791, 200 73 
Nt Stihedl aliiterttorinil aos euahipe eee inekentiapambeeeesaeeae | 1, 452, 000 1, 791, 000 81 
Sith sistas hanes aceraiicees hahah aa tchesadbar ae abate Gen tare tetemn tannin | 1, 638, 400 1, 844, 000 89 
ST cheat th iaechenlemes ie aelbemtserrnietilhitionnsdeesoaeontideie deere | 1,694,500 | 1, 84, 400 | 92 
Mahih cad da ncn chaleiscsamigeechlsnnditaneassoenstnne 1, 763, 600 1, 904, 400 | 93 
ce i a i ht ee age 13, 108, 100 17, 439, 600 | ae ER ‘ 
Annual average, 1947-56.............-.--..--------.---- 1, 310, 810 | 1, 743, 960 76 





Source: Division of Timber Management, U. 8. Forest Service, Portland, Oreg. 


TABLE 8.—Average appraised price and bid price for national forest stumpage 
sales in Oregon, 1947-56 


[Price per thousand board-feet not including K. V.] 


| | | 
Average | Average Average | Average 
Calendar year appraised | bid price? Calendar year appraised bid price 2 
price ! | price ! 
er $7. 49 a $13. 83 | $15. 94 
tte tSckep aso ce es 12.77 | PE cident ash 12. 88 | 13.11 
I indie cme 8. 49 | tecideninpaiecneee 13. 27 | 15. 35 
SE potnt<ckmrenosos 11. 33 | 13.99 I) Se00.......-------..-- 18. 12 | 27. 82 
De dektetiiepr rene 17. 52 | eile ence ingasi 22.77 | 25. 73 


1 Advertised sales only. 
2 Total timber sold. 


Source: Division of Timber Management, U.S. Forest Service, Portland, Oreg. 
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TABLE 9.—Average realization on west coast lumber shipments 


Average all 


markets (thou- 

Year: sand board-feet) 
re ee eetepte Rinne cane ee eee eaten R sete eee ee scene ate eee $70. 55 
10Gb OL DOL A CLR Se eb Teck 77. 21 
£04 ee ict ensnedy ecevseay reac eve: wee pbb eclateh idee Sd dobnifededbd dobetbetabdabwebins. 61. 25 
Rls AN la En ineveil adil nieeath eaten biipet mi tages bia an indich apliees. 73. 31 
aia em te a hh a ein ie teeta ced eit 80. 50 
Se retorts eevee en erage ner  ibee eaonerinaidlinrenentty cmsakeee oagpeoniaietones 78. 85 
WB ae a a ee eh) 73. 06 
WONG a. cdi cies ia. adeinsd 72. 21 
Fe ocihstimancttennemacdecnmnmbanwntptieteld izeltteln kph delkatia bisa! 80. 93 
a tl la atch ia inn Sareea ae etn ireinitnvetrveinn tibial 81.17 
ai ons ees cae eta anenieg rine esseeieepasorsgenieeea tevin eohcesoaciammcerares 72. 93 


Source: 


TABLE 10.—Road moneys allocated to region 6, U. 


West Coast Lumbermen’s Association. 


S. Forest Service 





Forest develop-| Road and trail || 


. ‘ 
| Forest develop-| Road and trail 








| 
| 
Fiscal year | ment road and 10 percent Fiscal year ment road and 10 percent 
trail appro- fund 1} | trail appro- fund 
| ee priations 
ice | | apace nd 

1947 1__. . $2, 450, 573 (2) BOGE no * $1, 690, 810 | $3, 080, 125 
1948 3 1, 904, 600 $657, 536 Sepa #02282 1, 165, 600 3, 776, 469 
29004... 3--...-- 1, 432, 292 | 989, 223 || 1955......-.-.....| 7, 391, 900 | 3, 104, 312 
1950 § 1, 655, 976 1, 250, 101 |} 1956__._- 3, 884, 932 | 3, 817, 978 
SBI lie 3, 115, 000 | 1, 372, 225 || 1957... 2, 470, 000 | 5, 463, 564 
Bcd ayy > ntoaten ie 2, 010, 000 2, 624, 405. || 1958_........_.- (?) 5, 659, 160 


1 Defense Highway Administration (mine to market roads), 


$2,229,071 (principally Clackamas River). 


2 Not available. 


1 


3 National Housing Authority (principally Clackamas River), $3,628,909. 
4 Flood repair money (Chelan Forest), $2,378,000. 
6 Flood repair money (Chelan Forest), $1,065,000. 
6 Other miscellaneous, $86,842. 


Note.—Funds listed in footnotes 1 eave 6 are additional to funds listed in body of table. 


Source: Division of Fiscal C 


ontrol, U. 


. Forest Service , 


Portland, Oreg. 





$101,028; National Housing 


Authority, 


TABLE 11. Thm © access road een arte rter 6, U. S. Forest Service 





i ee ir et 
| Proportion of | Proportion of 
total timber total timber 

Fiscal year | Miles Cost access roads access road 
| | constructed by | costs to the 
| Government Government 
1953: ro Percent Percent 
Purchaser constructed __.......-.-.-----| 519.6 | $6, 784, 514. 00 \} 6.4 42.0 
Government constructed ! 35. 6 4, 903, 989. 98 7 vr 
1954: | 
Purchaser constructed... ..._.-.---- 639.4 | 10, 463, 427. 00 } 81 21.9 
Government constructed ! | 56.1 2, 926, 853. 23 f : 
1955: | 
Purchaser constructed -__.------- oa 754.6 | 11,810, 354. 00 i} 7.7 40 
Government constructed !_- | 62.8 8, 118, 206. 61 | a at . 

1956: } 

Purchaser constructed ah eee abt 1,120.5 | 17,937, 475.00 h 9.6 20.6 
Government constructed !___-__._-_----} 119.0 4, 651, 513. 59 J 4 81 

1957: 

Purchaser constructed -_.-.-....-...--- 1,382.6 | 20,344, 678. 74 i 40 16.6 
Government constructed !_____.-__-.. 57.2] 4,652,022. 49 | : 
Average, 5 years | 7.0 27.3 


1 Timber access roads only. 
Source: 


207388—58——-24 





Division of Engineering, U. S. Forest Service, region 6, Portland, Oreg. 
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Mr, Hacenstern. Thank you very much. I would like to reiterate 
for you gentlemen the fact that the organization by which I am em- 
ployed, the Industrial Forestry Association, which is the Douglas-fir 
industry organization, that we began stressing the importance and need 
for timber access roads in the national forests way back in 1947. We 
worked actively in trying to get the special legislation which was intro- 
duced way back in the late ation: and particularly in 1949 and 1950 
by Senator Morse when the attempt was made to authorize the 5-year 
program of $25 million a year for the timber access roads for the 
national forests. As you gentlemen remember, the bill was passed by 
the Senate but it failed in the House. 

Thereafter, after finding that it seemed to be impossible to get special 
legislation, we joined with others, including the Forest Service, in 
attempting to amend the biennial amendment to the Federal Road 
Act of 1916 by amending the section that authorizes forest-develop- 
ment roads and trails to get that authorization raised, and I Scamenaiie 
appeared before this commemitian in 1952 and 1954 in that behalf, 
and as you remember, in both instances the Congress did subsequently 
approve the raise in the authorization. 

I have three supplemental items, Mr. Chairman, which I would 
like to ask your permission to include as part of my statement, one of 
which is a statement which I made before the Mid Century Conference 
on Resources for the Future in Washington, D. C., in 1953, and which 
was published in the Congressional Record on January 11, 1954, which 
outlines very briefly in one page some of the important reasons why 
timber access roads were necessary. 

Senator Neusercer. That is a statement which Representative Tol- 
lefson included in the record in your behalf? 

Mr. Hacenstetn. That is right, sir; not at my request, however. 

Senator Neusercer. I said in your behalf; I didn’t say at your 
request. 

Mr. Hacenstein. We were grateful, of course, for him doing so. 

The second item I would like to include is a pamphlet which is 
entitled “Timber Access Roads, a Problem of Public Land Manage- 
ment in the National Forests of Oregon and Washington” published 
in behalf of the Forest Service and which, by the way, I helped the 
Forest Service write and our association paid for the cost of printing, 
and we distributed it very widely, this publication, which I am sure 
that you are familiar with, Mr. Chairman, and I would like to include 
that asa part of my statement. f 

Then, the last supplemental item which I would like to ask permis- 
sion to include is an article by myself entitled “Let’s Build Roads By 
Priorities,” which appeared in the Western Conservation Journal for 
September-October 1956, volume 13, No. 5, pages 6, 7,8, and 38. With 
your permission, I would like to include that. 

Senator Neusercer. The material will be included. 

(The items referred to are in the files of the committee. ) 

Senator Neusercer. I will make this one provision: if it is too ex- 
tensive it will be included by reference, but if the staff feels it is not 
too voluminous, it will be included in its entirety in the record. 

Mr. Hacenstety. Thank you very much. In my last request for 
inclusion of the last item, the magazine article entitled “Let’s Build 
Roads by Priorities,” I don’t make the request for inclusion of the 
illustrations, of course. 








oe 
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Senator Neuspercer. I understand that, and you do understand if the 
staff should decide it is too extensive, then it will be by reference, but 
if it is reasonable in length, it will be included in full. 

Mr. Hacenstern. Thank you very much. Gentlemen, one thing 
we have tried to do in this statement is to arm you gentlemen, the 
representatives in Congress, our representatives on the board of di- 
rectors of the national forests in the States of Washington and Oregon, 
with the facts that we think you need to help make the case for your 
colleagues, and I think that a perusal of the statement will give you 
the details, the statistical information, that you need to make the case 
for adequate aceess roads, and in support of S. 1136, which is before 
your committee. 

Incidentally, we are pleased as an association to endorse S. 1136 and 
have made several suggestions for modification, which I will be glad 
to take up now or leave to the judgment of the committee to study 
when it goes into executive session on the proposal. 

Senator Neupercer. Well, I think that Mr. Wolf, who is the tech- 
nicel forester with the committee wanted to ask you a few questions 
about your amendments. I had a few questions about the substantive 
nature of your presentation, if I could ask them. 

Mr. HaGenstern. Surely. 

Senator Neupercer. One thing I do want to get on the record first, 
for how many years, in your opinion and from your experience, has 
the actual cut of the national forest stumpage been below the allow- 
able cut in the national forests of the Northwest ¢ 

Mr. Hacenstern. I think that has been ever since timber cutting 
began in the national forests, Senator, 

Senator Neupercer. The reason I asked, I notice your table 7 in 
your compendium goes back to the year 1947, but I wondered if these 
conditions prevailed prior to that, in your opinion. 

Mr. Hacenstern. Yes, they did, and, as a matter of fact, in previous 
appearances before this committee, the one specifically in 1952 when 
Senator Holland was the chairman of the subcommittee, and in 1954 
when Senator Case of South Dakota was the chairman of the subcom- 
mittee, reference to the hearings record will show that I started those 
tabulations always for the period of 10 years. 

Senator Neusercer. I see. 

Mr. Hacensretn. And by reference back you can go back and see 
a similar picture back into the early days of the decade of the forties, 
and it was true then. It was much more exaggerated then than now, 
Senator, because, of course, the cut has been approaching the allow- 
able cut for a long period at an increasing rate. 

Senator Neusercer. Along that very theme, I note in 1956 in your 
table you have the figure of 93 percent as the proportion of the allow- 
able cut which was actually harvested by timber operators. In your 
experience is that the highest proportion that the actual cut ever ap- 
proximated to the allowable cut ? 

Mr. Hacenstern. Yes, I think it is, Senator. You are referring 
to table 7, which covers the State of Oregon. I think that is true. 

Senator Neusercer. What would you say was the reason that the 
actual cut was so high a percentage of the allowable cut in 1955 and 
1956 as contrasted with the earlier years when it is shown as less in 
your table? 
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Mr. Hagensre1n. Well, I think that the Forest Service has been 
more aggressive year by year in trying to get the allowable cut on 
the market, plus the fact that Congress in its wisdom saw fit to ap- 
propriate more money for timber access roads, more money for per- 
sonnel to process the timber sales, more money to make inventories, 
find out where the timber was and how much there was on hand, and 
all the things that are connected with the management and sale of 
national forest timber generally. 

Senator Nevsercer. Thus in your estimation there is a direct cor- 
relation between the funds made available by Congress for access 
roads, for Forest Service personnel, for timber-management activities 

enerally, and in the actual percentage of the allowable cut which is 

arvested by private timber operators and loggers? 

Mr. Hacensrein. Very dehnitely. I certainly agree with that 
100 percent. 

Senator Neusercer. I wanted to ask you about a statement you made 
last September 20, not only on behalf of myself, but on behalf of a 
number of my colleagues in the Oregon leeatien that felt that I 
should ask you about this. I think it was September 20, at least you 
were quoted in the Oregonian of September 20 when you made an 
appearance before the economic development committee of the Gov- 
ernor of Oregon, Robert Holmes, and you were quoted in one par- 
ticular paragraph in the Oregonian as saying: 

He— 
meaning yourself, Mr. Hagenstein— 


asked Oregon’s congressional delegation to concentrate on the Federal timber 
problem, to obtain funds for roads and personnel to permit harvesting of the 
full allowable cut and bring forest timber inventories up to date 


(The complete editorial is as follows :) 
{From the Oregonian, Portland, Oreg., September 20, 1957] 


FIALURE TO HARVEST ALLOWABLE FEDERAL TIMBER DECLARED COSTLY TO INDUSTRY 
IN OREGON 


Failure to harvest the allowable cut in Federal forests has cost Oregon’s forest 
industry more than 5 billion board-feet of timber in the last 10 years—the 
equivalent of another Tillamook burn, a forest-industry spokesman said at Gov. 
Robert Holmes’ economic development meeting here Thursday. 

W. D. Hagenstein, executive vice president of the Industrial Forestry Associa- 
tion, said this has created an artificial timber shortage, inflated timber prices 
and caused mill shutdowns. 

He asked Oregon’s congressional delegation to concentrate on the Federal 
timber problem, to obtain funds for roads and personnel to permit harvesting of 
the full allowable cut and bring forest-timber inventories up to date. 

Oregon is not getting as much out of its timber as Washington and could 
diversify its wood manufacture by “extending a welcoming hand to venture 
capital,” Hagerstein said. He added: 

“Washington uses only 63 percent as much timber as Oregon but realizes 21 
percent more for its forest products and 29 percent more payroll dollars per 1,000 
board-feet of logs used.” 

Federal legislation to correct the preference clause and give Oregon its share 
of federally generated Columbia Basin power was urged by two speakers, 
Waldemar Seaton, representing the Portland General Electric Co., and Lofton 
L. Tatum, vice president of the Portland Chamber of Commerce. Both urged 
cooperation of all interests in this matter, and Tatum asked for fast development 
of power by Government, private industry, and all agencies. 

Portland is a natural distribution center, but may lose national firms to Seattle 
because of unfavorable tax laws, Herbert Clark, Jr., manager of Holman Transfer 
Co., told the meeting. 
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To become competitive, he said, Oregon cities should be made to quit the field 
of income and business license taxes, corporate tax laws should be changed to give 
outside companies the option of paying on gross sales or gross profits, and the 
State should adopt a “free port” law to encourage storage here of goods in 
transit. 

L. V. Wise, legislative chairman of the Northwest Canners and Freezers As- 
sociation, said the cost of employment compensation and high freight rates were 
the $128 million food-packing industry’s main problems. He asked for realistic 
corrections in the unemployment compensation law to recognize the seasonal 
nature of the food-processing industry. 

Robert Hall, vice president of Blyth & Co., pointed out that per capita State 
and local government expenditures were about the same in Oregon, Washington, 
and California. The difference is, he added, that in Washington and California 
everybody helps pay. 

Arnold Franks, manager of the Forest Grove Chamber of Commerce, proposed 
that the State’s credit be used to provide venture capital to attract new industry. 

Problems of one of Portland’s “bedroom” areas in bringing in new industry 
to help share the cost of educating the children of Portland’s labor supply were 
described by Robert Franz, president of the North Clackamas County Chamber of 
Commerce. Along with the tax system, Franz also cited problems of sanitary 
facilities and complicated State zoning laws. 

Three suggestions for overcoming psychological effects of Oregon’s tax struc- 
ture were presented by Don Ellis, controller of Tektronix, Inc. They were credit 
for capital gains in personal income taxes “‘so people won’t move out of the State 
to take their gains,” a loss carry forward credit in the corporate tax, and a more 
realistic depreciation provision. 

He also complained of the unemployment compensation rates. The firm, which 
now has 1500 employes, in the past 9 years has had only 6 chargeable compensa- 
tion claims totaling $3,000. This, he said, is less than 2 percent of what the firm 
has paid in unemployment taxes in that period. 

Among Oregon’s advantages, Ellis said, “is a well-educated labor force with a 
productive attitude.” 

“We need to remove the mental block of apathy and develop a new spirit,” 
Jim Falkenburg, public relations chairman of the Portland Central Labor Council, 
told the meeting. He urged support for a new convention-type hotel in Portland, 
and said the fears of present hotel owners that a new hotel would hurt their 
occupancy rate were groundless. 

An impartial study committee to recommend ways of broadening the State’s 
tax base was advocated by Gordon Steele, manager of the Portland Labor- 
Management Committee. He also called for unity of leadership, saying that both 
business leaders and political officeholders are at odds. 

“Help homegrown industry and the word will get around,” Richard Lucke of 
Bullier & Bullier, industrial realtors, declared. He added: 

“Voters of our State are the final arbiters. If they indorse those who show 
animosity to business and industry, it will be reflected in our economic growth.” 

Thomas J. White, representing Columbia River Basin Operators and Oregon 
Public Port authorities, said policies of Government agencies and railroads have 
erected a picket fence along both banks of the Columbia as far as industrial sites 
are concerned. Railroads, he said, refuse to grant easements over rights-of-way 
to industries using river transportation. He advocated giving water carriers con- 
demnation rights for access to the river. 

Importance of Portland’s seaport in the region’s development was stressed by 
Frank Warren, president of the Port of Portland Commission, and Thomas 
Guerin, manager of the Commission of Public Docks. Warren emphasized im- 
portance of a 40-foot ship channel from Portland to the sea. 


Senator Nevrercer. Now , I just wondered if that implied any feel- 
ing on your part that we in the Oregon delegation have not been work- 
ing on these problems. 

Mr. Hacensrriy. It certainly did. I don’t think you were aggres- 
sive enough. I think you fellows should have been working a lot 
harder than you did on it, I really do. 

Senator Neurercer. What more would you have had us do? 

Mr. Hacensrern. I would have had you find out a lot more about 
the problem that I think in the last several years you have learned 
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about it to the point when your colleagues were asking you to make 
these cases, you could have done a more complete job, than I believe 
you did because, Senator, the No. 1 problem facing our area today, eco- 
nomically and it is true in the State of Washington, too, Senator Mag- 
nuson, is the fact that the Federal Government has the bulk of its 
timber. Our economy depends on timber and we haven’t got these 
forests reinventoried fast enough nor got the allowable cuts up quickly 
enough or harvested them at the allowable cut to the point where we 
have driven timber prices up to the point where we practically priced 
our products out of the market, and it has caused widespread unem- 
ployment, and in my opinion it is going to cause more. 

Senator Neusercer. Let me ask you this: Are you aware of the fact 
that some of us from the Northwest, assisted, of course, by our col- 
leagues, obtained a $27 million authorization for forest-access roads / 
Are you aware of that fact? 

Mr. Hacensteirn. Oh, yes, I am aware of that. 

Senator Neupercer. Are you aware of the fact that the adminis- 
tration in its budget request did not ask for the full amount for which 
we obtained authorization ¢ 

Mr. Hacenstern. Yes, I am aware of that. 

Senator Nreupercer. Have you made any criticism of the adminis- 
tration for not requesting the full appropriation ? 

Mr. Hacenstern. I have certainly talked to them by hand about it. 

Senator Neupercer. Have you made any criticism of it? 

Mr. Hacenstern. When you talk to people by hand I think you 
criticize them for not doing their job. 

Senator Nevusercer. Have you made any public criticism of them 
as you have made public criticism of us? 

Mr. Hacenste1n. No, sir, I don’t believe I have. 

Senator Neupercer. I wonder if you think that is a fair approach 
to this great problem ? 

Mr. Hacensrern. Well, Senator, unfortunately, in our time—and 
I don’t set the rules, I think you gentlemen do—you have to dramatize 
things to get people to sit up and take notice and pay attention to the 
things that confront our economy, and I think I took a leaf out of 
your own book in trying to dramatize the needs for doing a more effec- 
tive job in making our representation in Congress on behalf of the 
needs of really putting these Federal forests under management. 

Senator Nevsercer. The only thing that disturbs me, Mr. Hagen- 
stein, is this: We have a common problem. I don’t think it can be 
approached from a personally prejudicial standpoint or a politically 
partisan standpoint. 

Now, here you are quoted in the press as publicly criticizing the Ore- 
gon delegation for not taking a more aggressive attitude, to quote your 
own words, or concentrating on this Federal timber problem. Yet we 
in the Oregon delegation were extremely active with our colleagues 
from the State of Washington, with the generous assistance of our sub- 
committee chairman from the State of Tennessee, in obtaining a $27 
million authorization for access roads. 

At the same time, you have as the Assistant Secretary of Agricul- 
ture in charge of Forest Service activities, a very prominent and active 
Republican from the State of Oregon, Mr. Irvin Peterson. And yet 
the Department of Agriculture under Mr. Peterson, at this particular 
echelon, and the Budget Bureau of the administration only asked for 
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about $24 million of the $27 million authorization which we obtained. 
Regardless of any deficiencies which we have, and I am sure they 
are many, we certainly worked hard to secure the $27 million author- 
ization, and if we didn’t, then I certainly think that hours of time 
spent, drafting of statements, writing of letters, personal importuning 
of our colleagues like Senator Gore and others from elsewhere in the 
country, don’t represent hard work. Yet you have made this criticism 
of us, and to my knowledge I have never seen Any: public criticism 
which you have made of the administration, of Mr. Peterson as repre- 
sentative of the administration, not requesting the full appropriation 
to be spent, for the full author ization to be spent on access roads, and I 
just wonder why. 

Mr. HacensteErn. Senator, I give you gentlemen the credit for mak- 
ing the charges the administration didn’t do its part. I think you 
have done it much more effectively than I can do it, and certainly you 
have the acceptance in the press that a private citizen doesn’t have. 
I think you people have been very effective in criticizing them and 
laying it at their doorstep for not asking for the full amount of the 
authorization. 

Senator Neusercer. You think our criticism of the administration 
was justified in this respect ? 

Mr. Hacenstern. Yes, I do. 

Senator Neupercer. I am glad you feel that way about it. 

Mr. Hacenstern. I am not partisan about our economy, only in 
the polling place. After that, Senator, even though I didn’t support 
you in the election, or won’t again, you are my Senator and I am going 
to do everything I can to work with you when you are working in be- 
half of our economy. 

Senator Neupercer. Well, the thing, as I say, you have a perfect 
right to oppose me when I run for election, if I ever do again. You 
have a perfect right as an American citizen to criticize me. I think 
that is what our form of government is all about. Again you said 
you are not partisan in your approach to this, but it seems to me that 
you and your organization through. you is highly partisan because 
you have gone into the press to “criticize publicly the people who 
obtained a $27 million authorization, but you have not criticized pub- 
licly the people who only requested a $24 million appropriation, and 
I don’t understand your selectivity in that particular matter. 

Mr. Hacenstern. Well, we could discuss it, I suppose, all day and 
I am sure I couldn’t convince you of why I did it, and perhaps I will 
have to be more selective and turn the artillery on the other side 
occasionally, and if that will please you and will help accomplish 
the objective of getting these people back to work, Senator, you will 
find me right there in _ front line troops. 

Senator Nevusercer. I don’t care what side you turn your artillery 
against. All of us in political life, I think, are rather immune to 
any personal feelings about criticism. I just hope you train your 
artillery on anybody who, in your opinion, is not doing his or her 
best to advance the welfare of the Pacific Northwest and our great 
national-forest program and its availability to the public welfare. 
I think that should be your criteria, not what political party a person 
represents. 


Mr. Hacensrern. I agree with you a hundred percent, of course. 
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Senator Neusercer. I want to ask you about this matter of per- 
sonnel. If I am not mistaken, when you testified before our joint 
Senate-House timber hearings in 1955, you made the very valid point 
that the Forest Service personne] charged with these important 
responsibilities were both understaffed and underpaid. Am I cor- 
rect in that recollection, or not? 

Mr. Hacenstern. Yes; I think that is substantially correct. 

Senator Nevsercer. I was chairman of the Federal Pay Subcom- 
mittee which held extensive hearings on pay for postal employees 
first, and then for the classified service of the Government generally. 
I think we sat for 2 or 3 weeks holding these hearings. Naturally, 
the officers and personnel of the Forest Service were included in the 
11 percent increase provided in the legislation dealing with classified 
personnel of the Government. 

If I am not mistaken, we never heard from you at all with respect 
to the desirability of that legislation. 

Mr. Hacenstern. Senator, I wasn’t aware of it. As you must know, 
our organization, being a forestry organization, primarily concerns 
itself with policy matters in the field of forestry, and if we are 
aware of something that is remotely connected with it, we are going 
to be active and take a position on it and make our representation 
before the proper committees and to our own delegations in Con- 
gress, but we weren’t aware of that matter. It was never brought to 
my attention by anyone. Perhaps I was amiss to my own duties to 
my own people. The Government agencies themselves never brought 
it to our attention. We depend on them sometimes to bring things 
that concern them and which they think we are interested in, to bring 
such things to our attention. 

Senator Nevsercer. Did you make any efforts to urge the Presi- 
dent of the United States or his advisers to have the President sign 
the bill, which he did not do, by the way? He vetoed the bill, as you 
may know. 

Mr. Hacenstern. No, sir. 

Senator Nevsercer. The only reason I raise the point is this: I 
am not critical of you for not appearing before our committee in 
behalf of an increase in salaries for Forest Service personnel when 
the issue was very much alive. But here today you have criticized us 
for not being fully informed, for not being aggressive enough, and 
so on. I just want you to see that with all the manifold duties on 
us, as there are many duties incumbent upon you, that all of us may slip 
up occasionally, all of us may have shortcomings, all of us may have 
human frailties. I just want you to note, and to note for the record, 
that although you have very often been critical of the Federal salary 
level paid to professional foresters of the Forest Service, and I thin 
you were justified in that criticism, that here when the issue was 
before the Congress and before the President of the United States, 
when there was an opportunity to increase by 11 percent the salaries 
of our Forest Service personnel, to my knowledge you did nothing 
about it. Now, I am not criticizing you for that. I am just 


saying 
Mr. Hacenstrern. You sound like you are. 
Senator Neusercer. No, I am just saying that you have come here 
and criticized us for not being aggressive enough and for not being 
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fully informed enough. I just want you to see that it isn’t only 
Members of Congress who are not always fully informed. It is all 
kinds of people who aren't fully informed. 

Mr. Hacenstetn. Including private citizens; we appreciate that. 

Senator Neusercer. I can’t say this for myself because no one is 
capable of self-assessment, but 1 want you and your association to 
know this: That from my personal observation, and I am a new 
Member of the Senate and therefore perhaps more capable of making 
this observation than someone who has been there a long time, from 
my observation the members of the congressional delegation from the 
Northwest and particularly men like Senator Morse, Senator Magnu- 
son, Senator Jackson, Senator Murray, and Senator Mansfield, have 
spent hours and hours on this question of trying to provide adequate 
funds for the Forest Service, trying to secure fair and adequate au- 
thorizations for access roads, and trying to secure fair standards of 
pay and fringe benefits for the Forest Service personnel. 

If the administration would cooperate with us in a good many of 
these objectives, they would have been attained already. 

For example, I have seen a man like Senator Murray, who is, I 
think 82 years old, sit for hours in hearings on this question because 
of his interest in it as the senior Senator from Montana. And I hon- 
estly believe, Mr. Hagenstein, that the sooner we can eliminate re- 
criminations on all sides of this question, the sooner we are going 
to obtain the objectives we seek. 

In addition, I think if any of us are going to make these public 
criticisms, I honestly believe that they ought to be fairly assessed and 
very judicially aimed and not on a partisan basis, but just at those 
who are not living up to their public responsibilities. 

Mr. Hacenstrein. Of course, may I remind you, Senator, that state- 
ment charging the Oregon delegation with not being as aggressive as 
I thought they should be in the matter of Federal timber policy was a 
nonpartisan statement, because we still had one Republican Congress- 
man in the delegation and I included him. 

Also I would like to make one statement, with your permission, Mr. 
Chairman, to my good friend, Senator Neuberger with whom I differ 
on many things but for whom I have a great deal of personal regard 
for his energy, for his interest in his State and the Northwest gener- 
ally, his scholarliness, his ability to express himself extremely clearly 
and interestingly, and that is that in a recent press release, Senator, 
that you submitted to the Oregon press, which was widely used in this 
whole Federal timber matter, your good friend and mine, ex-Governor 
Sprague, has chosen you adversely editorially about it and I am writ- 
ing him a letter in your behalf to tell him I agree with you a hundred 
percent and I think he is wrong and he and I ought to get together 
and talk it out with your help. 

Senator Neupercer. I appreciate that immensely. I would appre- 
ciate a copy of the letter, for this reason 

Mr. Hacenstern. I will send it to you. 

Senator Neupercer. Yesterday, in fairness to Governor Sprague, 
because he had sent me the editorial, I included the editorial in the 
hearing record, although I did add a prefatory statement of my own 
that I did not wholly concur in his editorial, so if you will be generous 
enough and kind enough to send me a copy of your letter, I would 











368 FEDERAL HIGHWAYS AND FOREST ROADS 


like to add that to the hearing record also, with the chairman’s permis- 
sion, at this time. 


Mr. Hacensretn. Very glad to. 

(Senator Gore resumed the chair. ) 

Senator Neupercer. Thank you very much, Mr. Chairman. Thank 
you, Mr. Hagenstein. 

Senator Gore. I regret that I was temporarily absent from the com- 
mittee. I understand that during my icine you gave, in a general 


way, an endorsement of the objectives and the provisions in the pro- 
posed bill, S. 1136. 


Mr. Hacensrern. I did, sir. 

Senator Gore. Is it your view that the construction of additional 
forest highways will contribute to beneficial competition in the bid- 
ding of lumbermen for stands of public forest ? 

Mr. Hacenstetn. Senator, when you refer to forest highways, are 
you meaning timber access roads now ? 

Senator Gore. Yes. 

Mr. Hacensvrern. Certainly. There is no question but what when 
timber is made available by timber access roads built by public funds 
that there are going to be more people have an opportunity to step up 
to the auction block and take their chances for being successful pur- 
chasers or purchasers of Government timber. 

Senator Gorn. And you think that the public interest would be 
served by increasing competitive bidding for the removal of the trees 
from the public forest lands ? 

Mr. Hacenstrein. Well, it will be served better, Mr. Chairman, by 
making the allowable cut, the full allowable cut, available, because I 
think it will have a tendency to bring stumpage prices down. They are 
too high because of the rate we have dribbled the timber to the market 
partly because we haven’t had an adequate system of access roads. 

Senator Gorr. Are you of the opinion, which I frankly say to you 
that I am, that the lumber industry, like the home building industry is 
the victim of unwise, unsound, hurtful, tight money policies ¢ 

Mr. Hacenstrern. Well, sir, I am not enough of an economist to have 
a valid opinion on tight money. I would like to duck that question, if 
I may. I am merely a poor, old, illiterate logger whose job it is to 
grow some trees. 

Senator Gorr. Well, I haven’t recognized your illiteracy yet. 

Mr. Hacenstern. That is perhaps because I got some of my school- 
ing in the southland, Senator. 

Senator Gore. If you wish to attest to it, I shall not in any way 
interpose an objection, but I don’t think I would be compelled to 
recognize it and admit it, but you can duck the question if you like. 

Mr. Hacensrern. Thank you very much, sir. 

Senator Gorr. Senator Magnuson ? 

Senator Macnuson. I just want to ask Mr. Hagenstein, he has 
made some suggestions as to the bill. I don’t quite understand your 
attitude, and, of course, everybody welcomes suggestions because this 
was a difficult bill to write 





Mr. Hacensrtet. I appreciate that. 

Senator Maenuson. On section 2 (a), as I get it from your state- 
ment, you still favor the old system of forest access roads which 
would be deducted from the price of the timber, is that correct ? 
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Mr. Hacensre1n. Well, Senator Magnuson, I think that as a prac- 
tical matter that the Forest Service is going to have to continue to 
build roads by both appropriated funds and as part of the timber 
sale contract. I don’t see how you can prevent it, and I think if you 
will refer to my table 11, which is the last tabulation on my state- 
ment, the experience in this region, region 6, on all of Washington 
with the exception of three northeast counties, and all of the State 
of Oregon, for the last 5 fiscal years you will find that of the oo 
propriated funds which have been used to build timber access roads, 
they only constituted 27.3 percent of the total. As a practical matter, 
can you get, even if the bill is enacted into law which authorizes 
$50 million by fiscal 1960, as a practical matter are you going to be 
able to get $50 million appropriated ? 

Senator Maanuson. Don't you think that the Forest Service is 
going to have to continue to build some of the roads by the timber 
sale device? 

Mr. Hacenstern. I certainly do. 

Senator Macenuson. It is true, because this is the only device we 
have had in the past is the timber sale, and the appropriations—and 
I am on the Appropriations Committee and that Salietubanitiene + 

Mr. Hacensrein. I know you are. 

Senator Magnuson. We did, however, put in the report this year, 
that we would allow this timber sale device, this year, because of 
the appropriation, but that beginning next year, next fiscal year, that 
would be revised for main-line roads for the new policy of appropriat- 
ing the money to build them by the Forest Service alone without Soden 
tions, and the Appropriations Committee was practically unanimous 
on that, and I am wondering whether or not you oppose that decision 
of the Appropriations Committee. 

Mr. Hacenstetn. No. If the Congress sees fit to appropriate sufli- 
cient moneys to build all the roads it takes to put this allowable cut 
on the market each year, I think you will find the Douglas fir industry 
will support it with open arms. The question is that in the past, 
based upon 10, 12 

Senator Magnuson. The Appropriations Committee took the sensi- 
ble approach that whether you deduct it from a timber sale or whether 
you appropriate it, it is all the same. 

Mr. Hacensrein. The trees pay for it. 

Senator MaGnuson. Yes, the trees pay for it, and there were 
some—we thought—some inherent evils in the old system of timber 
sale device, not in all cases, but there were in some, that this would 
be a cleaner way to do it. 

Mr. Hacensre1n. The principal evil, Senator, if you will pardon 
me, is the fact that most operators will tell you if you ask them 
privately or publicly that the Forest Service never allows enough in 
the appraisal for the cost of the road to pay for it. 

Senator Magnuson. And then another thing, a smaller operator 
will have some difficulty, or he won’t want to bid on a piece of property 
if the road costs were such, because he would have some difficulty 
raising the road—— 

Mr. Hacenstern. Capital requirements for road construction are 
real problems for lots of operators, not only small ones. 








370 FEDERAL HIGHWAYS AND FOREST ROADS 


Senator Macnuson. The bigger operators could go out and finance 


the building of the roads to get into the timber and the little fellow 
couldn't. 


Mr. Hacensrern. That is often the case. 

Senator Magnuson. I don’t say that that is true in every case, but it 
has been, and that is why we at least last year abandoned this, or sought 
to abandon the old policy and I think maybe we might review, and I 
think you would agree with us that the problem, whether we would 
want to totally abandon the timber sale device—— 

Mr. Hacenstern. Senator, I would very respectfully refer you to the 
very voluminous testimony taken by the so-called Joint Committee on 
Federal Timber, which was conducted by Congressman Chudoff in 
1955 when we had witnesses from northern California clear up here 
to Seattle and over to Spokane where every witness came in and en- 
dorsed the idea that we needed timber-access roads and they all said, 
if you will examine the testimony, “we don’t care how we get them, 
whether by the timber sale device or by appropriated funds, but we've 
got to have them if we are going to keep our industry going.” 

Senator Maenvson. I think Senator Gore’s Committee is vitally 
interested in this because it is a policy matter and we have a habit in 
the Appropriations Committee of encroaching sometimes on the legis- 
lative committees. 

Mr. Hacensrern. Very wisely, I might say, sometimes, even though 
you incur the wrath of your colleagues. 

Senator Macnvuson. But it is a matter of policy which I am sure 
the committee is going to have to resolve when you meet in January 
on this particular question. 

Senator Gore. The committee will stand adjourned until 2 o’clock. 

(Whereupon the hearing recessed at 12:30 p. m., reconvening at 
2 p.m. this day.) 

(Mr. Hagenstein resumed the witness stand) 

Senator Gore. The committee will come to order. Mr. Wolf, the 
consultant to the committee, has a few questions to ask. 

Mr. Wotr. On page 4 of your statement, Mr. Hagenstein, you state 
that section 2 (a) (1) weakens the case for the need of timber-access 
roads by the language “development and management of other na- 
tional forest resources in addition to timber.” How does that weaken 
the case ? 

Mr. Hacenstei1n. Well, Bob—excuse me, Mr. Chairman, I always 
want to call Mr. Wolf, Bob because I have known him for so long—Mr. 
Wolf, I think it weakens the case for this reason: That without know- 
ing what the other resources of the national forests are in terms of 
monetary values, but do knowing what they are in timber values, you 
can make the case to the Congress on the basis of timber, and you are 
just getting to what the other values are. 

Mr. Woxr. Does not section 23 of the present law authorize the 
construction of these roads utilizing essentially the same language ? 
In other words, under section 23 the Forest Service can build forest 
development roads and trails, which encompasses all sorts of roads. 

Mr. Hacenste1n. Oh, sure. I agree with that, Bob, but the point is 
that you are talking specifically in S. 1136 about timber-access roads 
as a part of section 23. 
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Mr. Worr. Of course, I wouldn’t want to say what the sponsors 
had in mind, but it was my understanding they considered this an 
amendment to section 23 and that it did not add a new authority 
solely for timber access roads. 

Is it then your position that there should be a new amendment 
especially for timber access roads, leaving the old authorization for 
development roads and trails? 

Mr. Hacenstern. No, I don’t think so, because we tried that, as you 
remember, in the special legislation years gone by and we were never 
successful in getting it, so I think that the means that the sponsors of 
the legislation, the pending legislation, have taken, namely in amend- 
ing the Federal-Aid Highway Act of 1956 by authorizing timber 
access roads under the forest development trail authorization, is 
correct. 

Perhaps my argument is a bit academic. I was merely trying to 
sharpen up your political pencil, if I may use the term, to help you 
sell the idea to the Senators’ colleagues in the Congress. 

Mr. Wotr. You wouldn’t want to prohibit the building of roads 
for other purposes in the national forests? 

Mr. Hacensrein. Asa matter of fact, Bob, isn’t it implicit that roads 
built for timber access are useful for other purposes as well without 
coming out and saying so? We are going to use them to protect the 
forest against fire; for recreation, to take men out to cruise timber, 
to do the other things that are necessary in order to manage these 
forests. 

Mr. Wotr. Well, I just want to establish whether you felt that the 
timber access road should be separate in a category, or whether you 
agree that the general authorization for roads to cover all the roads 
needed for national forest development purposes 

Mr. Hacenstern. Well, I think the latter is correct. 

Mr. Worr. You have down at the bottom of page 4 the question as 
to the necessity of section 2 (a) (2) of the bill. That would authorize 
where desirable the construction of these roads by requirement of 
purchasers in contracts of sale from such lands and with reasonable 
allowance thereof in determining the fair market value of such timber. 
Now, you point out in your statement that the Forest Service has 
been doing this for years, therefore it must already have the authority. 

Mr. Hagenstern. Without attempting to practice law without a 
license, because that is an illegal act in this State and in the State in 
which I reside, I think that the Forest Service must have that author- 
ity or they wouldn’t be doing it. 

Mr. Wotr. Well, I notice in the Comptroller General’s report, Mr. 
Chairman, on the bill, he said that they could find no specific legis- 
lative authorization for this practice, though he did not object to it. 

Do you think it would be desirable, or do you think it would be 
harmful for the Congress to spell out the legislative authorization, 
since there is no specific authorization ? 

Mr. Hacenstern. No. If there isn’t, and in the opinion of the at- 
torneys it is necessary in order to give the Forest Service the legal 
authority that it needs to do this very thing, I think undoubtedly it 
should be enacted into law, but I don’t think as part of an amendment 
to the Federal Highway Act. I think it ought to be in one of the 


measures that give the general authority to the Forest Service to 
transact its business. 
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Mr. Woxr. Of course this bill relates solely to roads. 

Mr. Hacensrein. Right. 

Mr. Wor. You would want to have road legislation and some other 
legislation ¢ 

‘Mr. Hacensrery. I think so, Bob. I think if you keep them in 
separate bins, it. is certainly a lot easier for all of us to understand 
them, those of us who have to work with them, and for the Congress to 
consider them when they are considered in separate packages. 

Mr. Worr. It wouldn’t be harmful, would it, to have all road legisla- 
tion in one place / 

Mr. Hacensrern. I think it would be desirable, as a matter of fact. 

Mr. Wo rr. In this bill on page 22, or page 2, line 22, there is a 
clause which allows fixing the allowance for road construction when 
timber purchasers build the road in stating it in the advertisement. Do 
you think that provision is a generally sound one? 

Mr. Hacenstern. I see no harm in that, Bob. I think that would be 
desirable to give everybody who cares to bid an idea as to what he is 
getting into. 

Mr. Wour. Your statement on page 5 refers to section 2 (b), which 
is a public hearings provision of the bill. When we were in Portland 
yesterday, it was suggested that in lieu of a public hearing on each 
project that there be an annual conference in conjunction with setting 
forth the timber sale plan, either on each forest or on a regionwide 
basis, which would give the Forest Service the opportunity to explain 
its total road program, and that that be substituted in lieu of the in- 
dividual project hearings. Would you see any objection to such 
provision ¢ 

Mr. Hacenstern. No. As a matter of fact, as you may remember 
very well, Bob, one of the reasons why we got started slowly in this 
whole field of timber-access roads authorization was the fact that 
there was a real academic difference, an academic difference between 
the Forest Service and the industry as to whether it was desirable to 
have public hearings in the first place, and that stemmed back from 
some very unwise spending of money appropriated for timber-access 
roads right at the tail end of the war where they spent money in some 
States like Illinois where there were little forest lands and very little 
need for roads that couldn’t be built by some other means, and whereas 
the big timber access road problem was principally in the five States 
that have 90 percent of the national forest lands and timber, namely, 
Montana, Idaho, Washington, Oregon and California, and it was 
thought that advisory public hearings were desirable to make certain 
that we got value received for every dollar that was appropriated to 
get the most we could out of what we knew was going to be lesser 
amounts than were probably necessary. 

We resolved that academic difference in 1952 and that resulted in the 
first considerable increase in the forest development roads and trails 
authorization, and, frankly, I was one of those that was on the side 
that thought the advisory public hearings were worthwhile for each 
individual project, but knowing that I failed in getting our own people 
to get out and attend such hearings on individual roads, I would think 
that the suggestion you have just made, namely that there be an 
advisory hearing held once a year, for example, for whole proposed 
programs for a State or a region, would be desirable. 
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Mr. Woxr. Do you think it might be desirable to continue the per- 
missive authority for public hearings. For instance, if you had, say, 
2 people or 3 people at a hearing objecting to the general plan, that 
the Regional Forester could then, in his diseretion, order a special 
hearing on that project 4 

Mr. Hacenstern. I think that would be desirable. Leave it to his 
discretion. 

Mr. Wotr. So you wouldn’t be burdening the Forest Service with 
holding individual project hearings which no one attends and which 
the Forest Service has to spend considerable amounts of energy, time 
and money which doesn’t build roads. 

Mr. Hacenstern. I think your suggestion is a very practical one. 

Mr. Wotr. In your statement, also on page 5, you suggest that sec- 
tion 2 (d), which would authorize the charging of fees for road main- 
tenance and construction, should be put over in Senate bill 2244 now 
before the Congress. 

Mr. Hacgenstein. Yes. I made that suggestion. 

Mr. Wotr. Do you endorse the objectives of section 2 (d) of this 
bill, or do you object.to the section ¢ 

Mr. Hacenstein. No. I don’t object to the section, and I don’t think 
that I am fully competent to give you an opinion on it because I think 
it borders on the legal, and again I don’t want to practice law without 
a license, but it does seem to me that when you get into something 
that. is apart from the authorization of construction and maintenance 
specifically, Bob, of new timber access roads to be built out of funds 
to be authorized and appropriated hereafter, that it would be better 
to have a section like this in some general house cleaning bill of the 
kind that the Forest Service puts in from time to time to get all the 
miscellaneous authority they need to make such changes and whatnot. 

In other words, I think—if the Senator will pardon me—I think 
what you gentlemen call a clean bill where you try to clean it up to 
make it easily fit into the whole legislative pattern, and I think 1 is 
a good, desirable practice. 

Mr. Woxr. The Forest Service told us that this section would require 
the pro rata sharing of construction and maintenance costs and would 
provide for the equitable distribution of road costs to benefiting prop- 
erties and reduce capital requirements and maintenance costs for har- 
vesting Forest Service timber. 

As I understand the Forest Service’s view on this section, it would 
not affect national forest timber to the extent that people would be 
charged something that they shouldn't heretofore have been charged, 
but a private landowner wishing to haul timber across national forest 
lands would be required to pay a proportionate share of the cost of 
the road. 

Now, would you object to that provision in any way ? 

Mr. Hacenstern. No. I think that is equitable. 

Mr. WoxrF. That is the general position of the industry, isn’t it, on 
their own roads? 

Mr. Hacenstein. That is right. 

Mr. Wotr. No free rides. 

Mr. Hacenstern. That is right. 

Mr. Wotr. Or very few free rides. 


SS 
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Mr. Hacenstern. A man should pay for the service that is ren- 
dered to him by someone’s else property, whether it be private or 
whether it be Government. 

Mr. Wotr. I have the same question on section 2 (e). You suggest 
it go into S. 2244. Do you object to that provision or do you just 
suggest it be in another bill? 

Mr. Hacenstern. The latter, Bob. I suggest it be in another bill. 

Mr. Woxr. Then on section 2 (f), you suggest that the regula- 
tions be used, the existing Secretary of Agriculture regulations, rather 
than this statutory language which the bill would write into law, 
is that correct ? 

Mr. Hacenstern. That is right. 

Mr. Wotr. Do you prefer government by agency regulation to 
government by statute ? 

Mr. Hacensrern. That is almost like the question “When did you 
stop beating your wife?” isn’t it? Bob, I think that in an orderly 
authorization of powers to an executive department of the Govern- 
ment that certainly basic principal and policy should be spelled out by 
law, and thereunder, in many statutes that are on the books of the 
United States, the Secretary in charge of that executive department 
is authorized to promulgate general rules and regulations and they 
in effect are the ground rules within the framework of the law under 
which the department and its officials must do business, and while in 
times past I have had occasion to object to regulations promulgated 
by some of our Secretaries because they have been difficult to work 
under, generally it seems to me that you have to give the—the Con- 
gress has to give the executive branch the opportunity to outline 
the rules of the game by regulation in many instances. 

Mr. Wor. Wouldn‘t you assume that under this the Secretary 
would have to promulgate regulations? 

Mr. Hacenstetn. I am quite sure he would. 

Mr. Worr. As I understand this section, the only additional au- 
thority it would grant would be to enter into easements, which the 
Forest Service cannot do now. In other words, where a private 
landowner wanted an easement, he could secure it. Now all he can 
‘ get is a permit. Would that be generally desirable to allow them to 
enter into easements with private landowners? 

Mr. Hacenstern. Well, I believe it would, but I think that is a 
question perhaps that you ought to ask one that is versed in the law 
and one who has a lot more understanding than I have. It is a very 
complicated subject, Bob, of exchange of “rights of way between the 
Government and private jJandowners. I have had a lot of experience 
in the field, but there is a lot IT don’t know about it. It is an ex- 
tremely complicated subject. 

Mr. Wo tr. It was your statement and I assume ‘that since you 
made the recommendation that you had some pretty definite ideas 
on it. 

If I recall correctly, in 1955 when the Interior Committee held 
some hearings out here, you suggested that private landowners be 
given the right to condemn a right-of-way across Government land. 
Do you still hold that opinion ? 

Mr. Hacenstern. I do. I think that if it is equitable for one land- 
owner, the Government, to have the right to condemn across private 
lands where access is unreasonably withheld, that in the same in- 
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stance a private landowner should have the same right to condemn 
across the Government, as a matter of equity. 

Mr. Wotr. You didn’t suggest the amendment of this bill to in- 
clude such a provision. 

Mr. Hacenstern. No,I didn’t. Asa matter of fact, your colleague, 
Mr. Coburn, chose me at the time in 1955 and asked if I had checked 
the legality of that and I told him I hadn’t, because I didn’t know, 
but it just seemed as a matter of equity, and citizens, without being at- 
torneys, can have ideas on equities, and that was mine. 

Mr. Wo tr. I believe this S. 2244 is before another committee, the 
Agriculture and Forestry Committee, and I believe hearings were 
held in the House, where it has another number, I think H. R. 7953. 
Did your organization testify on that bill? 

Mr. Hacenstei1n. No; we key 

Mr. Wotr. Have you analyzed it? 

Mr. Hacenstern. Yes. 

Mr. Wotr. Are you in a position to endorse it or to state what 
you think of the bill? 

Mr. Hacensrern. No, I am not; because our organization has taken 
no position on it, Bob. 

Mr. Wo tr. I understand that the National Lumber Manufacturers’ 
Association, presumably speaking on behalf of a segment of the 
industry, objected to two provisions of that bill, section 7 and sec- 
tion 8. 

Section 8 would authorize something which is already in this access 
roads bill. It would authorize the Secretary of Agriculture to require 
road users to deposit funds to pay their share of the costs for forest 
products hauling over national forest roads. Would you stand with 
the NLMA on that, or do you think that that provision should be 
enacted into law? 

Mr. Hacensre1n. I am not sure that I can answer that, Bob. I 
am not sure that I understand all the language that is in sections 7 
and 8 of the bill to which you refer. We have discussed it in our 
organization, but, as I say, have come to no resolve on it. At such 
time as we do, I will be glad to communicate with you our views 
on it. 

Mr. Wor. I just had 1 or 2 other brief questions. On page 4 of 
your statement you mentioned a road in the north fork of the Sky- 
<omish River drainage which would cost $480,000. Has that road 
been built ? 

Mr. Hacenstern. I can’t tell you. A public hearing was held call- 
ing for its construction. I believe it is probably in process, but I 
couldn’t tell you specifically as to whether it has been completed. 
There are men here in the room that can, 

Mr. Worr. It says that it developed an allowable annual cut of 
only 2 million board-feet. I assumed it had been built. 

Mr. Hacensrery. Maybe my choice of words is poor. Perhaps 
what I should have said, it was intended to develop an allowable an- 
nual cut of only 2 million board-feet. 

Mr. Wo r. Senator Gore, could we ask the Forest Service to just 
supply for the record their public hearing on that road and the status 
of the road, whether it has been constructed or not? 

Senator Gore. I suggest they supply a summary of the hearing. 

20738—58——25 
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Mr. Worr. Yes. 
Senator Gore. All right. 
(The information referred to is as follows:) 


Snoqualmie National Forest, North Fork Skykomish Road No. 290 


Estimated cost of proposed road, including 2 bridges and recon- 


Meemeeenemtt tS eters el er Pel FB te til $480, 000 
Total volume of timber involved (thousand board-feet)_......_______ 190, 000 
Estimated cost of road per thousand board-feet______________________ $2. 50 
Estimated allowable cut (thousand board-feet)_...-_-______-______ 2, 000 
Estimated cut first cutting period (10 years) to clean up windthrow 

and beetle kill and green timber most urgently in need of harvesting 

in parcnes (teovbaia bosrd-feet)..1.......4-s.~..-5.+--...--is---- 60, 000 
Estimated cost of proposed road against 10-year cut (thousand 

SU i aa ote RA aces he Genre tere tees $8 


Road 290 has not been built. 
One bridge replacement (estimated cost, $25,000) programed for fiscal year 
1959. 


HEARING ON PrRopOsED TrmBeR Access Roap CONSTRUCTION FOR THE SNOQUALMIE 
NATIONAL FOREST 


Mr. Barrett. Ladies and gentlemen, it is just shortly after 2 p. m., and this 
meeting will now come to order. 

The purpose of this meeting is to consider the proposed north fork of the 
Skykomish Road. it is called in accordance with the Federal-Aid Highway 
Act of 1352 (Public Taw 413, S2d Cong., 2d sess.), and it is evolved 
pursuant to the provision of that act. A record will be made of the hearing by 
tape recording as is now being done. This hearing has been scheduled for 
to ay, May 31. 2 p. m.. Pacific standard time, room 4 of the Snohomish County 
Court House, Everett, Wash. Notice of this hearing was published in the Everett 
Herald, which has general circulation in Snohomish County. The first publi- 
eation was May 16 and the second publication, May 23. Notices have also been 
sent to the ranger stations on the forest, and to industrial organizations and 
other interested people. 

By way of introduction, I would like to introduce myself. I’m Lawrence 
Barrett, forest supervisor of the Snoqualmie National Forest. It is my job 
today to conduct this hearing. I'd like, at this time, to introduce the men who 
will assist in the hearing. Mr. Ed Loners, on my right, is in charge of timber 
management on the Snoqualmie Forest, and Mr. Leonard Flower, who is oper- 
ating the tape-recording machine, assists Mr. Loners in timber management 
work. Mr. James Mallonee, the forest engineer, Ranger John Sargenson, and 
Mr. Walter Glendenning of the Skykomish Ranger District. 

It will be my endeavor this afternoon to give all an opportunity to express 
their views and to present the statements or other information relative to this 
road p ojec*. The tinai decision, whether to go ahead with this project, rests 
with the regional forester after he has had an opportunity to go over the 
records of this hearing. In order to keep the hearing on an orderly basis, I’m 
gone to p° pose thet each one who wishes to make a statement for the record 
on this project, give his name and address of the company or organization which 
he represents. Written statements may be filed with me at the conclusion of 
the hearing. Also if there are any questions with regard to the statements, 
those should be directed to me and I'll redirect them to one of the gentlemen 
who is best qualified to answer the question. 

At this time, I would like to ask Mr. Loners to read, for the record, a state- 
ment that has been prepared by the Forest Service in connection with this project 
and to introduce the exhibits of the maps. 

Mr. Loners. The Snoqualmie National Forest covers over 114 million acres 
of which some 300,000 acres are intermingled private lands. This leaves a net 
area of 1,200,000 acres of publicly owned land which supports close to 17 billion 
board-feet of mature and overmature timber. Of this amount, nearly 5 billion 
board-feet of timber is either inaccessible or is reserved for recreation, water- 
shed area, soil control, or for other protective reasons. To systematically man- 
age this timber resource, the forest has been divided into units which we call 
working circles, as shown on exhibit A posted on the bulletin board. Commenc- 
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ing at the north end of the forest, these working circles are identified as fol- 
lows: The Skykomish, the Snoqualmie, the Cedar River, the Green River, the 
White River, the Mineral, and, east of the Cascade summit, the Naches-Tieton 
working circle. The calculated allowable cut, or present timber growth capacity 
of these working circles, totals about 165 million board-feet per year. We have 
been harvesting considerably less than the sustained-yield capacity of the forest 
for a number of years. Last year, we harvested about 80 million board-feet 
which is a little less than 50 percent of the allowable cut. 

We are currently revising and studying our timber inventory and growth 
statistics. During the 1955 field season, we accomplished the fieldwork neces- 
sary to reinventory the Skykomish working circle. This data will be worked 
upan or: ul acorporated in our plans in 1957. At present, final calculations 
in the 1955 reinventory of the Naches-Tieton working circle are being reviewed 
for approval by the regional forester. This season, we plan to reinventory the 
Mineral working cirele and tentatively pian to complete the reinventory of the 
reliaincver of the forest insofar as teldwork is concerned during the season of 
1957. Should anticipated personnel and funds become available, we will be able 
to complete our reinventory of the whole forest by late in 1958. While our 
eut is still only about half of that allowable, it is not my intention to go 
into all the reasons why the Snoqualmie Forest has not been able to reach the 
full allowable cut. Rather, I would like to limit the discussion to one of the 
principal reasons, which is the lack of roads into areas of commercial timber. 
In any fully managed piece of forest property, a permanent network of access 
roads is needed so that the full allowable cut may be made each year. This 
network of roads also allows for the salvage of losses that occur through blow- 
down, insect attack and disease. 

A most serious threat to mature and overmature timber stands on any na- 
tional forest is that of beetle infestation. There are many kinds of beetles, 
but in this area the silver fir bark beetie, Pseudohylesinus, spp., Douglas-fir 
bark beetle Den’roctonys psendotsugae, are the most destructive. There is also 
considerable dying in the western hemlock in the area. After an investigation 
by members of the Washington State Institute of Forest Products, it was found 
that this dying was due to loss of thrift in overaged stands. Hemlock over 
250-300 years loses vigor to the point where insects and disease attack and 
soon kill. 

There also lies on the ground a considerable amount of windthrow in the 
area above Quartz Creek and in the upper drainage toward Cady Pass. This 
windthrow is from 2 to 5 years old and is in timber of commercial value. It 
should be salvaged for its commercial value and to eliminate its use as a breed- 
ing ground for bark beetle and other insects destructive to the forest. 

In order to systematically harvest the old growth timber in the area and 
salvage windthrow and beetle kill and as much of the mortality due to age as 
possible, we are planning a timber sale in the area. 

To obtain access, it is necessary to construct a road through some very 
difficult terrain to reach the upper drainage. The timber volume available is 
insufficient to carry this road cost at one time without clear cutting the whole 
drainage. It is therefore necessary to seek other road financing. 

It is estimated that the area to be opened up by the proposed access road 
contains about 190 million board-feet of merchantable timber. While this in 
itself would indicate an allowable cut of only about 2 million board-feet a year, 
harvest of overmature and salvage of windthrow, insect attacked and infested 
timber will make it desirable to substantially increase the cut for the first several 
years. 

This timber is tributary to the Stevens Pass Highway by county road from 
Garland Springs to Index, a distance of 14 miles. The proposed road project 
would rebuild the road from Garland Springs to Goblin Creek, a distance of 2.93 
miles, as shown on exhibit B posted on the bulletin board. From Goblin Creek, 
new construction for 3.51 miles is planned. Total mileage of the project is 6.44 
miles. Two bridges, 140 feet and 70 (estimated) feet are to be constructed. 
Final estimate of cost is not yet available, but it is believed that approximately 
$480,000 will be needed. 

It is planne!l that additional roads needed in the area will be constructed 
through timber soles. I might point out that regardless of whether the road 
is constructed with appropriated money or through operator construction, the 
timber pays for the road. If the operator constructs the road, the cost of the 
road construction is included in the appraisal of the timber as an operating cost 
which results in a reduced stumpage price. If the road is already constructed, 
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the appraised price of the stumpage becomes higher, due to the presence of the 
road and, as the timber is cut, the Government recaptures its investment through 
increased stumpage receipts. 

All of the larger timber access road jobs are handled by contract with firms 
specializing in road or bridge construction, who bid on each project. We be- 
lieve that certain key roads on the Snoqualmie Forest should be constructed with 
appropriated funds in order to properly manage the land and timber. In our 
opinion, the most urgently needed project that can be undertaken on the 
Snoqualmie Forest this year is this road project. 

The purpose of this hearing is to invite you interested people here today to give 
us your views on this project. 

A copy of this general statement will be included in a record of this hearing. 
Those of you who wish to express your views orally or in writing, or both, may do 
so. Written statements may be submitted to the recorder at the conclusion of 
the meeting, or you may deliver them or mail them to me at a later date. 

Good forest management on a multiple-use basis is our overall objective. To 
construct roads suitable for use of the recreationist, timber removal, and all the 
other uses is merely one phase of our management problem. Timber salvage 
is also of high priority in this case. To build the roads discussed at the outset to 
the proper standards designed for best use and maximum safety appears to us 
to be a sound program. We, therefore, feel that the expenditure of appropriated 
funds on this road is justified. Now this concludes the presentation of the 
statement prepared by Mr. L. O. Barrett, forest supervisor, Snoqualmie National 
Forest. 

Mr, Baggett. Thank you, Ed, and now we are here to discuss any aspects of 
this project, and to make a record or accept a statement or comments from 
those who are interested in this project. So I would like to ask, at this time, if 
anyone has a statement they would like to read, or has any question they would 
like to ask about this project—— 

Mr. WESTMORLAND. Mr. Chairman, I’m Ben Westmorland of Everett, and I 
represent the Sharps who are purchasers from Ralph Taylor of the Garland 
Springs area, and the mineral spring and resort areas. I wish to reserve the right 
to file a written statement, as I was not called on this case until just recently, and 
I have not had an opportunity to investigate the record. : 

For the purposes of the record, however, in 1945, the previous owner granted 
an easement to the United States Government Forestry Service, for a road 
to run through the upper part of this property. The property is known as 
the Harriett Normander Placer Claim, survey 331. Now this easement was given 
with two restrictions on it. The most important one was the holder of the ease- 
ment do not disturb any of the mineral springs on or adjacent to the right-of-way, 
and also of course, the obligation of keeping up the road. This is an obligation 
that the Government assumed. They have failed. Actually, I don’t think that 
there is much question about it, that is, this easement is subject to for- 

i failure to comply with the terms. 
ins, eee is not the reason we are here. The real reason is the proposed 
location of the road. Now, as I understand it, there have been three proposed 
locations. One of them includes widening of the present road ; one of them is 
a location which has been proposed, as I understand it, slightly higher and on the 
public domain entirely—How far would that be above the present road? I don’t 
know the number of feet—I don’t know the actual number, probably 100. As I 
understand somewhere around 100 feet above the present road, that is away from 
the present property line. The main problem here is the mineral springs, a 
are located right next to the present road. Now the Government was suppose¢ 
to take the present road and keep the springs free from water, dust, and = 
cumulation, and keep the material flowing off the road from polluting ; 
springs. That has not been the case. The springs have been damaged a re 
times, and Mr. Sharp has been obliged to go out and do the work himself, wi 
a limited amount of material and a limited amount of help. A anes oe 
heavier road subject to the stresses that a logging road will be, will ee y 
threaten the existence of the springs. aad this property is valuable only insofar 

s ineral springs are protected. ? ‘ 
moe big potential vite of this property is in the mineral springs having an 
estimated value of somewhere between 50 and 100 thousand do!lars. ) 

I don’t know whether you are aware of the old history of this country or met, 
but this is an old Indian trail and the Indians used to come up to these nes 
for their medicinal value, and this was originally filed, as I ee 
mineral spring with a Government patent, although I have not chec e 
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records, as I have not had an opportunity to do so. Of course, if this road would 
be placed in such a position and such a condition that it destroys these springs, 
why, it would be destroying the value of the property. The only value that would 
be left would be as a regular summer resort and of course, there are many avail- 
able sites along the river. This is the one thing that we are not only interested 
in, but are obliged to insist upon that these springs be protected. From what 
we have been able to gather from experts whom we have contacted, blasting, 
the necessary tamping and grading of a road, and the running over it with a truck, 
if any of these broke in the surface, the protection of the spring flow area, the 
spring would be destroyed and probably could not be located. 

It is felt that if the road could be located at the other proposed location, which 
I understand has been considered in some time in the past, that the springs would 
be protected because they would be ample distance away and more elevation 
protecting the springs. It is actually as I understand it, the springs are right 
at the edge of the read. The only thing that saves it now is the fact that there 
is not an excessive amount of traffic on it. There are logging trucks going down 
there now, and I guess they are creating quite a nuisance as far as their dust and 
so on; and, the road has not been properly maintained for the past few years. 

Now, I don’t know what the position of the Department is on it; of course, 
we are not meaning to oppose the cutting of the timber, as we realize that 
the timber is a resource and must be preserved and managed as any other 
crop, but of course, the destroying of the value of this property, that of course, 
private individuals should not be called on to stand. We feel that investigation 
should be made and the road should be relocated. The present owner was asked 
to give a quick-claim deed to about 3% acres of the land to the Government and 
no compensation, and of course with the possible threat of destroying the main 
assets of the place, these mineral springs. They were developed, they are not 
being used as much now as they should be, and there is every intention of going 
ahead and using them. The potential value of the place is so big that it must be 
protected. I don’t know whether there has been discussion of a proposed road 
made or not, but I believe that there was some sort of preliminary survey and 
the preliminary survey was refused, evidently, the district office in Portland. I 
feel that this is a matter that should be taken up and considered. Now, I would 
like to hear other testimony and I would like further continuance of my remarks 
a little later. 

Mr. Barretr. That would be fine. Thank you Mr. Westmoreland, and I might 
say that there has been a considerable amount of thought given to the existing 
road and both Ranger Sarginson and I have visited the hot springs and I have 
examined the area and are familiar with it; our department feels that the road 
would not endanger the springs as located on the ground. 

However, that is something that we would like to work out to the mutual satis- 
faction of both parties, because we recognize the value of places of that kind 
in the forest or near the forest. The thing would be, of course, there would 
have to be some way, if possible, of saving the springs from damage, of course, 
that is a difficult job and I’m well aware of it. Perhaps there are experts 
available in the field that can tell us how we can protect this spring. The 
biggest danger, as I see it is, if you once break the channel as I understand it, 
on one of the springs, it may relocate and disappear and come up somewhere 
else, and you may never be able to find it again. That is, the subterranean water 
is rather a peculiar thing. and you don’t know where it is going when you stop 
it; sometimes you can stop it and sometimes you are absolutely unable to, and 
that of course, is the thing that worries us more than anything else. I am 
certain that is something which is of concern to both of us, and we wouldn’t 
be advocating going ahead with that particular portion of the road if we thought 
that it would endanger the springs; but, we don’t think it would. That is a 
matter which we can discuss further as it involves right-of-way on that par- 
ticular piece of property. So at this time then, I would like to ask if there are 
any other statements anyone would like to make in connection with the entire 
project and other aspects of the project. 

Mr. Marxory. I’m Virgil Mallory of Index, Wash., delegate of the Northwest 
League of Sportsmen; authorized to speak for them in behalf of this project. 
We believe that the right-of-way as proposed by the Government should be car- 
ried forward for two reasons. No. 1, which is the basic reason, the waste of 
resources. There are several of us that are quite familiar with the area and 
we know that there are timbers being wasted. Second is the recreational angle 
of it. Recreational areas are becoming something of a bounty in this State. 
We get up in the morning and I think that the records show that about 142 
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new people have breakfast with us and they want fishing licenses and it is com- 
bined with its basic industries, fisheries, makes it our State’s third largest re- 
source and we feel that we are wasting both of them. We don’t wish to in- 
fringe on anybody’s individual rights in connection with it, but we do not believe 
that the short piece of road there should be a stumbling block to the creation 
of the project. 

Mr. Barrett. Thank you, Mr. Mallory. 

Mr. Spapa. I’m Bert Spada from Index, representing the Index Sportsman 
Club. On the last meeting of the Index Sportsman’s Club held, all were very 
happy to see the project go ahead. First is for the timber harvest point. Sec- 
ond is for the recreational area that is the 6% miles where the road is opened, 
that is of course, not meaning that we want to infringe on anybody’s right-of- 
way, that would be up to the Department of Forestry to settle the controversy. 
But all of them were very enthused to see the new recreational area because 
of a recreational area between Index Campground is getting pretty well crowded 
now, therefore, I want it in the record that the Index Sportsman Club and all 
members in that respect wish to see the project go ahead. 

Mr. Barrett. Thank you. Does anyone else wish to make a statement? 

Mr. Catiow. I’m Bill Catlow, industrial forester, and I speak for myself in 
part. I got here late, so I may have missed introductory remarks, but I was 
of the opinion that this is a timber-access road, the testimony indicates that 
perhaps the primary function is recreation. Now in connection with that, I 
know that some gentleman can tell me correctly and it is possible for a timber- 
access road or for recreation, I know that the two can go together. Also in 
your printed statement, you say that last year you harvested about 80 million 
feet, which is a little less than 50 percent of the allowable cut. I assume that 
is on the entire forest and that this access road would tap timber in only the 
Skykomish working circle. And, I would like to know what the allowable cut 
is on that and what the actual cut has been, assuming from this that is indicated 
here that this is to increase the allowable cut. Also, I noticed considerable ref- 
ence to insects and disease timber, the beetle killing and dead hemlock and so 
forth. I would like to know if this is a critical area as far as insect infestation 
is concerned. As I see that they have covered some of the meeting before I got 
here and I am very sorry I couldn’t make it. 

Mr. Barrett. Well in answer to your first question, Mr. Catlow, it is a timber- 
access road primarily for the removal of timber in the area above Quartz Creek. 
And as is stated by Mr. Westmoreland, recreation is a natural sequence when- 
ever you develop national forest land, why that comes. Now I'd like to ask 
Mr. Loners to comment upon the effect of this road in connection with the al- 
lowable cut of the area there and elaborate just a little bit on the insect and 
the conditions of the area. 

Mr. CatLow. You are correct Bill, we read this statement just before you 
came in and the 80 million feet cut last year was over the entire forest. The 
annual allowable cut on the Skykomish working circle at the present time is 24 
million feet and as the statement indicated we have taken the data for reinven- 
tory on the working circle and hope to have the data collected and have a new 
annual cut worked up by 1957. We expect that the cut will be somewhat in- 
creased. As far as the insect condition in the North Fork of the Skykomish, 
we have typed through our surveys by the experiment station, insect attacked 
areas inside the North Fork of the Skykomish for the past 2 or 3 years. And, 
each year it has been on the increase. At the present time we have considerable 
area up there that has been attacked by insects, and we hope to get in there 
and get a little sanitation work and remove the source of the attack before the 
insect population gets up to epidemic proportion. One thing that is apt to in- 
crease the insects population up there is the windthrow. We have some old 
windthrow annually, and the windthrow as you know, becomes a breeding ground 
for the insects, and we hope through this access road to remove this windthrow, 
remove the dead and attacked insect-infested trees and in that way stop this in- 
sect attack before it becomes epidemic. Does that answer your question, Bill? 

Mr. Barrett. One thing, you didn’t mention what your annual cut has been 
in the Skykomish working circle. 

Mr. Catiow. Our actual cut in the Skykomish working circle the last 3 years 
has been approximately the allowable of 24 million a year. We have just been 
on about an even keel. 

Mr. Barrett. You've been cutting what you figure your allowable is? 

Mr. Catitow. Our present allowable, yes. 
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Mr. Barrett. Well then, in affect this will not increase the sales in the area 
except through anticipated additional cut by virtue of detailed proof? 

Mr. Cattow. That is correct, with the additional data we expect a substantial 
increase, but we'll have to look for a new road system on which to get this 
increase. 

Mr. Barrett. Now, what type of beetle were you talking about? 

Mr. Cattow. Well, we have in the white fir and hemlock, the Pseudohylesinus 
and there are two different species the grandus and the one other which I can’t 
think of now. Then we have the Douglas-fir bark beetle, Dendroctonus 
pseduotsugae. 

I happen to have a copy of the 1954 area forest insect survey made by the 
forest service experiment station which doesn’t even show any infestation, but 
the 1955 one here probably would. 

The 1955 does show quite an area in there both in Quartz Creek and on the 
layout toward Cady Pass up above the basin area there is quite a patch of 
Pseudohylesinus. That is the thing that worries us, Bill, and the fact that the 
patch up there is growing. Perhaps you are aware that the Institute of Forest 
Products requested data on dying hemlock over the entire area last season, and 
we have been bothered by dying hemlock up in that area. Their investigation 
found that the dying is due to old age and the infirmities of old age which also 
make them susceptible to insects and disease. That’s another reason why we 
want that area opened up in there. 

Mr. Barrett. One more question then I'll be through. Is there any reserved 
areas out where this road is leading or beyond it in the way of primitive areas or 
natural areas, and so forth? 

Mr. CarLtow. Some miles beyond, I can’t give you the exact mileage, but beyond 
the pass and over the ridge there is a limited area in the Wenatchee and Mt. 
Baker area and up toward Glacier Peak, but this road does not go into that 
particular area. It will just go into the basin area to open it up to timber. 

Mr. Barretr. This has nothing to do with that proposed enlarging of the primi- 
tive area? 

Mr. Cattow. No. Gentlemen, are there any other comments or statements 
that anyone would wish to make in connection with the project? 

Mr. Barrett. Mr. Westmoreland again. Might I ask a few more questions? 
I was a little lost in your technical discussion here as to the amount of cut to be 
taken out of this area. What is your estimated annual cut to be taken out of 
this area in board feet? 

Mr. WESTMORELAND. If all of the timber in that area were good thrifty, healthy 
timber, it would provide for a cut of approximately two million board feet 
annually in perpetuity, barring all disastrous attacks of insects, fires and killing 
disease. At the present time, in its present condition, we would anticipate that 
our initial sales probably would take out from 6 to 8 million feet for the first 
few years, until we get the area, you might say, in a good healthy dynamic con- 
dition again. 

There was made, several years ago, sales of a magnitude similar to what we 
are anticipating and it came out in that direction and it came over that road. It 
doesn’t open a vast area or a tremendous amount of traffic which would flow over 
the road. 

The area immediately beyond the present location of the Garland Springs is 
now being logged, is that right? I believe that there is logging in there now. 

Do you know what the amount of the sale involved in that particular cut? 
I might ask Ranger Sargenson to give a brief résumé of the sales situation above 
Garland Springs. 

Mr. Sarcenson. There is not a big sale in progress there now Roesler Logging 
Co. for a little over a million feet of timber, and they have started hauling logging 
stuff there today. That is salvaging windthrow around the exterior boundary 
of the old cut over there on the Buffoten sale, which was for a little over 12 million 
feet and previous to that time, during the war period, there was selected fir sales 
in the area. I wouldn’t want to hazard a guess on this because I wasn’t in the 
district at the time, but I would say they were in the 4 to 6 million feet category, 
There were one or two of the selected fir sales and then small salvage sales of 
200,000 to 600,000 of pick-up along the road blowdown stuff in the last 4 or 
5 years. Does that answer your question, Mr. Westmoreland? 

Mr. WESTMORELAND. Then, as I understand it, this will be a considerable in- 
crease in the amount of annual cut when this area is opened up, or what has 
been there before. 
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No, it would be roughly about the same pattern of cutting there for the next 
4 or 5 years or so, as indicated by Mr. Loners, would probably cut 4 to 5 million 
feet a year until we get the area cleaned up and put the area into a more or 
less sanitary condition, so to speak. Then after that as I would see it, we would 
make a small sale periodically there, removing the allowable cut from the unit, 
and thereby also being able to keep the road in passable condition more or less 
the maintenance of our capital investment we have in the road. 

Well the figures don’t seem to agree. One gentleman said 6 to 8 million, I 
believe it was Mr. Loners, and the ranger said 4 or 5 for the next 4 or 5 years. 

I will retract my statement then to agree with Mr. Loners’ 6 to 8 million. It 
will vary from 4 to 8 or something like that in that general vicinity, a million 
feet one way or the other. 

The point I’m getting at is the increased amount of traffic on the road, the 
noise and confusion and so forth, and dust at the height of the season for the 
camp which would exactly coincide with the logging seeson. 

Generally speaking the travel on the road which will result from timber cut- 
ting from the construction of this road would be not to exceed what resulted 
there from the Buffoten sale on the removal of 12 million feet off the 1 area. 
I can’t foresee that it would be any more than that. 

How long a period of time did that cut take? 

That sale was made in 1950 and it ran for 3 years, 1950, 1951, and 1952. 

It ran about 4 million feet a year then. 

Somewhere around in there. 

The first year they didn’t take out so much when they started and the second 
year they probably took out 7 or 8, something like that and then they finished 
up on the third year. The maximum was about 7 or 8, yes. I have the figures 
right here, it was comparable to that. 

I wonder, Mr. Westmoreland, you mentioned, you make the statement initially, 
that you might like to file an additional statement as subsequent to the hearing. 

Yes. 

Would 2 weeks be sufficient time for filing of the additional statement? 

I would rather have a little bit longer than that, if I could. 

Well, looking at the calendar, how would June 18 be? 

Yes, that should give me approximately 3 weeks, I think that I can be ready 
by then. That will give me time enough to investigate. 

Then we will hold our hearing open for the purpose of filing an additional 
statement through June 18 in order to allow the time. 

May I inquire the mailing address? 

The mailing address would be the Forest Supervisor, 4175 Federal Office 
Building, Seattle 4, Wash. 

Thank you. 

Well, gentlemen, if there are no more statements or questions, I wish to thank 
you folks for your appearance and interest in the hearing and declare this 
hearing closed, subject to the filing of additional statements through June 18, 
after that the hearing will be adjourned. 


Mr. Wor. There is just one other question. You suggest that 
section 4.(b) of S. 1136, that the provision of that be expanded to 
apply to the Forest Service operation. 

Mr. Hacenstetn. I merely suggested there, Bob, that if section 4 
(b) were logical to require the Secretary of the Interior to make a re- 
port under section 4 of the bill, that it seemed to me that it might be 
logical for the Secretary of Agriculture to do likewise. Specifically 
as to what had been accomplished under the timber access roads pro- 
gram and what remained to be accomplished, to kind of give the 
Congress from year to year a report on the state, as it were, and what 
the future needs were to help guide the Appropriations Committee in 
appropriating funds under the authorizations which will be affected 
if this bill is enacted into law. 

Mr. Worr. You think that would be a generally sound idea, and in 
that way the Public Works Committee could also review each bien- 
nium the situation and decide whether the authorization should be 
changed or not. 
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But just in summary then, your view would be that if this com- 
mittee decided to include a lot of substantive provisions, you would 
not object to them but you should prefer they be in some other bill or 
some other law ¢ 

Mr. Hacensrern. That is generally our position, yes. 

Mr. Wo tr. But there is no objection to them in principle? 

Mr. Hacenstern. No. 

Senator Nreupercer. Mr. Hagenstein, you are aware of the fact, 
I think, that the Budget Bureau has still, if I am not mistaken, im- 
pounded approximately $1 million in appropriated funds for forest 
ae roads. This impoundment still prevails today. Are you aware 
of that? 

Mr. Hacensrern. Yes, Iam, sir. 


Senator Neusercer. I trust that you join with us in deploring and 
regretting that position on the part of the Budget Bureau. 

Mr. Hacensrern. I talked to the Director of the Budget by hand 
about that very thing 2 weeks ago. 

Senator Neusercer. Did you urge him to release those funds? 

Mr. Hacensrern. I did. 

Senator Nevusercer. Did he make any commitment to you that 
was satisfactory ? 

Mr. Hacensretn. No, sir. He merely said that they would take 
the matter under advisement, which is all that I presume we could 
expect after having made the argument to him for the need. 

Senator Neupercer. As early as August 14, and I want to check 
my files to make sure the date is correct, but I believe as early as 
August 14, I protested to the Budget Bureau such a policy. It seems 
to me when the Budget Bureau impounds funds which have been ap- 
propriated by law, we almost cease to have a government by law and 
that it is a very deplorable policy of fiscal management, and I am 
pleased that you remonstrated with the Budget Bureau about this. 

Senator Gore. Thank you very much. 

Mr. Hacenstern. Thank you, gentlemen. 

Senator Gore. The committee will next hear Mr. Elmer Critch- 
field. 

The Chair has received a letter from Mr. Delmar O. Johnson, which 
will be printed in the record at this time. 

(The letter referred to is as follows :) 

Mount VERNON, WASH., December 11, 1957. 
Hon. ALBERT GORE, 
Senator, Public Roads Subcommittee, 
Federal Building, Seattle, Wash.: 


We have given a copy of this letter to Senator Jackson’s aid and he informed 
us he would see to it personally that Governor Rosellini would receive it, but we 
feel you should also hear the facts. The letter was written as follows: 

“In regard to the Washington State Highway Department, I feel we have a 
Frankenstein monster in power that is out of control and there is nothing we 
property owners can do to protect ourselves from it. 

“My brother and I have had our day in court but I will always feel that right 
was reduced to wrong. Not only for us, but for all property owners throughout 
our United States. 

“My brother and I owned 72 acres of land east of Highway No.1. Of this 72 
acres, 11.6 acres has approximately 1 million yards of besalt fragment rock 
valued at 5 cents a yard, or $50,000. On June 1, 1954, the Fiorito Bros., road 
contractors of Seattle, Wash., offered us $7,500 for 150,000 yards of this rock. 
On June 18, 1954, the Washington State Highway Department confiscated 11.6 
acres, or approximately 1 million yards of above-mentioned rock for $4,400. 


o 
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Fiorito Bros. wanted our rock so they could put in their bid on highway con- 
struction. We could not sell to them because the State was condemning our rock. 
As a result, another contractor got the bid and bought from Mr. Robert Nord- 
land’s pit, by the yard. Our land was taken for construction of Highway No. 1. 
Said highway has been completed for some time now and not 1 foot of our rock 
has been used. The State also took 3 acres of my neighbor’s land. They came 
back the second time and took an additional 20 acres. Still later, they came back 
and informed my neighbor they had taken the wrong 20; which they have not 
bothered to give back to Mr. Weaver. 

“Must all this injustice be allowed to continue with no way for us to protect 
our livelihood? Ali of the above mentioned acreage has not been touched or used 
by the State. 


“Ts there anything that can be done to protect property owners from all of this 
malicious land grabbing and from using our courts for purposes other than what 
they were intended? 

“T trust you will do all in your power to right the wrongs being done to prop- 
erty owners in this State and especially in Skagit County.” 

I would like to add that Mr. George Wright had his land condemned, taken, 
and never used. 

Very truly yours, 


DeL_MaAr O. JOHNSON. 


STATEMENT OF E. L. CRITCHFIELD, CRITCHFIELD LOGGING CO., 
INC., PORT ANGELES, WASH. 


Mr. Crircurietp. Mr. Chairman, Senator Neuberger, and members 
of your committee, I feel it quite an honor to be able to sit before your 
committee here as a small operator, small logging operator, and we 
appreciate especially you, Senator Gore, coming out to the good States 
of Washington and Oregon, and we hope that you will be able to visit 
our forests and our country in general out here and enjoy it. 

My statement is very brief; it is short; I have a short statement here 
I will read to you in regard to my thoughts, and in this statement I 
would like to make it very clear that I have no animosity toward the 
Forest Service in their sales in the past, because I think and I'believe 
that they have done the best they could do under the conditions that 
existed, that are existing at the present time and that is why we are 
for S. 1136. 

And also, the larger operators, they call us gypos, of course. That 
is gypo logger, you know. They call us small operators that, and 
there is no animosity toward them, either, because I think under your 
access-road program that this bill will do for us, I think there is a 
place for the large operator as well as the small one. 

I am writing as a representative small logging and construction 
operator, regarding Senate bill No. 1136 introduced by Senator Gore 
relating, in part, to forest access roads. 

There are many advantages in building access roads completely 
through areas to be opened up. By that, I mean building these roads 
before the sale of the timber on such areas. Heretofore, it has been 
the trend to sell in large blocks, the timber on tracts which face such 
areas. This practice completely excludes any but the larger operators 
from bidding on the area. Also, this practice does not tend to open 
any area any faster than the operator can use the timber and there 
still remains the area in back of the initial blocks to be opened. By 
building a road system with a main trunk road through an area to be 
opened up, you can have the added advantage of fire protection which 
can only be enjoyed with an adequate road system. After this trunk 
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road and main lateral roads are built, the entire area may be patrolled 
easily and quickly. 

Also, this will allow the Forest Service management to survey the 
entire area with a view to releasing the timber in the more distressed 
spots first wherever they may be located. In other words, the area 
would be opened for fire protection, fire patrol, and general survey 
for proper management of harvest before the harvest. 

Timber should be harvested as a crop. In order to do so, you must 
have a means of access. Fire patrol and protection should be provided 
as proven by many disastrous fires in various sections during the past 
several years. There is no doubt that many hundreds of acres of tim- 
bered land could have been saved from fire if there had been a road 
system over which fire-fighting equipment and supplies could have 
been speedily transported to the main sources of trouble. Fires must 
be very speedily suppressed or they will go out of control. With 
lightning fires being started at any spot or in the most inaccessible 
location, even a skeleton road system is imperative. 

By programing a trunk road and main lateral roads through an area, 
the small operator may participate in the construction of such roads 
and also bid on the smaller more distressed tracts which need harvest- 
ing first. This will allow a fuller use of the log production potential 
of any area. And will widen the scope of full timber utilization. This 
road construction can go on during slack periods of general logging; 
thereby relieving the unemployment situation common in the logging 
industry. The plan of building a road system before logging would 
give a steadier and more even flow of logs from the forests and also 
widen the field of logging and construction operators able to perform 
such work. 

The proceeds from sales of Federal-owned timberlands are shared 
by the States and counties where the timberlands are situated. By 
harvesting the timber at a steadier pace, it will give all concerned a 
more stable source of income and employment. 

Your favorable consideration and support of this bill will be greatly 
appreciated, 

Senator Gore. Thank you, Mr. Critchfield. 

Mr. R. Pierson, Arlington, Wash. I suggest in order to save time 
in coming from the rear of the room that Mrs. Josephine Lee, Mr. 
Bruce Miller, and Mr. John S. Pankratz come and sit at the table 
here and we will hear you in rapid order. 

All right, Mr. Pierson. 


STATEMENT OF RAY PIERSON, ARLINGTON, WASH. 


Mr. Prerson. I am Ray Pierson from Arlington, Wash., a small 
mill operator. I have several signatures here and it reads “To whom 
it may concern: We, the under-signed endorse and request bill S. 1136 
be adopted.” 

I brought down some samples as to why we should have roads. It 
is beetle killed infested, probably 4 years old, 

Senator Gore. What do you mean 4 years old? 

Mr. Pierson. Well, they have been into it about 4 years. And this 
is approximately 1 year. See where they go through and see how 
the wood has deteriorated? They carry a larva of some sort. 


| 
| 
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Senator Neusercer. What area were these trees taken from? 

Mr. Pierson. Mount Baker National Forest. 

Senator Neusercer. Near what community ? 

Mr. Prerson. Near Darrington. 

Senator Gore. Do they attack trees of a particular age or size, or 
all trees ? 

Mr. Pierson. Well, they seem to attack the second growth, I believe, 
as bad as any, or worse. You can see how fast it deteriorates. 

Now this wood is spongy; that is hemlock. You see the bark merely 
rots first, but it is fairly sound, but look at this. Here is where the 
bug went in, right there. And they travel, there is their courses where 
they travel into the bark and kill the sap, take the sap out of the tree. 

Senator Gore. How successfully can you spray or otherwise prevent 
this? 

Mr. Pierson. That I don’t know. I doubt if you can because it 
attacks an area and it seems to work through and it will be in maybe 
1 in 50 trees, or 1 in 60 trees in the area is all infested. So what they 
do is they go through that and selective log it and cut these trees out, 
and that seems to be working as good or better than anything. 

Senator Gorr. The remedy you suggest then is in selective cutting 
rather than in spraying or prevention ? 

Mr. Pierson. Well, of course, if a tree is dead and they get it in there 
and it is dead, spraying is no good. You have got to get in there and 
salvage that tree as soon as it dies in order to preserve your timber, 
but I don’t know how you can—I don’t know how successful they have 
been in spraying for it. 

Senator Gore. Do the insects leave a dead tree and then go to a live 
tree ? 

Mr. Prerson. No. They stay in a dead tree. In our mill we have a 
gangsaw and we will cut more than the gang can use, and we will make 
up loads of them and set them out. They are square, timbers are 
squared. Go to get them in a couple weeks and the bugs are still work- 
ing in them and the tree was dead when we got it, so they are still in 
there working, and by them boring in I don’t know how successful 
they would be with a spray. I am not familiar with that. 

Senator Neusercer. Has this beetle infestation gone through a wide 
area where these specimens were taken from ? 

Mr. Prerson. Oh, yes, it is in a wide area. 

Senator Neupercer. Is there a forest-access road into this area so 
that logs can be taken out ? 

Mr. Pierson. There is right now. It has been put in the last 2 
years in this area here. 

Senator Neupercer. Is this infested realm of trees being tapped and 
harvested ? 

Mr. Pierson. Yes. 

Senator Neunercer. It is? 

Mr. Pierson. Yes. 

Senator Neupercer. Will this lumber be useful for sale and for 
processing despite the infestation, or will a lot of it be lost ? 

Mr. Pierson. There will be some loss, but if they catch it in time, of 
course, the quicker the tree dies you lose some of it, but very little. 

Senator Nevsercer. And you have brought us these specimens of in- 
fested wood in an effort to advance your argument for having adequate 
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access roads so such areas can be saved in time to retain the full value 
of the lumber, is that right ? 

Mr. Pierson. Right. There was, just a rough estimate, I would 
imagine that there was 60 million feet that has been infested in there. 

Senator Gore. Thank you very much. 

Mr. Prerson. And another thing is they should, the Forest Service 
‘ant cover all this area. There is a lot of it has no trails to get into 
and I know that there is blowdowns in there that have possibly never 
been discovered yet and they should be looked after so before they 
rot and if they lay there 5 or 6 years your second growth grows u 
in through it and then when you tal-e out the old, if you log the old 
growth out you are going to damage the second growth. 

Senator Gore. I suggest the clerk take these samples and label the 
ages and have them for the other committee members to see. 

Mr. Prerson. I have 2 or 3 more. 

Senator Gore. Just give them to the clerk. 

Senator Neupercer. I just wanted to say, I think the witness, who 
is a constituent of our distinguished colleague from Washington, de- 
ee to be praised for bringing this tangible evidence before us to- 

ay. 

Senator Gore. You are thus commended. Thank you for coming. 

Senator Gore. Mrs. Lee. 


STATEMENT OF MRS. STANLEY T. LEE, TOUTLE, WASH. 


Mrs. Ler. Senator Gore, I am going to make this as brief as pos- 
sible. You have my statement and the report of Mount St. Helens 
Ski Patrol available to you. 

(The items referred to are as follows :) 


Hello, Senator Gore, ladies and gentlemen. As you will eventually realize, I 
am not a polished public speaker, just Mrs. Average Citizen, United States of 
America, who is sincerely concerned with projects directly or indirectly related 
to small business. 

Endeavoring to get 3.9 miles of access road constructed extending Highway 
1R from Spirit Lake to Timberline of Mount St. Helens, we are vitally interested 
in expediting Senate bill 1136. 

A considerable sum was spent in 1949 surveying the access road of which I 
speak. This road should have cost the Federal forest fund an estimated $380,000. 
In return for this proportionately trivial investment the Federal Government 
should receive revenue from approximately 1,200 acres of infested timber located 
due east of the first 2 miles of this proposed road in T. 8, R. 5 E., sec. 25, 26, 35 
and 36. We all know Federal funds are limited, and consequently the construc- 
tion of this Washington access road has been curtailed. 

In summation: If the necessary Federal funds are made available to facilitate 
the construction of this road it not only would prevent further unnecessary 
waste of one of our important natural resources, timber, be it infested or not, 
but would be of great economical value to the State of Washington by increased 
tourist dollars, aid mountain rescue, and offer unlimited future potential revenues 
along these and other lines. I have available for any one interested, a brief on 
mountain rescue, and other pertinent data (has been—or will be given) substan 
tiating our need of passage of Senate bill 1136. 


Brier of Mt. St. HELENS SxKr PatTrRoL AND Rescue UNtrT InN Support or 3.9 MILE 
Roap EXTENSION, GIFFORD-PINCHOT NATIONAL Forest, FroM Spirit LAKE To 
TIMBERLINE, Mr. St. HELENS. 


Mt. St. Helens, in the Gifford—Pinchot National Forest, is known as the “killer 
mountain” because of the high toll of casualties and deaths among mountain 
climbers. The Mt. St. Helens Ski Patrol and Rescue Unit, of Longview, is 
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charged with the responsibility of effecting rescue operations in that vicinity. 

In mountain rescue work it is vitally essential that a rescue party reach a 
disaster area with all possible speed, if the life of the victim is to be saved. In 
the past 10 years the Mt. St. Helens Ski Patrol and Rescue Unit has participated 
in no less than a dozen rescues on the slopes of Mt. St. Helens. In 1946, an 
18-year-old boy and a 25-year-old man fell into hidden crevasses. Both lives 
were saved by prompt rescue operations. But, in 1945, a 50-year-old man was 
killed by a fall into an open crevasse. Delayed rescue operations prevented 
saving his life. In 1950 a 23-year-old man became lost on Mt. St. Helens and 
was never found. The rescue unit was hampered by poor roads to the timberline 
in effecting prompt search. In 1952 the unit participated in the rescue of a 
19-year-old boy who came down from the top of Mt. St. Helens in the wrong 
direction and was finally found, but the victim was hospitalized because of 
exposure and frostbite. Again, in 1952, 19-year-old Arthur Jessett, son of 
Reverend Jessett, Seattle, fell into a hidden crevasse and died before recovery 
could be effected by a rescue team on the site. A plaque has been erected at the 


timberline, in his memory, and warning would-be mountain climbers of the 
dangers of Mt. St. Helens. 


Time is important in rescue operations. The existing road from Spirit Lake 
to the timberline at Mt. St. Helens, even under the best of conditions in the 
summertime, presents a serious obstacle to vehicles used in rescue operations. 
Trucks, passenger cars and ambulances all find it extremely difficult to nego- 
tiate the existing road because of its extremely high crown and deeply eroded 
ruts. The United States Forest Service has publicly stated the road cannot be 
maintained so as to prevent erosion and further deepening of the ruts. 

The use of this great recreation area is increasing year by year. The Forest 
Service counted more than 100,000 visitors to the Spirit Lake area during 1956. 
It is conservatively estimated by that service that this figure will double within 
the next 10 years. Visitors at Spirit Lake and the Gifford-Pinchot National 
Forest in general are increasing at the rate of about 15 to 20 percent per year. 
A good many of these folks will climb, or attempt to climb Mt. St. Helens. The 
number of rescue operations which the Mt. St. Helens Ski Patrol and Rescue 
Unit will be called upon to supervise will increase proportionally. The pro- 
posed road is vital to successful rescue operations. 

Mrs. Ler. I have here a map, if you would like to have it for your 
records. 

Speaking of Highway 1R to Timberline on Mount St. Helens, which 
is approximately 3.9 miles of road that needs to be built to give you 
access to 12,000 acres of highly infested timber. This road would 
be a benefit to the Government in its revenue from gasoline sales be- 
cause of its increased tourist trade. 

We have a beautiful lake, a wonderful mountain. There is no ac- 
cess to Timberline except a deeply rutted, eroded—shall I paraphrase 
a phrase—cow trail. There is no communication on the mountain 
should someone be lost. I am 27 miles away from Spirit Lake and I 
am their first communication, barring Weyerhaeuser Timber Co., who 
might be up there with a radio-controlled unit. That is, speaking 
of the time when your Forest Service lookouts are not on duty. I 
have the last telephone. 

If we could get this 3.9 miles of road sooner, it may save a lot of 
lives. It will help in our tourist trade. It would be beneficial to 
small businesses by opening this timber up that is infested and does 
need to come out according to the forestry report. 

Other than that I think you have everything on record and it will 
be reread later on, but if we can urge all Godspeed in putting through 
more Federal roads so that we do have better access for fire and tourist 
trade, it is really going to be beneficial to the Government, the State, 
and to small] businesses. 

Senator Gore. Senator Neuberger ? 

Senator Neupercer. No questions, thank you. 


rT 
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Senator Gore. Senator Magnuson ¢ 

Senator Magnuson. No questions. 

Senator Gore. Thank you very much. Mr. Miller, we will hear you. 
The Chair calls Mr. William Ludwig to come to the table next. 


STATEMENT OF BRUCE L. MILLER, MILLER SHINGLE CO., 
GRANITE FALLS, WASH. 


Mr. Mitter. Mr. Chairman and committee members: I would like 
to read my statement in its entirety if I might. It is quite short. 

I am appearing in support of S. 1136. My company, Miller Shingle 
Co, of Granite Falls, Wash., is what we call in our industry a small 
logging operator. We employ from 25 to 50 logging employees, the 
number varying depending on the demand for the timber in any 
given year. We also operate a shingle mill employing about 25 
people. 

For several years we have operated in national forest timber, and 
we hope to be able to continue in the future. We have been handi- 
capped, however, from a financial standpoint due to the necessity of 
having to constr uct roads up to the specifications of the Forest Serv- 
ice as part of our timber contract. Frankly, it is difficult at times 
to obtain the money necessary for this purpose. 

Therefore, from a purely selfish standpoint, we favor the proposed 
legislation appropriating money with which the Forest Service will 
construct so-called access roads. However, there are other reasons 
why we feel the general public and the lumber industry in the North- 
west will benefit by this legislation. 

First, we believe it will enable the Forest Service to better plan a 
sales program and therefore be in a better position to give advance 
information to the industry so that the operators, in turn, can better 
plan their business affairs. 

Second, we believe the Forest Service could plan its sales program 
to better provide the species of timber more consistent with the needs 
of our industry in any given time. For example, in our shingle 
mill we use cedar and at times we have found it difficult to obtain 
sufficient cedar to operate our smal] mill because the quantity of 
this species in our particular working circle is limited due to an in- 
adequate system of access roads. 

Third, the construction of access roads will very definitely enable 
the Forest Service to achieve greater utilization of the timber on 
public lands because the roads will tap areas where over-ripe or bug- 
killed timber can be harvested before it is too late. 

Finally, and this we think one of the most important considera- 
tions of all for our particular industry, an adequate access-road sys- 
tem will help our industry solve one of its most serious problems, 
that being the short working season most operators, large and small, 
are up against today. In other words, if the sales program is ar- 
ranged so that we can log at higher elevations during the summer 
months and lower elevations during the winter months, we can keep 
our employees working for 2 to 3 months longer each year than we 
can at the present time. Under present day conditions the average 
working season in the logging industry in most areas is about 8 
months. This means that our employees are out of work for one- 
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third of the time each year greatly reducing their annual income and 
having a serious adverse effect on the economic life of the families 
involved and the communities in which they live. 

Senator Maenuson. I do think that this type of testimony, Mr. 
chairman, is somewhat typical of the smaller operators in this field 
and that is why the witness, and some of the rest of them will endorse 
any proposal that would tend toward more appropriations for the 
roads, because the Government gets it back in the long run anyway. 

Then the old system of having to bid on a piece of timber and then 
have to build a road, because, as you point out, you can’t finance it, can 
you, in some cases ¢ 

Mr. Murer. This wouldn’t eliminate, sir, our having to build roads 
and having the same rigid specifications, but it will eliminate for 
some of the smaller loggers undoubtedly the more extensive road sys- 
tem which a big access road would eliminate. 

Senator Magnuson. You still have to do some, but you might be 
reluctant to try and bid on some timber that you would need if there 
was a large road expenditure necessary because you wouldn’t know 
where you could go out and borrow the money, isn’t that correct? 

Mr. Mitier. That is right. Unfortunately, in this business it has 
become a case of where roadbuilding is almost primary and logging 
secondary. 

‘Senator Macnuson. Then I don’t want to encroach upon the chair- 
man’s theme, but if these interest rates keep going up you won’t have 
a chance to borrow it even if you wanted to, isn’t that correct ? 

Mr. Miter. Could be. 

Senator Gore. Well, I welcome all assistance in that. It seems to 
me that, from what you and others have said, the Federal Government 
is going to pay for the construction of the road whether it is done by 
appropriated funds or whether it is done by the timber contractor who 
deducts the road expenditure from the amount he pays the Government 
for the timber. But if it is done by the Government, then you and 
all other timber contaractors will have an opportunity to share in 
the benefits of the road development, whereas if it is left to the large 
contractor, the comparatively few people who are so fortunately 
situated economically to bid upon these large tracts will derive the 
benefits of the road construction. Is that the point ? 

Mr. Miter. I believe so, because any extensive road program, or 
one that would cost a lot of money, would naturally entail a lot of 
timber to justify it, so if a big company had to build that they would 
have to have a great expanse of timber taken. 

Senator Gore. Thank you very much. You have been very helpful. 

I believe Mr. Pankratz is not here. 

Mr. Wo tr. I have a statement from him. 

Senator Gore. It will be included in the record. 

(The statement referred to is as follows :) 


PANKRATZ LUMBER Co., 


Seattle, Wash., December 9, 1557. 
Hon. SENATOR RICHARD NEUBERGER, 


New Fliedner Building, Portland, Oreg. 


DeaR SENATOR NEUBERGER: As a lumberman and purchaser of Government 
timber, I am writing you with respect to the Senate bill, S. 1136, dealing with 
forest access roads. 

I am sure that you, as a Senator, know the conditions of the lumber and 
logging market at the present time, and are behind any bills that will relieve the 
situation. 
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I am of the opinion that the forest access roads should be built by our Gov- 
ernment, now, because both Government and the logging operators can profit 
when new timberlands are opened up. Firsthand information can be gained 
by the management of any company if there are access roads into the timber. 
Management needs to see what they are buying and, I feel, should be able 
to achieve this without spending hundreds of dollars to do so. 

Certainly the Government will profit from a higher sale price if the access 
roads are built and usable and enable the logging operator to discern both 
the good timber and the bad, thereby enabling the logger to buy his timber at 
the right price so that he can exist in this market, while the rest of the country 
is more even and prosperous. 

Yours truly, 


JOHN S. PANKRATz, 


Senator Gore. Mr. William Ludwig, from Longview, Wash. 
STATEMENT OF WILLIAM B. LUDWIG, LONGVIEW, WASH. 


Mr. Lupwic. Mr. Chairman, Senator Gore, Senator Magnuson, 
Senator Neuberger, I have a transcript of my testimony. 
(The statement referred to is as follows:) 


STATEMENT BY WILLIAM B. Lupwie, LONGVIEW, WASH. 


Mr. Chairman and members of the committee, I appreciate the opportunity to 
offer my views on Senate bill 1136. This bill concerns a matter that is of deep 
concern to myself and many residents of the Pacific Northwest. I believe, too, 
that S. 1136 actually concerns every man, woman, and child in the Nation 
because it would deal with a problem that would insure better protection for 
our forests that are the sources of our timber supplies in peacetime as well 
as in war. 

The bill, in my opinion, would be of great benefit to our timber industry in 
that it would provide Federal aid for the construction of access roads that 
would serve aS a means of removing blighted or infected timber, thus reduc- 
ing the fire danger. In event of fire these roads could be used to speed teams 
of fire fighters into the area so that the blaze might be controlled as soon as 
possible with the least amount of damage to our timber crop. The roads would 
also serve as transportation routes for the removal of timber to the mills. 

Hazards of fire have increased sharply in the Pacific Northwest in the last 
36 months due to a disease known as thermes aphis that may well be destroy- 
ing the entire white fir timber crop. The infection, which spreads rapidly, 
leaves the tree nude of its needles with the result that the once healthy tree is 
left standing like a telephone pole in the forest. Scientists are now at work 
trying to learn the cause of the disease and its cure. Meanwhile the infection 
goes on, leaving countless thousands of trees damaged by its action. In many 
instances the infected trees have been discovered in remote forest areas by 
ground parties due to the fact that there are no access roads to the area in- 
volved. Should a fire break out in these remote areas, these denuded trees 
would act much like a powder keg in speeding the flames across the forests. 
Lack of roads to these areas would naturally hamper fire fighters with the reuslt 
that millions of board feet of lumber contained in trees unaffected by the infec- 
tion would be destroyed. 

Timbermen agree that these diseased trees should be cut down and removed 
from the area in order to reduce the fire hazard. At the very least they should 
be cut down and burned. Again we are faced with the fact that there are no 
roads over which to move equipment to do this job. Naturally, the building of 
these much-needed roads is a costly project and one which the small operators 
are unable to undertake. Some of the larger lumber firms have, in order to 
try and protect their holdings, built roads in some areas, but many more of 
these access roads are necessary. From an economic point of view, the small 
operator cannot bid successfully against the larger operator for a tract of 
timber that requires that a road must be built into the area. First of all, he 
does not own road building machinery and it is costly to lease it. On the other 
hand the large operator has found that he is lucky to break even, much less 
make a profit under present market conditions when he must do roadbuilding 
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in order to log the area that he has purchased. In the face of this cost of 
operation some of the larger firms have cut firebreaks in areas involving the 
diseased timber in order to protect good stands of trees. 

-_ I made a personal inspection tour into Clark County, Wash., just a few days 
ago in order to bring a late report to this committee. I found almost a billion 
feet of infected timber in one township alone. Two-thirds of this is Govern- 
ment-owned timber, the other by private interests. 

Passage of S. 1136 will, in my opinion, aid greatly in saving as much of this 
timber as possible and will certainly be of value in that it will help remove a 
fire hazard, or at least reduce the hazard. I base my support of S. 1136 on 
a real need by the industry, a need that I recognize through my experience of 
almost half a centry as a lumberman, the past 15 of which I: have spent as an 
independent operator. I believe it mandatory that we protect the good, healthy 
trees that are waiting to serve our needs when required as well as to insure the 
young replacement growth of trees in our Pacific Northwest States of Wash- 
ington and Oregon. A battleship, aircraft carrier, or plane may be destroyed, 
but it can be replaced in a comparatively short time. You don’t grow trees 
overnight. When they are destroyed it takes years to replace them, many 
years. However, I do not believe I need extend my remarks on the need to 
protect our natural resources. I know we are agreed on that point. 

May I add this suggestion? Let’s pass S. 1136. It will help protect this 
Nation’s timber crop and save additional losses with which we are faced. Build- 
ing of these access roads will provide employment when jobs are needed by many 
persons in this area at this time. This project will also help in our overall 
defense planning in that we'll have the roads over which to bring the millions 
of feet of timber we'll need should this Nation be plunged into war. 

Finally, let us remember that the Government, not in the sense so much as 
a Federal agency agency, but in the fact that it is the representative of the 
people of all 48 States, has a great stake in the timberlands of the Pacific North- 
west, one that goes beyond the dollar sign. The expenditure called for in this 
bill is an inexpensive price to pay for the protection of one of our vital industries. 

Mr. Lupwie. The principal point of this is in regard to that bug- 
infested area, which you have heard of. They call it Chermes aphids 
and it has attacked our white fir stands and unless we are fortunate 
and get something to prevent it, which, as of now there has been 
no known remedy, it will eventually destroy this stand of timber, this 
white fir. It seems to be just the white fit that it is affecting, and hav- 
ing talked to some of the operators, I have my permit to show where 
I was in that territory on the 9th day of December with one of the 
firms that is doing everything that they can and they do not know 
the answer excepting that by getting access roads so sooner or later 
some of it can be harvested and above all things there is that constant 
danger of fires. 

This body of timber that I visited is east of Mount 12, or of the 
area that burned over in 1902, has a reproduction stand of 55 years 
of age, but it is clustered with snags from the old burn and we could 
get what we call a crown fire again and put that back another 55 years. 
It happens to be a timber that is of low value and it is not only a case 
of cutting it down and getting rid of it, there is nobody could go out 
there and log it even if the roads were in, and market it and break 
even. 

However, it is a hazard and it is there and no one knows what to 
do about it. I have thought of it quite a bit since I was up there, 
having logged practically all my life. Some of the gentlemen in the 
crowd here knew me when I was a fair operator, get around 30 million 
feet a year, run from 75 to 80 people. This woods work is not new 


to me. And having talked with well-experienced men, we don’t know 
the answer, Senator, to this point. 
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I think the only thing, that if we could get some roads in there we 
could harvest part of it and be in shape for fires, or perhaps maybe 
another devastation; we never know when it is coming. We had the 
spruce budworm for a while and now we've got this insect, and from 
this we don’t know what we will get. 

I have a resolution here from the county commissioners from 
Cowlitz County. I have a map here of the affected area, I have a 
letter here from the port of Longview showing the dropoff the last 
2 years in wood products. Now, I haven’t even opened it. I also 
have a clipping here about our wood products. 

The map here, I would like to show it to you if you have the time. 

(Discussion off the record regarding the map.) 

Senator Gore. So far as you know, you say you don’t know the 
answer, the only method, the. only immediate thing you suggest and 
which you suggest urgently is access roads. 

Mr. Lupwie. That is right. 

Senator Gore. And that you support then, I take it, the bill? 

Mr. Lupwic. One hundred percent. 

Senator Gorge. ‘Thank you very much. 

Senator Macenuson. Bill, let me ask you a question. We have 
known about this infestation down there for a long time. The Forest 
Service does have some money to build roads. 

Why has there not been an application made in this particular case? 
Looks like this should have some high priority on what little money 
has been available. Has there been an application made that you 
know of ? 

Mr. Lupwie. As to that I couldn’t tell you, Senator, but that coun- 
try is rough. 

Senator Magnuson. Yes; I know it is rough country, but this 
has been a thing that we have known about for some time and I was 
wondering whether or not the county commissioners or the people 
down there in that area have ever made an application to the Forest 
Service to use some of their money. They have some for a road in 
there. If they have made application, why was it turned down? 

Mr. Lupwic. Senator, I can’t tell you whether there has been an 
application or not. 

Senator Magnuson. Well, we will find out from the Forest Service, 
but it seems to me this has been almost in the nature of an emergency 
and the Forest Service apparently hasn’t seen fit to use what money 
they have to take care of this situation. 

Mr. Lupwic. Let me quote, in the statement I made a little while 
ago in regard to the value of this timber. It is a low-grade timber 
and nobody < ‘an go in there. and successfully log that one hundred 
percent. That j is, if it was just to take out the white fir. It just can’t 
be done. 

And furthermore, the amount of it, there isn’t mills, pulp mills 
enough to handle it. 

In the first place, 1 big operator has logged this year over 30 million 
feet. and for only 1 purpose, and that is ‘to try and keep the fires out 
and safeguard them in the future. Because today a tree is green; 6 
months from now the needles come off; a year later the heavy snow 
comes and crashes all the limbs down, piles them up at the foot of the 
tree. And the tree is left just like a telephone pole. One of the 
finest objects in the world for crown fires. 
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I don’t know whether you gentlemen have even seen a crown fire; 
I have been through a few. I know what they are. Your fire is here 
a mile away. Within 15, 20 minutes it is over another mile. Maybe 
an hour later it will follow through on the ground. You can fight it 
on the ground, but you are never going to get the one in the air. 

We had one here in 1953. Now, this one firm has put through their 
pup mill nearly 30 million feet this year. There is just a lot of it. 

hey had to sidetrack some of their other logging. The program that 
they had laid out for years, but it is a hopeless case with them. 

Now, where are you going to market that, Senator? There is the 
problem. And who is going to subsidize that logger for logging roads? 
There is your other problem. We do need access roads. 

Senator Gore. Thank you very much for your testimony. 

Senator Neusercer. May I make one very brief observation about 
this? I think Mr. Ludwig has emphasized to us a very important point 
that these access roads are essential to rescue diseased timber and as a 
means of fighting fire. 

I do, however, think, in fairness to the Forest Service, we should 
remember that they have only very limited funds in a very large region 
geographically and in a region which has a high proportion of the 
timber values in the entire United States national forest system, and, 
therefore, they not only have such a situation as Mr. Ludwig has des- 
cribed in the Spirit Lake area, but they have them all over the region 
with just not enough funds to go in and get out all of that timber. 

T am sure we will find, when we ask the Forest Service, as Senator 
Magnuson has suggested, that it is just a question of priorities with 
respect to the disbursal of just very limited appropriations. 

T just thought the record should show that. 

Mr. Lupwie. I probably didn’t clear myself on that point. I am 
just taking the vicinity there that I know something about. It lays 
in one county. It is true what Senator Neuberger just said that it is 
all over the forest, and access roads would help save the good timber in 
case of fires. 

Senator Gore. You have been very helpful; very interesting testi- 
mony. 

(The items referred to by Mr. Ludwig are as follows :) 


BEFORE THE BoarD oF County COMMISSIONERS OF Cowlitz County, WASH. 


RESOLUTION 


Whereas there has been introduced in the 1st session of the 85th Congress 
Senate bill No. 1136 to authorize the appropriation of funds for carrying out 
provisions of section 23 of the Federal Highway Act, thereby enabling the 
Secretary of Agriculture to construct and maintain timber access roads which 
would permit maximum economy in harvesting national forest timber ; and 

Whereas we believe that the enactment of Senate bill No. 1136 would be for 
the best interests of the economy of Cowlitz County and the State of Washington: 
Now, therefore, be it 

Resolved, That this board endorse and urge the passage of Senate bill 1136; and 
be it further 

Resolved, That a copy of this resolution be presented to United States Senators 
Warren G. Magnuson and Henry Jackson for their use in promoting the passage 
of said bill. 
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Dated at Kelso, County of Cowlitz, State of Washington, this 6th day of 
December, A. D. 1957. 
[SEAL] C. F. GarRpNerR, Chairman. 
JAMES F. Berry, Commissioner. 
Cuas, 8S. Norpstrom, Commissioner. 
Attest: 


Saraw Iviz, Clerk of the Board. 
ATTACHMENT 


Construction lumber isn’t the only product of Washington’s vast forest 
industry. The industry is a national leader in wood pulp, wood shingles, wood 
doors, plywood, container board, newsprint, book paper, shopping bags, hard- 
board, insulating board, chairs, furniture and cabinet wood, treated posts and 
poles and last but first in the hearts of our children—Christmas trees. 


Port oF LONGVIEW, WASH., 


December 9, 1957. 
Mr. WILLIAM LUDWIG, 


Longview, Wash. 


Dear Mr. Lupwie: Enclosed herewith is a report which you requested setting 
out shipments of forest products by water for the years 1955, 1956, and 10 
months of 1957. 

If we can be of further service to you please advise. 

Yours very truly, 
Harvey B. Hart, Manager. 
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Senator Gore. Is there a representative of the woodworkers labor 
organization here? The committee will be pleased to hear you. And 
next, Mr. Don Dyson and Mr, D. E. Colwell. 


STATEMENT OF GEORGE CASSIDY, PRESIDENT, PUGET SOUND 
DISTRICT COUNCIL OF LUMBER AND SAWMILL WORKERS 


Mr. Casstpy. My name is George Cassidy; I am the president of 
the Puget Sound District Council of Lumber and Sawmill Workers. 

Senator Gore. How many members are there in your organization ? 

Mr. Cassipy. In the Puget Sound area about 10,000. 

Senator Gore. What do you mean in the Puget Sound area? 

Mr. Cassipy. Runs from the Canadian border down to Aberdeen 
and Centralia south, and from the Cascade Mountains to the Pacific 
Ocean west. 
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Our interest in this bill is in favor of it and the reason for it is that 
since there are a great many people working in the lumber industry 
in this State where a lot of our members work for large operators 
where this wouldn’t be—access roads aren’t too much of a problem, 
that over half of our members work for small operators and the 
small operator is, as has been adequately brought out here, because 
of the present laws and policies, is not able or can’t afford to go out 
and bid on small patches of timber. 

Less than 10 years ago this same organization that I represent had 
12,000 members in the Puget Sound area. Today we have 10,000 
and a great many of the jobs that have been lost in the lumber in- 
dustry have been for this very reason, especially since the lumber 
prices have gone down and the market has gotten tight. 

And I might add, I agree with Senator Magnuson on the tight- 
money policy there. 

Senator Gore. Well, the thing that has curbed the market for 
lumber is not the lack of access roads, but the lack of the ability of 
people who need homes to borrow the money to build them. 

Mr. Cassipy. Very true. 

Senator Gore. There are millions of people in America who want 
to build a home, who want to buy a home, who have a steady job and 
an income to support a loan, but because of the high interest rates 
and because of fiscal policies in Washington, the veterans’ home loan 
program and the FHA program are just being bogged down. 

Mr. Cassipy. I will never disagree with you on that, Senator. 

Senator Nevusercer. Just along that line, Mr. Chairman 

Senator MaGnuson. They are dead out here. They are not bogged 
down, they are dead here. There is no GI paper being moved at all. 

Senator Neusercer. In support of what both Senator Gore and 
Senator Magnuson have said, recently I checked with the FHA as 
to the total interest cost on a $15,000 home, which today is no mansion. 
About 5 years ago when the prevailing rate of interest was around 5 
percent, the total interest cost under a standard FHA mortgage 
running for 25 years with a normal downpayment on a $15,000 house 
was approximately $10,500. Today, with interest rates at around 
7 percent with the discounts, the total interest on that home will be 
$15,600. In other words, the interest cost on that home will amount to 
a greater sum than the money spent for the entire house, just in 
support of what the chairman of the subcommittee has emphasized. 

Senator Gore. And yet the home builder gets no better house, no 
extra bathroom or bedroom. He just pays tribute to Wall Street. 

Mr. Cassipy. That is correct. 

Senator Gore. Well, I am glad to find a man that agrees with me 
so thoroughly. I might tell you that the first speech I made on the 
floor of the United States Senate was to condemn this tight-money 
policy and undertake to forecast what its ultimate effect would be. I 
have made many speeches since then and I am sorry to say that my 
dire predictions have come true. 

Mr. Cassmpy. Not only have come true, but I graphically see it 
every day when I see our members walking the streets looking for 
jobs. Today the lumber industry is not in a recession ; it is in a depres- 
sion. It is in a depression because of this tight-money policy, and 
I would estimate at the present time in addition to the season lay- 
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ofits that 15 percent of the people working in the lumber industry are 
out of work right now. 

Senator Gore. I suspect we had better quit because this is a non- 
partisan hearing and we could have a political rally here in just a 
little while on this subject. 


Thank you very much for your testimony. Mr. Dyson, Seaboard 
Lumber Co. 


STATEMENT OF DON DYSON, SEABOARD LUMBER CO., 
SEATTLE, WASH. 


Mr. Dyson. Mr. Chairman, my name is Dyson. Our company has 
been logging Forest Service timber for some 15 years in the various 
national forests here. 

Senator Gore. Would you be classed—I don’t mean to embarrass 
you at all—would be classed as a large operator, intermediate, or 
small? 

M.r Dyson. Well, I would class ourselves as an intermediate-sized 
concern. 

Senator Gorr. What kind of name did they say the small ones were ? 

Senator Neusercer. Gypo. 

Senator Gore. You are not a gypo? 

Mr. Dyson. We are a little bit larger than a gypo, but not as large 
as Weyerhaeuser. 

Senator Gore. Well, do you think a gypo would class you as large 
or intermediate ? 

Mr. Dyson. Well, perhaps they would class us as large in some 
areas, yes. 

Senator Gore. All right; go ahead. 

Mr. Dyson. We have been logging the Forest Service timber for 
some 15 years, buying small sales and larger sales and have con- 
structed many miles of Forest Service access roads. We have seen 
the specifications for those roads get larger and more expensive ever 
year. The roads we could build last year for $20,000 a mile, this 
year it is costing 25, and so on. 

Well, we realize that the roads must be built correctly if they are 
going to last; they must have good slopes; they must have adequate 
drainage, and in some areas crushed rock for surface. We don’t 
argue with any of that at all. We think it is a very fine idea. But 
we become deeply concerned when the roads which we put so much 
money into are left to go into a state of disrepair for lack of mainte- 
nance money that the Forest Service has to keep those roads up 
after we left them. 

We realize that we have to build the roads correctly, but even a 
corectly built road, if it isn’t maintained, is going to go into disre- 
pair and be a very highly expensive road to rebuild if another op- 
erator is going to go in there. 

In some areas where the roads haven’t been used for a year or 2 
years after the initial use, the Forest Service will put up small sales 
for these gypo loggers to go in and salvage areas of wind-blow or 
beetle killed, and in many cases those sales are very small and it falls 
upon those small operators to reopen that road. It isn’t with them a 
matter of maintenance; it is a matter of major construction, and they 
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can’t afford it, and our point is that under this new bill, definite pro- 
vision should be made for maintenance as well as construction. 

Senator Gore. Well, now, this is a point of view that has not had 
very much emphasis, either at Alburquerque, Portland, or here. I 
thank you for bringing it out. 

To what extent are the roads lacking in maintenance ? 

Mr. Dyson. Well, I am thinking of some areas where we have been 
that the roads haven’t been used for years afterward, that there have 
been slides in there that completely blocked the road. Once a slide 
has blocked the road, the ditches are plugged and consequently the 
culverts are not used and in a very short space of time that road is a 
major catastrophe as far as reconstruction program. 

Senator Gore. Are the culverts built of permanent material ? 

Mr. Dyson. They are usually a metal culvert; yes. And lots of 
times they have masonry headwork, but none of those are any good 
if a slide occurs above that culvert to block the ditches so that the water 
doesn’t run in the ditches but runs down the road and even under 
normal use as we use our logging roads every day we are going to 
have minor slough-ins and the banks cave way, but when you are 
operating you take care of that under your own maintenance situa- 
tion. But once you have left the area, the gypos don’t have the grad- 
ers and one thing and another to maintain it and in the various forests 
perhaps they have only got 1 or 2 graders to maintain the entire road 
system from a Forest Service standpoint. Well, that isn’t anywhere 
near adequate enough to really keep those roads in the condition that 
they are left by the operators. 

Senator Gore. You say this bill should contain adequate provision. 
Do you have any written suggestion as to what the provision should be ? 

Mr. Dyson. No, sir, I don’t. As a matter of fact, I was a little 
bit—I wasn’t expecting to testify today. I was, I understood, to tes- 
tify we have to have our papers submitted by last Monday. I wasn’t 
able to do that so I just let it go, but when I heard my name was still 
on the list I decided to give what testimony I could off the cuff. 

Senator Gore. Well, I am sure that the authors of the bill, two of 
whom are present, would appreciate it if you would study the bill and 
make a concrete suggestion, and as chairman of the subcommittee, I 
invite you to do so. 

Mr. Dyson. Very happy to. 

Senator Gore. Any questions? 

Senator Macnuson. No. And I think he brings out a very pertinent 
point and, of course, that gets down to the Forest Service making a 
survey of roads that need maintenance in a given fiscal year and 
asking for that appropriation, and I think that has been long overdue, 
particularly on roads that people have built under the timber-sales 
contracts or roads that we have built by direct appropriation. 

Mr. Dyson. That is right. It doesn’t make any difference who 
initiates the building. 

Senator Magnuson. And then again the Bureau of the Budget just 
won’t go for any amount of money that amounted to anywhere near 
adequate for maintenance of things we already have. 

Senator Gore. Senator Neuberger ? 

Senator Macnuson. We add to it, the Appropriations Committee, a 
little amount but the Forest Service, I am sure, deeply feel they want 
more for this maintenance to preserve what we do have. 


~~ 





FEDERAL HIGHWAYS AND FOREST ROADS 399 


Senator Neusercer. No questions, Mr. Chairman. 

Senator Gore. Thank you very much. You didn’t need a written 
statement; you made a challenging statement without it. 

Mr. Colwell, representing the Cascade Lumber Co., Yakima, Wash. 


STATEMENT OF E. R. ASTON, LOGGING MANAGER, BILES-COLEMAN 
LUMBER C0., OMAK, WASH. 


Mr. Astron. My name is Emmett Aston; I am substituting for Mr. 
Colwell. 

Mr. Chairman, members of the committee, my name is E, R. Aston. 
1 live in Omak, Wash. For the past 85 years I have been logging 
manager for the Biles-Coleman Lumber Co. at Omak. 

For many years I have been a member of the Washington forest 
practice committee of the Western Pine Association and ‘the Pacific 
Logging Congress. In the latter organization I am chairman of a 
committee on natural resource roads. 

I appear before you at the urging of several lJumbermen in eastern 
Washington at the special request of the W ashington forest practice 
committee who met in Yakima, Wash., on December 6, 1957. This 
committee is composed of most of the lumber mills in the pine region 
of the State of Washington. 

We in the western pine lumber industry have a long record of ex- 
perience in forest road construction, both on private land and in the 
national forests. Most of the roads on the national forests today have 
been built by private operators as part of timber sale contracts. With- 
out question, the plan of building roads as part of timber sale con- 
tracts has worked well. The Government has gotten much of its tim- 
ber opened up adequately by this method at a low cost to the taxpayers. 

Today the Government is up against a situation where not all needed 
main-line timber roads can be quickly and adequately financed and 
built by their timber purchasers. Therefore, everyone in the lumber 
industry that I know is urging an adequate system of timber access 
roads to get overripe Government stumpage marketed and used before 
it becomes worthless. 

It is our opinion that it is very much in the public interest and cer- 
tainly to the long-term benefit of the national forests to have both 
logger-built and contractor-built roads to open up overripe timber 
stands. Really the problem is too big to do it by only one method. 

We of the committee believe that we cannot afford to waste timber 
on national forests by letting it die and rot. Certainly the Govern- 
ment must give the timber sale job higher priority so as to use the full 
harvest available under good forest practices. We must have a road 
system to make possible salvaging the dead and dying trees, too. 

Loggers and lumbermen with all their experience in roadbuildin 
have no magic formula for getting the national forest road networ 
completed over a short period of years. It strikes us that the highest 
priority areas should be tackled first and that congressional authoriza- 
tions should be geared to well designed and spec ‘ific programs. 

Section 2 (a) of Senate bill 1136 would legalize a practice that we 
object to in that it discriminates against timber operators in building 
roads as part of timber sales. The last sentence of section 2 (a) would 
not give a timber operator the same profit and risk allowance gen- 
erally conceded to be fair for road contractors. Instead, the road 
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the timber purchasers build would have the lower rate allowed for 
in timber sale contract. We recommend that the last sentence of sec- 
tion 2 (a) be deleted. 

Section 2 (b) providing for advisory public hearings is now in the 
Federal-Aid Highway Act and needs to be retained. 

Section 2 (c): The present arrangement whereby a purchaser also 
has the option of contributing his share by constructing a portion of 
the road works well. We suggest Senate bill 1136 also provide for 
such an alternative. 

Section 2 (d) sets up a toll road system on national forests which 
would be expensive for the Government to operate, would be a hard- 
ship to many small owners of timber tracts, would be complicated by 
the road construction costs various timber species can economically 
carry, and would penalize those operators who have made large invest- 
ments on the premise that road-use charges would be limited to main- 
tenance costs. The toll system would prohibit full utilization of some 
low-value species including salvage and would doubtless make some 
timber stands uneconomic to operate. Because of these complexities, 
we advocate that the imposition of charges for use of such access 
roads by timber operators should be left to negotiation between pro- 
spective users of these roads, the Government, and cooperative con- 
tributors. 

Because access roads built in the future can be paid for by all tribu- 
tary timber under the procedure outlined in section 2 (c), it is recom- 
mended that the involved procedure of section 2(d) be eliminated. 
Timber road users need the option to do the important job of road 
maintenance themselves so the roads are in shape when hauling needs 
to be done. 

Section 4: In the event Federal funds are necessary to construct 
timber access roads on Indian reservations, it is recommended that the 
Secretary of the Interior should follow the normal procedure of pre- 
senting programs to the Congress as the need arises. Therefore, we 
suggest that section 4 be deleted. 

I would like also to submit with my statement for the committee’s 
consideration the Western Pine Association’s road policies, which are 
attached. 

(The statement referred to is as follows :) 


WESTERN PINE ASSOCIATION ROAD POLICIES 


(a) Timber access roads 

We favor Federal legislation to authorize a reasonable access road program to 
open up for harvesting national forests to provide lumber and other products for 
defense, to improve forest growth conditions and to control insect outbreaks. 
We recommend that such legislation require: 

1. That advisory public hearings be held annually for such road programs in 
each State or locality. 

2. That such federally financed roads be designed and located chiefly for the 
purpose of removing timber. 

3. That road standards and load limits on such federally financed roads be 
sufficiently flexible to take advantage of logging opportunities and operating 
economies. 

4. That only such main-line roads be recommended and constructed by the 
Government under the program as cannot be quickly and adequately financed by 
private timber operators as part of timber sales. 
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5. That the imposition of charges for use of such access roads by timber oper- 
ators should be left to negotiation between prospective users of those roads, the 
Government and cooperative contributors. 

(Revised and reaffirmed Mareh 7, 1953.) 


(b) Road rights-of-way 


The Western Pine Association recommends that owners of private land over 
which a right-of-way is desired by a Government agency for removal of forest 
products should agree in advance of the sale to permit such successful bidder to 
remove the timber under the following provisions: (1) that complete description 
be given of the right-of-way and that any other use of the right-of-way must be 
duly agreed upon and specified, (2) that the right-of-way agreement is for the 
duration of the sale and any sale extension, after which all grants of right-of- 

yay revert to the owner unless reciprocal arrangements are specified and pro- 
vided for, (3) that the owner reserves the right to prescribe width and location 
of right-of-way and reasonable operating rules and regulations under which the 
zovernment or the successful bidder: may use specified land areas, (4) that the 
owner shall be compensated for timber cut, (5) that arrangements for use of 
right-of-way provide for liability in regard to personnel, equipment and fire, (6) 
that right-of-way is to the nearest suitable intersection with an adequate public 
road. 

(Adopted September 17, 1953.) 

(c) Use of private roads to remove Federal timber 

The Western Pine Association believes that when a Government timber-manag- 
ing agency requests, as a condition of timber sales, a right to use an existing 
private road in which the United States has not obtained rights the roadowner 
should make the road available to the successful bidder for Federal timber upon 
an agreement acknowledging the following rights of such road owner: (1) to 
limit such use to the excess capacity of the road, determined for such periods as 
will not limit his need for flexibility in management and yet allow removal by the 
pure haser within a reasonable time, (2) to elect whether compensation shall be 
in the nature of rent, which shall not entitle the United States to claim an inter- 
est in the road, (3) to impose reasonable requirements for his protection against 
loss or damage from such use, which shall be secured by insurance, and set rea- 
sonable and nondiscriminatory rules for the protection of the road and lives and 
property thereon or adjacent thereto, and (4) to know the area of such timber 
sales by precise description and to limit the period of such use to a reasonable 
time, (5) to limit such use of the private road from the timber sale area to the 
nearest suitable intersection with an adequate public road. 

(Adopted September 17, 1953.) 


Senator Gorr. Thank you. Now, in making these suggestions for 
modifications of the bill, do you represent only the Case cade Lumber 
Co., or do you represent the list of people who passed the resolution ? 

Mr. Asron. The Western Pine operators in eastern Washington. I 
have no connection with Cascade Lumber Co. 

Senator Gorr. You are not connected with Cascade Lumber Co. ? 

Mr. Astron. No. 

Senator Gore. How many members are in your organization ? 

Mr. Aston. I wouldn't know; there’s hundreds of them in the 
whole western region. I don’t know how many it would be in the 
State of Washington, probably 70 or 80, perhaps. I wouldn’t know. 

Senator Gore. Most of them small operators ? 

Mr. Astron. All sizes. 

Senator Gorr. Do you have some questions, Senator Neuberger ? 

Senator Nevsercer. Mr. Aston, do you endorse S. 1136 in general, 
subject to the modifications you have pointed out ? 

Mr. Aston. Yes. That isa natural inference. 

Senator Nevsercrer. And you do endorse the sums authorized herein 
for access-roads construction, is that right ? 

Mr. Aston. Yes. We think that much is needed. 


| 
| 
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Senator Neupercer. I would just like to ask several questions about 
some of the suggestions you made for amendment of the bill. 

In section 2 (d), do I infer that you believe there should not be a 
payment by a private operator when he hauls logs over a Government- 
constructed road which has provided a route to his land ? 

Mr. Aston. No. We believe that everyone hauling timber over a 
publicly built road should pay their portion of the costs. 

Senator Nreusercer. It is that you are just dissatisfied with the 
method provided in section 2 (d), is that it? 

Mr. Aston. It makes it complicated to administer and we think it 
better can be done by negotiation by the people who will be directly 
involved when the time comes. 

Senator Neugercer. Now about negotiation. By that you would 
mean between the owner of the private land and who else, the Forest 
Service ? 

Mr. Aston. If they are involved, or the road builder, or a combina- 
tion of all three. 

Senator Neusercer. This bill, of course, pertains to timber-access 
roads that are constructed by the Government. Now, I again want to 
get this straight so that my mind is on all fours with yours about some 
of the suggestions you have made, because the Western Pine Associ- 
ation is an important group and you are voicing their recommenda- 
tions. 

In this section 2 (d), the fee, an equitable fee I should say, for pay- 
ment for the use of this road is to be determined by the Secretary, 
which means the Forest Service, which is an arm of the Department of 
Agriculture. Now, why did you object to this particular provision 
2 (d)? 

Mr. Astron. Well, our experience I think over the years has been 
that it complicates the situation and naturally any 2 people or 3 
people who are directly involved in a project can better solve their 
own problems on the ground at the time, considering the circumstances 
at the time, than you can to write it into something and have it decided 
far removed from the place. 

Senator Neusercer. I would like to know this from Mr. Wolf and 
Colonel Sneed and so on who work on the committee staff, when it 
says the Secretary in this bill, doesn’t that mean the Forest Service, 
or does it mean something different? I would like to know what it 
means. 

Mr. Wor. Under the section the Secretary would promulgate reg- 
ulations which would bring the operation of the section down to the 
local level of the Forest Service. 

Senator Neusercer. But who would make the determination of the 
equitable fee for the use of a road in the Pinchot National Forest 
for the State of Washington ? 

Mr. Wotr. The forest supervisor. We can ask Mr. Cliff. 

Senator Neupercer. Do you have objection that if an access road 
is constructed in the Gifford Pinchot National Forest in the State of 
Washington, as Senator Magnuson states, do you have objection that 
the supervisor of that forest would decide what is an equitable fee 
to haul a certain amount of board feet of timber over that road ¢ 

Mr. Aston. Well, in this way; I would put it this way: that it is 
a current practice now at least in our forest, which is the Okanogan, 
and I can’t say about the Gifford Pinchot 
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Senator Neupercer. I just used that as a hypothetical situation. 

Mr. Asron. I appreciate that. That in case you and my company 
would want to use a Forest Service road for hauling timber over it, 
if we could not—between you and me—could not agree between our- 
selves what the fair rate of use for that road would be, then our con- 
tracts provide the supervisor would be the man we would deal with, 
would set a rate if we couldn’t agree, and it has also gone so far in some 
vases, as 1 remember, that if 2 people can’t agree, then the 2 select 
a third party and whatever the majority rule on will be what will be 
followed. 

Senator Neuspercer. Let me ask Mr. Wolf or Mr. Cliff about this. 
Where it says “products from nonfederally owned lands,” that means 
mainly privately owned land, I would take it. There may be a few 
State lands but are we not referring here to a Forest Service con- 
structed road in this provision ? 

Mr. Curr. I understand this to apply to Forest Service roads 
constructed with both appropriated funds and under terms of timber 
sale contracts. 

Senator Neupercer. In this section 2 (d) ? 

Mr. Cuirr. Yes. 

Senator Neusercer. What puzzles me is this: Why is it not fan 
under section 2 (d) that if you, a private operator, haul your logs over 
a Forest Service constructed access road that the supervisor, let us 
say of the Okanogan National Forest, should not determine an equi- 
table fee “after consideration of the amount necessar y to amortize the 
portion of construction costs allocable to the non-Federal timber 
tributary to the particular road” and so on. Why isn’t that fair? 

Mr. Aston. Well, it might be fair in a way, but I have had personal 
experiences where the supervisor would prefer not to make that deci- 
sion if the two people involved could do it. 

Senator Neusercer. What two people would be involved except the 
owner of the non-Federal timber or the person logging the non-Federal 
timber ? 

Mr. Astron. Well, if you happen to be an operator operating on a 
national forest sale, we'll say, and the third party came along and 
wanted to haul some wood over that road, or wanted to haul a few logs, 
it may be a road that is considered a treacherous road at different times 
of the year and I, for an operator, would not want to assume the lia- 
bility that could occur on that road for accidents and that sort of thing 
unless if I was obligated to operate on the Federal timber sale to 

take out a certain amount of timber, I would think that I had prior 
rights to designate the conditions in which I operated under and then 
the third person coming in would have to operate in accordance with 
those resitations tik to hamper my operation or endanger my liability, 
and neither would I his. 

Now, oftentimes a supervisor of the Forest Service is not aware 
of all those details and T rather suspect from past experience that they 
prefer not to monkey with it if they can get by w ithout it. 

Senator Magnuson. Who represents ‘the Government in that ca 

Mr. Aston. The forest supervisor. 

Senator Magnuson. I get it, you suggest that the owner of the tract 


and the person hauling get together and decide what they are going 
to pay the Government. 


i 
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Mr. Aston. They pay whoever is paid for building the roads. 

Senator Magnuson. Well, the Government—we are talking about 
Government-constructed roads. 

Mr. Aston. That would be it, but the third party coming in could 
jeopardize your operation terrifically if it was not handled right. 

Mr. Wotr. May I ask a question ? 

Senator Gore. Are you through ? 

Senator Macnrson. Well, I “just—somebody has got to represent 
the Government in the price. If you are going to use the Government’s 
road there has got to bea designation that the Government determines 
what is the reasonable value of the use of that Government constructed 
road. 

Mr. Aston. Well, in the case we are talking about, Senator, the 
Government or the supervisor would always be the silent third party 
who would sit by and he would more or less ride herd on it to see that 
both parties were required to do the same, the equitable thing on that 
particular road. 

Senator Gore. Well, if I may break in, it seems to me that that may 
have been exactly what the authors of the bill had in mind as an objec- 
tive. If the Secretary provides regulations which will guide the For- 
est Service, the regional and local forester, in the negotiation of fees 
and charges, then ‘he is just in the position which you say he ought 
to be, and it seems to me he is in the position where the authors of the 
bill wanted to place him. 

Mr. Aston. We rather suspected that was the intent. The way you 
have it through practical experience it does not work that way because 
there are some varied conditions that come up you cannot handle. 

Senator Magnuson. Who protects the Government’s interest in 
this matter then ? 

Mr. Asron. The forest supervisor. 

Senator Magnuson. That is all we do is suggest that he come in 
and determine under reasonable regulations what is the value of the 
private use of that road. 

Mr. Astron. Well, Senator, that can vary a lot. Maybe the one 
party would have all the maintenance equipment and it would be more 
fois al for him to maintain it and the other person wouldn’t have 
any maintenance equipment and one individual agree to do all of it. 

Senator Macnvson. Wouldn’t the supervisor have those facts and 
determine it? 

Mr. Aston. He could get the facts but as I said before, they ord- 
inarily don’t like to monkey with that detail if they can get around it. 

Senator Maenuson. All we are talking about, and I remember 
when we discussed this, if the taxpayers of this country build a road 
and you and I use it for this purpose, we are going to pay for the 
reasonable use, but as I understand you, and 1 may misunderstand 
you, but you would have this in the case that the two people that 
use the road would decide between themselves what they are going 
to pay the Government. 

Mr. Aston. No; we decide the fee we will pay for the third party 
using aroad. I think we are confused. 

Senator Magnuson. I think maybe I do misunderstand you. 

Mr. Astron. I am talking principally of a timber sale road and 
you are talking of an access road. 
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Senator Neusercer. What does this section 2 (d) apply to then? 
That is the $64 question. 

Mr. Wo tr. Perhaps I can clear this up a little bit. Mr. Aston, 
you are talking about a situation where you have a sale of national 
forest timber and roads have been constructed by your company on 
national forest lands, or have been constructed in advance by the 
Government, but you are operating in that area. 

Mr. Astron. That is right. 

Mr. Worr. A second party comes along wishing to haul national 
forest or private timber through the sale area on the road which 
you are also logging, is that correct ? 

Mr. Aston. That is right. 

Mr. Wotr. All right. Now, this section 2 (d) refers only to a 
situation, I believe, it could be either private or public timber, we 
will go on the latter basis. I think at this point we might ask Mr. 
Cliff to tell us what they would do. Now, would this section restrict 
you from taking care of varied conditions that may exist ? 

Mr. Curr. No; I can’t see how it would restrict us in any way. 
As a matter of fact, in the situation that Mr. Aston has been describ- 
ing where we make a sale to his company and his company builds 
the road as a requirement of the contract, we would give his use of that 
road first priority, but reserve the right to let others use it so long 
as they did not unduly interfere with his operation, and they would 
be required to either pay for or perform their share of the mainte- 
nance on that road. 

Senator Gore. How long would this priority last 

Mr. Curr. As long as his sale was in effect. 

Senator Gore. But when his—— 

Mr. Curr. When his sale expired and he had completed the terms 
of his contract, the road is the property of the Government and can 
be used by any of the purchasers of Government timber or other 
legitimate users, 

Now, let’s take the same road we are talking about after the pur- 
chaser is through using it. The Government has in effect paid for 
the road threugh an allowance in the appraisal. It is Government 
property and a private landowner who has a section of private land 
inside of the national forest desires to haul timber over that road. 
This section would allow the Government to make a charge for the 
use of the road. If the road happened to be built by the Govern- 
ment with appropriated funds, and tapped private timber, this sec- 
tion would authorize the Government to require the owner of the 
private timber to pay his fair share of the development cost. In other 
words, he would just help carry his share of the load rather than get 
a free ride over the Government’s road, 

Senator Gorr. Now, with that explanation, is the provision now 
more satisfactory to you? 

Mr. Aston. Yes; there is another angle to that, though, that I 
think would be a little complicated, and that is under what we would 
call the toll system. There has to be a record kept of the volume and 
the use that road is put to. If Uncle Sam wants to go into the minute 
detail of doing that, then he has got some more worries to do it, where- 
by if the two operators would agree among themselves they would 
eliminate that. As far as we are concerned, we would rather Uncle 
Sam do it in that respect. 
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Senator Gorr. Well, if the Government is to have receipts, records 
must be kept. There is no avoidance of that responsibility. 

Mr. Woxr. Can a business operate without keeping accurate 
records ¢ 

Mr. Aston. No; I don’t think they do. 

Mr. Woxr. So the Government wouldn’t do anything more than a 
prudent private businessman would do. 

Mr. Aston. That is right. But they would like for you to keep 
the records and do the monkey business if they can get you to do it, 
I’m sure of that. 

Mr. Wotr. Would it be your policy, Mr. Cliff, to ask private oper- 
ators to maintain the records necessary for the Government to know 
what it was doing / 

Mr. Curr. We would have to work out an equitable recordkeeping 
system. We have in effect a large number of road-use agreements as to 
roads built cooperatively by Government and by private operators 
to tap both Government and private timber which provide for shar- 
ing in the cost of building the road in proportion to the amount of 
timber that each party has to go over that road. That is a common 
type of an agreement and we have a large number of them with various 
industrial concerns. 

We often use a timber cruise in assessing the proportionate share 
that each will pay for the road. This is a good recognized business 
practice in the timber industry and in handling Government timber 
business. This situation we have been talking about with regard to 
section 2 (d} could be handled on the basis of an intensive cruise, or 
the basis of a Bureau scale by truck receipts, or by other practices 
that are commonly applied in the timber industry. 

Mr. Wotr. Mr. Cliff, you have a number of operating agreements 
with people now, do you not ¢ 

Mr. Curr. That is correct. 

Mr. Woxr. Have you had any difficulty with any of them from 
either side, keeping records, keeping your costs / 

Mr. Curr. I can’t recall any. I don’t know personally of any 
difficulties that we haven’t been able to work out equitably and satis- 
factorily from the standpoint of both the Government and the other 
party. 

Mr. Wotr. Have any reached the proportion that they came to the 
Chief of the Forest Service for decision ? 

Mr. Curr. In the 6 years I have been in the Chief's office, I can 
recall no dispute or disagreement on this point that has reached our 
office. These things have all been settled on the ground. 

Mr. Wo tr. Is it correct when Mr. Aston says that your forest super- 
visors prefer not to monkey with the question of roads, or do they 
have a genuine interest in making sure that the roads are properly 
maintained. 

Mr. Curr. I certainly hope that our forest supervisors have a genu- 
ine interest and that they are attempting to redeem their responsibili- 
ties. I believe that to be the case. 

However, the situation Mr. Aston described, as I visualized it, had 
more to do with maintenance, where two operators were using the 
same road and somebody has to maintain it. In a case like that, if 
one operator was willing to assume the job of maintaining it for 
both of them, I can see no reason why it wouldn’t be a good business 
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to let them work out that arrangement between themselves, because 


each of them has the responsibility to handle his share of the 
maintenance. 


Senator Gore. Do you think such an arrangement would be pro- 
hibited by this bill? 

Mr. Curr. No. 

Senator Gore. This, Mr. Aston, is a hearing on S. 1136 and the 
committee appreciates the questions you have raised and we want to 
report the best bill possible. We want to report a bill that will pro- 
tect the Government’s interests, the interests of the lumber operators, 
the interests of local communities, and the long-term interests of the 
industry and the country. 


Now, if you will be willing in the light of the colloquy that has 
occurred here, to submit to the committee your recommendations in 
writing, we will certainly consider them. 

Mr. Aston. Thank you. We will do that. 

(The information requested is as follows :) 


BiLEs-COoLEMAN LUMBER Co., INC., 


Omak, Wash., January 8, 1958. 
Hon. ALBERT GORE, 


Senate Office Building, 
Washington, D.C. 


DeaR SENATOR GorE: At your Public Works Subcommittee’s hearing on 
Senate bill 1136 on December 12, 1957, in Seattle, you asked me to clarify the 
position I took on sections 2a and 2d. 

In my testimony in Seattle I stated objection to section 2a because I interpret 
the language as being unfair to the timber purchaser. Let me explain. 

The Forest Service appraisal practice takes advantage of timber purchasers 
by forcing them (where they must buy Federal timber) to build roads with 
greatly reduced earning prospects. Senate bill 1136 would give legal authority 
to continue this practice. 

Forest Service makes allowance for cost of road construction in timber ap- 
praisals. The allowance covers costs only. In an average appraisal a 10-percent 
ratio is used to make allowance for earnings and risks. The ratio is applied 
to the total cost of logging and milling the timber, including road construction. 

Timber purchasers find that a 10-percent ratio is not adequate allowance for 
timber sales with no appreciable amount of road building—and when road con- 
struction is involved, the 10-percent ratio is even more unreasonable. 

Road contractors find they cannot operate on 10 percent of costs. In fact, 
a 20- to 25-percent range is common for such high-risk enterprise, and it is not 
uncommon or out of line for contractors to bid an even higher range where 
risks are great. It should be pointed out that the timber purchaser has no 
such opportunity. 

An example of how the appraisal might work is given below: 


Bienes aS OU ee Dc Sih 2 


Soup ts lor SERN OED 
CUE GROE OB \ PR a a ae tee pm yee ee ae lsc d~—aeeact - GHOUe 
Tuner: Duscanses s&s. BUOWENC... 65k ok oe, OD 
Difference of margin between timber purchaser and contractor_______ 5, 000 


What this means is that the Government has a different standard of profit 
for timber purchasers than it does for road contractors. Road costs in some 
Forest Service contracts run into hundreds of thousands of dollars. Govern- 
ment timber purchasers who must build roads in order to obtain timber feel 
they should be accorded opportunity equal with road contractors doing the same 
work. They feel they should not be subjected to any greater risks than the 
road contractor. Operators can ill afford to write off road risk an’ losses on 
timber earnings because the margin in operating Federal timber is already 
too narrow to permit it. A fair allowance is all the more important now that 
accelerated amortization procedures preclude the possibilities of overcuts help- 
ing to offset road costs, 
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We are repeatedly told by timber appraisal officers that there is no profit 
allowance for the construction of roads on a timber sale for which we presume 
their authority comes from Timber Appraisal Manual, section 509.4, paragraph 
9, page 48, from which we quote in part: “If the same efficiency is presumed 
for a force account operation and a contract job and camp expense and moving 
in and out costs are the same, the total estimate for the force account job 
will be less than for the contract job by the amount of the contractor’s profit.” 

Because of the above reasons we suggest that the last sentence in section 2 (a) 
of Senate bill 1136 be deleted or that the bill be modified to call for the timber 
appraisal to make the same opportunity available to timber purchasers as to 
road contractors. 

Section 2 (c) provides that timber owners served by national forest system 
roads must contribute an equitable share of the construction and maintenance 
costs of such roads. Section 2 (d) accomplishes the same objective but by 
means of a toll system. We feel that section 2 (d) is unnecessary, complex 
in that it would call for policing and toll collecting and could be construed as 
authority to collect tolls on roads already paid for by the Government and 
timber owners. Where the road system serves owners other than those who 
participated in the initial construction costs, we believe the imposition of charges 
for road use should be left to negotiation between prospective users, the Gov- 
ernment and cooperative contributors. Section 2 (d) calls for a deposit to cover 
road maintenance work. 

We feel strongly that timber purchasers or cooperative users should be 
accorded the option of doing the maintenance job occasioned by their use. 
Purchasers have found that they cannot always rely on the Government to 
do the maintenance job currently with need or to standards fitting in with 
efficiency and economic operation. 

I appreciate very much your interest in my testimony and in the logger’s 
problem. 

Sincerely yours, 
Emit R. Aston, Logging Manager. 

Mr. Worr. I had one other question, Senator. 

Senator Gore. All right, Mr. Wolf. 

Mr. Wor. Mr. Aston, you said on page 3 of your statement that— 
section 2 (a) of Senate bill 1136 would legalize a practice that we object to in 
that it discriminates against timber operators in building roads as part of tim- 
ber sales. The last sentence of section 2 (a) would not give a timber operator 
the same profit and risk allowance generally conceded to be fair for road con- 
tractors. 

Perhaps I ought. to direct this question to Mr. Cliff since he is fa- 
miliar with Forest Service appraisal procedures. 

Would it be your view that that section would operate in that man- 
ner, Mr. Cliff? Would you construe it that way if this bill became 
law ? 

Mr. Curr. I must confess I don’t understand or can’t grasp Mr. 
Aston’s point on that one. 

Mr. Aston. I would be glad to explain it. 

Mr. Curr. As I understand it, this section would authorize the 
Secretary of Agriculture to build or to provide roads which will per- 
mit maximum harvesting of timber from the national forest tributary 
to the road either by use of appropriated funds or by a requirement 
in the timber sale contract. What is meant, is that if a road had 
residual value for more than the sale for which it is immediately con- 
structed and would tap a larger body of timber back of it, the Depart- 
ment would be authorized to build a standard of road which would 
serve the whole working circle rather than just tlre individual sale and 
would be authorized to make adequate allowance in the appraisal for 
the extra standard of construction that would be required. That is 
my interpretation of that section. 
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Senator Gore. Mr. Aston, you said you would be glad to explain 
your point. 

Mr. Aston. In setting up the timber appraisal we have always been 
told, and I have never been told differently in recent years, that in 
any of the road cost, any figures set up for road cost, there is no margin. 
of profit allowed for the building of that road by contract. 

May I explain it this way: Take a hypothetical value that the for- 
est engineers would determine to be the cost of building that road, we 
will say it is $100,000. If I undertook, wanted to bid on that timber, 
if I undertook to go out and get a third party to come in and build 
that road, he would naturally have to be interested in making a profit 
on his venture or he would not come in. That is not allowed. If I 
built the road myself I am not allowed any profit in that. In other 
words, that portion of the deal is performed without profit, and that 
is the intent of our objection to that. 

Mr. Worr. Mr. Cliff, may I ask you a few questions at that point? 
When you appraise timber you set all the costs down, logging and 
road construction, is that correct ¢ 

Mr. Curr. That is correct. We attempt to set down all of the op- 
erating costs. 

Mr. Wotr. And stumpage also is considered as a cost ? 

Mr. Currr. That is correct. 

Mr. Wotr. You then make a profit allowance in the western pine 
region of 12 to 15 percent on each of those costs, is that correct ? 

Mr. Ciurr. In making the appraisal, we include a profit allowance 
which may vary. You said 12 to 15 percent. ‘That is—— 

Mr. Wo r. In the western pine region, I said. 

Mr. Curr. That could vary above or below those figures, but that 
is within the general range, yes. 

Mr. Wor. And so there is in the overall appraisal an allowance for 
profit and risk which is prorated against the road-construction cost ? 

Mr. Curr. Yes, against the road-construction costs and other costs. 

Mr. Worr. And all other costs also. So I was wondering in the 
light of that how it could be that there is not a profit-and-risk allow- 
ance, but I notice that Mr. Aston says that you don’t give the same 
profit-and-risk allowance generally accepted to be fair to road con- 
tractors. Do you know what the Bureau of Public Roads uses in their 
contracts ? 

Mr. Curr. No. I couldn’t speak with authority on that. Perhaps 
you should ask them that question. 

Senator Gore. Well, the Bureau of Roads for the most part doesn’t 
make contracts. The States for the most part do the contracting in 
the construction of highways. The Bureau of Roads does in some 
instances, but I know of no particular standard of profit, because most 
of them are by competitive bid. There may be a profit; there may be 
a good profit; there may be little profit or in some instances even loss. 

Mr. Asron. Let me explain a little further what I mean by not hav- 
ing the same rates. Supposing the road-cost requirements to meet 
your contractual requirements of the contract in doliars and cents 
would mean half of the total cost of harvesting that timber. And sup- 
posing your profit ratio was allowed, say 8 percent for an easy figure. 

You go perform. Weasa contractor purchase the timber and build 
our own road. We would have to perform half of that contract with- 
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out any profit, so in effect we get 4 percent by realization rather than 
8. That is the thing we have reference to. 

Senator Gore. What you are really complaining about then, it seems 
to me, is that the Forest Service would require you to deduct the actual 
cost of building the road rather than permitting you to deduct the 
actual cost plus a profit. ; 

Mr. Aston. That is right. And there is another angle to it. If the 
cost I mentioned, the hypothetical figure of a hundred thousand dol- 
lars, if the cost is $110,000, that is just too bad. If it costs $90,000, 
in the reappraisal they have the right to recover that. In other words, 
we are penalized for being efficient. If we can go in and do it below 
that, Uncle Sam can reap the harvest, which we don’t object to. 

Mr. Worr. Mr. Aston, under this procedure, though, would it not 
be true that you would earn 8 percent on the logging and 8 percent on 
the stumpage, but you would not earn 8 percent on the road construc- 
tion which you are asking someone else to do? 

Mr. Aston. Well, that isn’t the way it works. You wouldn’t like 
to carry on a business—supposing your roadbuilding costs were half 
of your year’s business. You wouldn’t want to carry on half a year’s 
business without a profit opportunity in that; you would be appraised 
out of it before you even got started. 

Mr. Wotr. You could do the roadbuilding yourself, could you not, 
and earn that profit? 

Mr. Astron. Yes, but as I explained, if we do it for less than that, 
less than the exact amount that you have in here, then they can reclaim 
that before the sale is terminated on the reappraisal. 

Mr. Wor. Is there a provision in here, Mr. Cliff, which allows you 
to reclaim any profit ? 

Mr. Aston. It does on our timber-sale contracts. 

Senator Gore. It could be provided for in the contract, could it not? 

Mr. Curr. I hadn’t interpreted that that way. 

Mr. Aston. This doesn’t provide for it, but our timber sale con- 
tracts which we operate on specifically do. That is where the rub 
comes. 

Senator Maenuson. Doesn’t that suggest that we ought to do more 
appropriating and build the roads ourselves? Then there wouldn't 
be this problem. 

Mr. Aston. No, I can’t agree with you, Senator. 

Senator Macnuson. Why? 

Mr. Aston. Because usually under those conditions, or at least 
a lot of conditions, it can be done more economically by the operator 
than it can otherwise. 

Senator Macenuson. Than if the Government would let a contract ? 

Mr. Aston. Yes. 

Senator Macnuson. Of course we are paying for it anyway. 

Mr. Astron. No, you are not paying for it. 

Senator Macnuson. If the timber is worth a million dollars and 
the road is going to cost a hundred thousand to build a road in there, 
why we deduct that, so instead of getting a million dollars we get 
$900,000. So why don’t we just get the million dollars and take the 
hundred thousand and build the road? 

Mr. Woxr. That is the purpose of this bill. 

Mr. Aston. After all, the taxpayers have got to pay that and if 


i 


we get it back out of what we sell, the man that builds his home is 
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going to have to pay it and the cost of building homes are so high 
now we can’t build the homes. 

Senator Magnuson. I can’t follow you there. The Treasury is only 
getting $900,000 instead of a million. 

If the timber is appraised at a million dollars and it is going to cost 
a hundred thousand to build a road in there, why, we only g get $900, 000 
out of it. 

Mr. Astron. Well, supposing you build it cheaper than that. If the 
operator did you are going to reclaim that under the terms of your 
contract. 

Senator Macnuson. Well, if you do build it, because the road 
shouldn’t be part of the timber sales. It was only intended—I think 
under the timber sales scheme—to reimburse the contractor, I mean 
the bidder for what he had to expend on a road. That was all it was 
intended to, and there were a lot of evils crept up in this, too. 

I want to pursue this further. Well, anyway, it isn’t going to make 
too much difference unless the Appropriations Committee of the Sen- 


ate changes their mind, because we directed this year, this is the last 
year we are going to do it. 


Mr. Wotr. That is for mainline roads? 

Senator Magnuson. Mainline roads. This is the last year. After 
this we are going to appropriate the money. Then we don’t have these 
problems. You are not hurt in any way and the Government is not 
hurt either. 

Senator Gorr. Well, the committee thanks you very much and in- 
Vites you to submit any written suggestions you may desire to submit, 
and particularly so in view of the colloquy that has occurred here. 

Mr. Aston. We will try to clear up our interpretation of these 
exceptions we have made to the act for you. 

Senator Magnuson. I think I understand your first point. I 
misunderstood. 


Senator Gore. Thank you very much for your patience and your 
efforts. 

Mr. S. G. Merryman and Mr. Guthrie are not here. Are there other 
persons, either public officials or private citizens who would like to 


be heard at this time on S. 1136, or on other matters?) What is your 
name, sir ? 


STATEMENT OF DUDLEY MURRAY, LEWISTON, IDAHO, AND 
SEATTLE, WASH. 


Mr. Murray. My name is Dudley Murray and all I need is about 
1 minute. 

Senator Gore. Where is your home, Mr. Murray? 

Mr. Murray. My home is in Lewiston, Idaho, and in Seattle, Wash. 

There are 120 miles to be built—you are going to hear about this in 
Lewiston tomorrow. 

Senator Gorr. On the Lewis and Clark Highway? 

Mr. Murray. Lewis and Clark Highway. That 120 miles has had 
about twice as much money spent on it as it will take now to finish 
it. It is the biggest bargain Uncle Sam has. You finish that 120 
miles and you have a new highway from Chicago to Seattle and 
Portland. A new highway is what it amounts to. For $8 million you 
will have the shortest route from Chicago out here. 
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Senator Gore. You sound remarkably like Senator Church to me. 

Mr. Murray. Senator Church? He is a whole lot younger than 
I am. 

Senator Gore. I know, but he has been saying the same things. 

Mr. Murray. They forget that they have been working on that for 
40 years. These are 9 miles that haven’t been punched through 
That takes a million and a half. The total cost for the full highway 
is $8 million, and there is no place you can get a bargain like that. 

Senator Maenuson. That is what I thought it was when I intro- 
duced the bill to do it. 

Mr. Murray. Well, I am glad that it is about time something was 
done. 

Senator Magnuson. Well, I think the Senator from Tennessee 
would probably get a background over there in Lewiston, but the 
reason I introduced it, because none of the Senators from Idaho, the 
previous Senators, wanted to introduce the bill for that portion of 
the road, for some reason or other, so my people in Walla Walla and 
Pasco and that area were anxious, people i in Montana, so I introduced 
the bill. I hope it won’t be jeopardized by the fact that the Senator 
from Washington has a bill to build a road in Idaho, but that is the 
nature of it and I don’t know whether the other Senator from Idaho, 
the senior Senator, is for it now or not, but I think he will be there 
to testify tomorrow. 

But you are absolutely right, it should have been done a long time 
ago. I even at one time wanted to make a national park out of it 
along the side so that we might get some money from the parkways 
to build it, but I am sure with the consideration the Senator from 
Tennessee gives these matters we will be able to do something about it. 

Mr. Morray. I think you will find out as you go along Lewiston 
and further over, you know what a crusade is. Well you will find a 
crusade in the whole State of Idaho. 

Senator Gore. I am not for all of them. 

Mr. Murray. And they are really up in arms over this highway. 

Senator Gore. I remember one crusade got us in trouble. 

Mr. Murray. This one won't. 

Senator Gore. Thank you very much. I saw a lady standing. 

Senator Macnuson. I want to say for my friend from Lewiston 
that Senator Gore plans to fly over that route tomorrow and take a 
look at it personally. 

Mr. Murray. You couldn’t find a better—any better scenery than 
you will find on that route. 

Senator Magnuson. You see that he gets good weather down there 
tomorrow so he can look at it very closely. 

Mr. Murray. That is the Banana Belt. We always have good 
weather. 

Senator Gore. I will tell you something else I plan todo. If I can 
get by without an opponent next year and have a little time, I am 
going to bring my 10-year-old boy and give him about the finest in- 
troduction I can think of to pioneer America by taking some pack- 
horses and going over what is left of the Lewis and Clark Trail. 

Mr. Murray. There is wilder country in Idaho than there is in the 
middle of Alaska, that is true. 

Senator Gore. What about men’ Are they wild, too? 
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Mr. Murray. Oh, no. They are tame. 
Senator Gore. Will you give us your name? 


STATEMENT OF MRS. JOE DAY, MOUNT VERNON, WASH. 


Mrs. Day. Mrs. Joe Day from Mount Vernon, Wash., and I am here 
to speak about the matter of hearings not being held on these limited- 
access highways in Skagit County. 

Now, there has not been one hearing as far as anyone can find out 
anywhere from the south Skagit County line to the north Skagit 
County line on the freeways being built. 

Now, whether the money—we understand that when they put in 
for Federal moneys they have to show the plans, and the plans, when 
they submit a plan for Federal funds, that the facilities in the plans 
are supposed to be set, as we understand it, but since there are no 
hearings the highway department can tell the people that they are 
going to have certain facilities when they are cutting their property 
in two. 

Senator Gore. What do you mean by facilities? 

Mrs. Day. I mean an overpass or a frontage road or something that 
pertains, is of vital importance to the property or a number of prop- 
erties in that area. 

You see, in the old days highways were built entirely for the benefit 
of the local people. They weren’t built very often unless they did 
benefit a number of people. But the conception of limited-access 
highways, complete freeways, is an entirely new concept, you see, and 
in all of the roads in our country have been improved to lead toward 
our old Highway 99. Now all of a sudden here comes the freeway. 
There are no hearings so that the people have had any opportunity 
to approach the county commissioners or the city governments to 
know what we are supposed to do. 

Our property has been left in such a way that we have to traverse 
almost 2 blocks of an alley, which is only room for 1 car to pass in. 
There are a number of large properties, including the large Baptist 
church, that have to use these because our streets and so on were all 
cut off. But there was never a hearing so we could approach our city 
government and say what will happen if our street is taken. 

In the first place, the highway engineer assured us that we would 
still have access from the front of our property and then when it was 
done they took more, see. That has happened a number of times to 
other people, we found out later. 

Senator Gore. Now, the provision in the bill which requires public 
hearings in certain instances does not relate to the limited access char- 
acter of the National System of Interstate Highways. That require- 
ment prevails with respect to the whole 41,000 miles. The hearing 
is provided for a community that is being bypassed. It is not pro- 
vided for an individual property owner. 

Mrs. Day. That is right. We understand that, but there has never 
been a hearing of any nature, not to our property. Iam saying what 
happens as a result of no hearing because, you see, the fire district, 
I come here with the blessing of the fire district in Burlington, Cedar- 
dale, Conway, the fire district. The people have been cut off from 
their roads. When they were formerly 6 miles from Mount Vernon, 
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they are now 10 miles just by the blade of a bulldozer stroke. No way 
to approach anyone. 

You see, I know there is a declaration and there is this matter of 
passing through and around urban areas, but they are sometimes 
building from one spot to another and they will say they are not build- 
ing through an area. We don’t know; we ould like to have this 
matter investigated. 

Senator Gore. What is your hometown ? 

Mrs. Day. Mount Vernon. 

Senator Gore. Have the town officials, the city officials requested a 
public hearing ? 

Mrs. Day. Well, this came, started there in 1953 before this act, 
some of this act went in. 

Senator Gore. Well now, this act wasn’t passed until 1956, as you 
know. 

Mrs. Day. Well, you see, there were these other properties have 
been affected since. What happened to us, that happened before that 
time has happened to numerous people and if the freeway is going to 
be extended, see, they don’t tell people how much is going to be dam- 
aged sometimes and we feel that there must be hearings so the prop- 
erty owners can discuss drainage, or they can do other matters. You 
see, when something is going to affect the whole area, they certainly 
should be entitled to a hearing. All these years they have paid taxes, 
to have good roads and then all of a sudden their streets and roads 
just disappear. 

Our intention—we were in court. We finally had—the State wasn’t 
going to acknowledge that they had damaged us. We have a very 
valuable property and you people know how hard it would be to re- 
place a brick and stucco house, but because of our location by a viaduct 
they said they weren’t going to take our street. The highway engi- 
neer assured us they wouldn’t take it and yet when it was done we 
could not use it. 

Senator Gore. Well, you understand, Mrs. Day, that it would be 
impossible to have a public hearing for every property owner along 
41,000 miles of highway. Did your community, did the community 
officials request a public hearing ? 

Mrs. Day. They never afforded the property owners anything, or 
in the whole area. No; there was no real public hearing of my knowl- 
edge. I asked the mayor. I said, “Did you ever have a public hear- 
ing?” Not to his knowledge. 

Senator Gore. Did the mayor request one? Did he want one? 

Mrs. Day. We don’t know. He evidently didn’t. 

Senator Gore. Is Mr. Bugge or the chairman of the highway com- 
mission here ? 

Senator Macnuson. Mrs. Day, your problem is not the Federal 
Government—all we do is take the plans of the States. 

Mrs. Day. That is right. 

Senator Magnuson. And unless the plan is completely exaggerated 
or out of line, why, this is all determined by the State. 

Mrs. Day. Well, but it says in here that the Federal Highway Act 
says any State highway department which submitted a plan for 
Federal-aid highway projects involving the bypassing of or going 
through a city, town, or village, either incorporated or unincorporated, 
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shall certify to the public commissioner of public roads that it has 
had public hearings or has offered opportunity for such hearings, and 
it is considered 

Senator Gore. Well, it certifies that either a public hearing has been 
held or an opportunity for one has been afforded. Now, if the com- 
munity doesn’t want a hearing, if the representatives, the official repre- 
sentatives of the community are advised that they can have a hearing 
if they want one, but they do not request it and express no interest in 
it, then I take it that the State highway department could certify 
that an opportunity for a hearing has been afforded. 

Mrs. Day. Well now, that is why I am here—because, if that is true, 
then we certainly need more protection for the property owners, and 
I have submitted this 

Senator Macnuson. Well, if I were you, Mrs. Day, I would go down 
and talk to the highway commission. 

Mrs. Day. You don’t know the problems the people have had trying 
to talk to the highway department, That is why I am here. Some 
of the people are too feeble and too old to do this and I just ask 

Senator Gore. You mean the highway officials or the people? 

Mrs. Day. The people. 

Senator Magnuson. Well, the point I am making is that this origi- 
nates in the State highway department. 

Mrs. Day. Well, there must be—I know Mr. Tommy has publicly 
said that there might be a necessity for legislation to allow the Federal 
Government more jurisdiction over the purchase of rights-of-way and 
it certainly is indicated in our area. That is what we want. We want 
the fire district. The people have given their money for the fire 
district and they are being cut right in the middle with no concern. 
They have not been able to find out anything about how they are to 
get into and out of the area. 

Senator Gore. Mrs. Day, you have made a specific request. You 
ask this committee to look into this specific instance, to find out if a 
hearing has been held, or an opportunity for the community to have 
a hearing has been afforded. The committee will comply with your 
request. I will direct the counsel of the committee now to make inquiry 
and make a written report to the committee, and a copy will be fur- 
nished to you. 

Mrs. Day. I thank you very much, because it is really of importance 
to many people to have hearings so that they aren’t left on limbs. 

Senator Gore. Well, these hearings are open to all people in the 
State of Washington. You have a problem. You have asked for it 
to be investigated. It will be done. 

Mrs. Day. These other matters about the fill dirt should be investi- 
gated, too, because they are taking too much'land, you see, to be 
used and then it is not used. 

Senator Gore. Well, there are rather strict requirements on the width 
of the thoroughfare, the width of the right-of-way. These highways 
are to be constructed, as you have heard, for traffic in 1975, and I 
doubt if that would be a proper subject for investigation, but insofar 
as this specific case of hearings is concerned, investigation will be 
made and you will have a report. 
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Mrs. Day. Will they please look into this about when the property 
owners were told they would have certain facilities and it disappeared ? 
Like viaducts, it has been submitted— 

Senator Magnuson. If Mr. Bugge was here we probably could find 
out right now about it. 

Mrs. Day. Well, I have talked to Mr. Bugege a little bit about this 
and it is very confusing, and we can’t have this limited-access high- 
way being built with people elas 

Senator Magnuson. I would be gh id to help him with the high- 
way commission and see, because this is sort of a local problem. “Tf 
they haven’t been holding hearings, they should. 

Mrs. Day. The fill-dirt problems, the land they are taking off from 
the hill and they are not using it. They are coming back and taking 
more land and they are not using that land, and every time they let a 
contract they take some more fill dirt, and those people, it is like the 
State of Washington is complaining now. They don’t want the Fed- 
eral Government to hold this auction on their land because they say 
the Government got it as a steal during the war, you see. They got 
it for $2,000. Now it is worth so muc h. The same thing is happen- 
ing to the property owners up there. They are little people; they 

take their land away from them, their farms, and say it is to be used 
for fill dirt and then it isn’t used, and then pretty soon they come back 
and take some more off the neighbor’s and it isn’t used. 

Senator Gore. Thank you. Consideration will be given to your 
point of view. 

Are there other citizens who would like to be heard? Here is a 
gentleman. What is your name, sir? 





STATEMENT OF E. A. ARNASON, SEATTLE, WASH. 


Mr. Arnason. E. A. Arnason. 

Senator Gorr. Where is vour home? 

Mr. Arnason. Seattle, Wash. 

Senator Gore. Well, you are home. 

Mr. Arnason. 67 years here. 

Senator Gort. The committee will be pleased to hear you. 

Mr. Arnason. I have been in the bus transportation business for 
myself since 1912 to 1927. Then I hauled some logs. I am the first 
man in the State of Washington to haul logs on a truck, 4-ton truck 
in 1913, and by 1917 I extended into the bus business to Cle Elum, 
Wash. 

And the Washington Motor Coach Service has that power trust 
monopoly. They served Seattle over three passes to Spokane, Walla 
Walla, and all over, and I served as far as Cle Elum, so there was two 
local services between Easton and Cle Elum, about 12, 13 miles. 

So all of a sudden they extended and had the de :partment cancel 
my permit from Easton to Cle Elum. Then they extended from Eas- 
ton to Seattle over Highway No. 10 and then that order was written, 
not in the department of transportation, but it was written in private 
offices. 

That is what they use our highways for. And I will have to sub- 
pena some witnesses. One is a judge today and one is practicing law, 
and one man that I got some records through, he is dead. He was a 
friend of Governor Hartley’s. 
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And I served also between Seattle and Everett in 1928 before the 
highway had been accepted by the State department from the con- 
tractors. 

So then I served up there, and then the minute that highway was 
taken up, I served to the barrier, a mile this side of Everett. And 
they stopped our buses and put the drivers in jail, and I had to go 
up there and get my drivers out of jail. 

When the dep: irtment ruled on this thing they ruled that Highway 
99 was a Federal highway and that 

Senator Gore. Which department are you talking about ? 

Mr. Arnason. Department of transportation. 

Senator Gore. Here in the State of Washington ? 

Mr. Arnason. In Olympia. 

Senator Gore. That is a city department ? 

Mr, Arnason. State department. And this order giving them a 
franchise over Highway No. 10 was written up in a private office in 
Seattle, Wash., by : some two local men, and I would like to show that 
before your Senate Rackets Committee any time you want it. 

And I had this in 1928 and that case went through the United 
States Supreme Court. Chief Justice Hughes heard ‘that case, and 
the only reason they threw it out of court was because there was no 
Federal question involved in there, and I had three good lawyers and 
I have still got the same firm of lawyers. 

And I wanted the Federal-aid highway question put in that trans- 
portation problem because I wanted to extend the other way on High- 
way 10, but they wouldn’t allow that, but they allowed them to ex- 
tend for through service. Then when they got through service they 
started to haul in the middle and that is the same thing with your 
access roads and this stuff. 

T am for access roads. I am not against a man in business. But 
there is too much monopoly going on on Federal highways and it will 
be with your access roads. 

Senator Gore. You think this monopoly has been accomplished 
through franchises ? 

Mr. Arnason. Absolutely. 

Senator Gore. I think we have gone maybe a little too far in giving 
people franchises to the exclusive use of public highways. I “think 
I could agree with you on that. 

Mr. Arnason. Well, I am still in business, but I am kind of on 
the retired ae I am not sick or nothing wrong but I have got a 
boy that is 43 and I have still got 15 cars but I have got three million 
some miles to my credit for myself. I have never drawn a cent of 
pay by anybody but by my own business and I never inherited a 
dime. I am not opposed to anybody making money but I am against 
these crooks, and your school districts 

Senator Gore. I am too. 

Mr. Arnason. And your school districts, Mr. Chairman, they need 
a lot more roads to haul these kids around. 'They’ve got women driv- 
ing these school buses. What does a woman know about driving a 
bus? I am not against the woman. You have school moms and 
schoolteachers. 

Senator Gorn. I don’t quite understand what you mean by that. 

Mr. Arnason. They get on the road and whip around. You need 
more Federal roads for that. 
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Senator Gore. What do you wish this committee to do? 

Mr. Arnason. Well, I would like to see an investigation by the Sen- 
ate Rackets Committee in Washington, D. C., to look into how these 
Federal highways have been used to foster gains for big monopolies. 

Senator Gore. If you will submit that request in writing, I will 


be glad to pass it along to Senator McClellan, chairman of that 
committee. 


Mr. Arnason. Thank you. 


Senator Gore. Thank you. Are there further witnesses? If not, 
I will place a letter in the record from Mr. C. H. Bacon, Jr., and 


also one from the Comptroller General of the United States, Mr. 
Joseph Campbell. 


(The letters referred to are as follows:) 


Simpson Loccorine Co., 


Seattle, Wash., December 6, 1957. 
Mr. Rosert E. Wotr, 


Care of Senator Richard L. Neuberger, 
Portland, Oreg. 


Dear Mr. Wotr: Attached is a statement by the Simpson Logging Co. support- 
ing Senate bill 1136 relating to access roads in the national forest. We would 
appreciate it very much if your office will file with the Subcommittee on Roads 
of the Senate Public Works Committee our statement attached. 

Sincerely, 
C. H. Bacon, Jr., 
Vice President and General Manager. 


To the Subcommittee on Roads of the Senate Public Works Committee: 


The Simpson Logging Co., of Shelton, Wash., operating timberlands and wood 
processing plants in the States of Washington and Oregon, submits the following 
statement endorsing the purposes of 8S. 1136: 

It is our belief that the maximum benefits of harvesting Forest Service timber 
in terms of employment for the stability of communities, raw materials for the 
operations of plants and the rapid removal of overripe timber necessary for the 
earliest possible conversion of the land to new tree crops can be achieved through 
the systematic and thorough establishment of timber access roads. 

Simpson Logging Co. has been a major Pacific Northwest timber operator since 
1895, and our experience in roadbuilding, both on our own lands and within the 
national forests, has demonstrated the value of maintaining a road development 
program in advance of actual timber harvesting. 

These advantages include: 

(1) Expediting a schedule of harvesting to attain the maximum allowable cut 
in the national forest; 

(2) Providing for better management of the forest through a network of roads 
which enables the Forest Service to maintain a desirable balance of harvesting 
throughout the forest ; 

(3) Providing for better fire prevention facilities and prompt attention to 
fires ; 

(4) Providing for immediate sales in areas where salvage is necessary due to 
the effects of fire, disease, or other instances of damaged timber ; 

(5) Providing for a greater number of sales of both large and small timber 
volumes, thus serving the needs of all operators dependent upon Forest Service 
timber. 

It has been our experience in a close working relationship with the Forest 
Service in the Olympic National Forest through the past decade that a planned 
program of “years ahead” roadbuilding, financed in our case by the company’s 
maximum allowable cut of timber purchases, contributes greatly to community 
stability, orderly and rapid removal of overripe timber, highest average dollar 
return to the Government, and the quickest possible reforestation of cutover lands. 

We offer these additional observations: 

(1) That funds appropriated for roadbuilding should be allowed to carry over 
from year to year rather than to expire at the close of each year. Otherwise, 
faced with unfavorable weather and other delays, the Forest Service would be 
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compelled to build in haste, with all the possible pitfalls of error occasioned by 
haste through the necessity of meeting financial deadlines. 

(2) That the decision of where, when, and how to build access roads should 
be the sole responsibility of the Forest Service. This would relieve the conscien- 
tious and trained personnel of the Forest Service from undue pressures by groups 
or individuals interested only in certain forest areas and not concerned with the 
best interests of the national forest as a whole. 

(83) That access-road standards be adjusted to the specific traffic and sta- 
bility needs of various areas. This would be in the interests of economy. The 
standard should be developed for purposes of transportation without over build- 
ing at needless expense. 

(4) That timber harvesting be started immediately when access roads are in- 
stalled rather than holding back sales until extensive road networks have been 
eonstructed. Many sales could be put into effect in the early stages of a road- 
construction program rather than to keep operators idle during the period of time 
required to complete the road to its terminus. Simpson Logging Co, favors the 


passage of S. 1136 as a measure helpful to communities dependent upon the for- 
ests. 


COMPTROLLER GENERAL OF THE UNITED STATES, 
Washington, December 3, 1957. 
B-125053 


Hon. ALBERT GORE, 


Chairman, Subcommittee on Public Roads, Committee on Public Works, 
United States Senate. 


DeaR Mr. CHAIRMAN: In response to your letter of November 20, 1957, con- 
cerning timber and forest roads, we are pleased to furnish additional informa- 
tion on timber and forest access-road problems disclosed by our recent audit of 
Forest Service activities in region 6. Our general comments relating to access- 
road problems are contained in a report on §. 1136 submitted to the Senate Public 
Works Committee April 3, 1957, and in our report on Audit of the Forest Service 
( B-125053, June 7, 1957). 

In region 6 the Service 1s having difficulty in obtaining rights-of-way to build 
roads across private lands or to use existing privately owned roads for hauling 
national forest timber to market. This difficulty in obtaining rights-of-way is 
an acute problem and is impeding progress toward attaining full allowable cut 
in many working circles. Many of these problems have been solved through ne- 
gotiation, but there are currently at least 24 major right-of-way problems in the 
region remaining unsolved. These major problem areas involve an estimated 25 
billion board-feet of timber to which adequate rights-of-way have not yet been 
obtained. Negotiations on some of the unsolved right-of-way problems have been 
carried out over a period of 3 to 7 years. 

Under Forest Service policy condemnation is used only when other means 
of obtaining access have failed. Condemnation has rarely been used in region 6. 
Based on our audit of region 6 concluded in September 1957, it appears to us 
that use of condemnation procedures are at times necessary to solve satisfactorily 
some of the region’s access problems and to obtain for the Government perman- 
ent access to its lands. Three right-of-way problems which we reviewed in 
detail are described in the attachment. 

We trust that the information furnished will be useful to your committee. 

Sincerely yours, 
JOSEPH CAMPBELL, 
Comptroller General of the United States. 


Forest SERVICE COMMENTS ON THE ACCESS ROAD PROBLEMS IN REGION 6 


Hamma Hamma drainage, Olympic National Forest 


Negotiations for a right-of-way to provide access to the Hamma Hamma drain- 
age, Olympic National Forest, were conducted by the Forest Service with Hamma 
Hamma Logging Co. during the period from April 1949 to July 1955. 

A cost analysis of possible timber-access routes for the Hamma Hamma (rain- 
age, made by the Olympic National Forest Office in February 1954, showed that 
the most economical route of access into this area in the Olympic National 
Forest was through privately owned lands of the company. On June 1, 1955, a 
conference between Forest Service and company officials resolved the last of the 
major differences, and a price of $42,500 was agreed upon as the right-of-way 
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purchase price. However, on June 14, 1955, the company wrote the Forest 
Service withdrawing all offers and proposals theretofore made by them in con- 
nection with the right-of-way. 

_The Forest Service then decided to develop an alternate route, and obtained 
right-of-way through other private property to do so. This alternate route is 
currently being developed under timber sale contract No. 12-11-006; 31716, and 
the haul is about 2.7 miles longer to the public highway than the original route 
on which negotiations were unsuccessful. 

The timber appraisal for this sale contract shows that the added log trans- 
portation cost because of the necessity of using the alternate route is 67 cents 
per thousand board-feet. If this amount is applied to the estimated volume of 
timber in the area which might logically go to market over this road system 
(874.2 million board-feet) the added transportation costs would amount to a 
potential loss in stumpage values of about $586,000. This potential loss is offset 
in part by decreased right-of-way and construction costs on the alternate route, 
and by the fact that the alternate route can be used as a means of access to 
timber in another drainage estimated by the Forest Service to be 325 million 
board-feet. 


Deer Creek-Little Creek-Day Creek right-of-way, Mount Baker National Forest 

Lack of access has seriously hampered operations in the Deer Creek-Little 
Deer Creek-Day Creek drainages in the Sauk and Baker River working circles 
of the Mount Baker National Forest. The two main access road systems into 
this timver are owned by the Puget Sound Pulp & Timber Co., Bellingham, 
Wash., and the Forest Service has been unable to negotiate permanent rights- 
of-way with the company. The Forest Service has estimated that about 750 
million bourd-teet of timber might logically be moved westward to tidewater 
over the privately owned Deer Creek access-road system, and that an estimated 
500 million board-feet might logically go to market over the privately owned 
Day Creex access-road system. ‘lhe alternate transportation is a circuitous 
route eastward to a railroad reload. Use of this alternate route would cost 
about $5 per thousand board-feet more than the cost over the more direct routes 
and the vaiue of the Government stumpage would be reduced accordingly. 

In 1954 a beetle epidemic in the Deer Creek-Little Deer Creek drainage made 
it necessary to undertake the harvest of 70 million board-feet of infested timber. 
Although alternative routes were considered, studies by forest office personnel 
indicated that the most economical and direct route for this timber was down 
Deer Creek to the 17-mile privately owned Deer Creek access road, mentioned 
above, then on to a public road to tidewater mills. 

After the alternatives had been analyzed the Forest Service sought to secure 
a permaienut agreement for use of the privately owned road. This objective was 
not attained, however, and on February 3, 1955, the region entered into a tem- 
porary road use agreement with the Puget Sound Pulp & Timber Co. This 
agreement permits removal of only 100 million board-feet of timber, about 13 
percent of the total national forest timber that could logically move over the 
Deer Creek Road system. Under the agreement timber purchases are required 
to pay the company $2.50 for each thousand board-feet hauled over the road. 
At this rate the total cost for the 100 million board-feet would amount to 54 
percent of the $460,000 road replacement value as estimated by the Forest 
Service. The agreement neither granted the Service any equity in the road 
nor did it include provision for future use to remove the remaining 650 million 
board-feet of timber in the area. It is probable that the road owner retained a 
competitive advantage in bidding on the national forest timber within the 
drainage area. 

This temporary agreement was justified by the Forest Service as necessary 
for the prompt harvest of the infested timber in the area. However, the first 
sale was not made until September 1956, 18 months after the road agreement 
became effective. The road owner was the successful bidder for the 38 million 
board-feet sold. The principal species were purchased at the appraised values 
and the minor species at 5 cents per thousand board-feet over the appraised 
value. 

Cedar River watershed right-of-way, Snoqualmie National Forest 


The Cedar River watershed area in the Snoqualmie National Forest is another 
area where the Forest Service is having difficulty in carrying out timber-sale 
programs. Attempts to negotiate an adequate right-of-way over roads owned 
or controlled by the city of Seattle have been unsuccessful. These right-of-way 
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problems were considered during hearings held by the Joint Committee on 
Federal Timber in Seattle during November 1955. 

Seattle obtains its water supply from the Cedar River watershed, which lies 
partially within the boundaries of the Snoqualmie National Forest. In the 
interest of assuring an uninterrupted maximum supply of pure water the city 
has followed a poiicy of restricting who may log in the watershed. The city 
is able to do this through its control of the only feasible hauling road into the 
drainage. The Forest Service owns about 24 percent of the land in the water- 
shed drainage area and about 46 percent of the timber (estimated 841 million 
board-feet). The present estimated annual allowable cut from the national 
forest lands is about 9 million board-feet, but there is a possibility this will be 
increased following completion of a reinventory of the timber underway in 
1957. 

The city now owns about 73 percent of the land in the watershed area, and 
its objective is the eventual complete ownership of all the land in the area. 
Provisions for achieving this objective include the 1945 Cedar River watershed 
agreement between the city and the private timber owners in the watershed 
area. The agreement provides, in part, that the owners will turn over to the 
city without charge such lands as they owned in the watershed upon completion 
of logging, and will deed to the city certain cutover lands outside of the water- 
shed which could be used by the city to exchange for Forest Service lands within 
the watershed. 

The city has consistently taken the position that purchases of national forest 
timber within the watershed must meet the conditions of the Cedar River water- 
shed logging agreement in order to qualify for use of city owned or controlled 
roads. ‘this requirement in effect restricts the sale of national forest timber to 
the operating companies within the watershed. There are now only 3 principal 
companies involved, 2 of whom operate jointly in the area. 

We understand that much of the estimated 841 million boarJd-feet of national 
forest timber in the watershed is mature and should be h rvested and that a 
large volume of beetle-killed and windthrown timber in the watershed (esti- 
mated to be 3 to 5 million board-feet) is rapidly « etcricr:ting onl constitutes 
a source of danger to other timber in the watershed because of increased fire 
hazard and possible further beetle infestation. 

Sales of national forest timber in the watershed from August 1941 to June 
1951 amounted to 75,513 thousand board-feet. All of these sales were made to 
the operators that were parties to the Cedar River watershed logging agreement. 
The last timber proposed for sale was advertised in calendar year 1951 but was 
postponed because of protests received from other operators. This sale involved 
about 60 million board-feet of national forest timber, and the sale was laid 
out and planned to provide integrated cutting of the national forest timber 
with cutting areas in the adjacent city-owned and privately owned timber lands. 

During the period 1952-57 the Forest Service, city of Seattle, and the 
private operators in the watershed area proceeded with the development of a 
cooperative sustained-yield agreement for the watershed area under the Sus- 
tained Yield Forest Management Act of March 29, 1944 (16 U. 8. C. 583-5831). 
However, a Department of Agriculture policy decision in May 1957 included 
the statement that it would not be wise under present intense demands to 
establish selected preferences for noncompetitive purchase of national forest 
timber. The Department therefore announced it was terminating considera- 
tion of further establishment of cooperative sustained-yield units in the fore- 
seeable future. Pursuant to this policy decision the city was advised by the 
Forest Service that no further consideration will be given to the development 
of a cooperative sustained-yield unit covering the Cedar River watershed. 

Periodically the Forest Service has renewed attempts to obtain rights-of-way 
over the logging road system into the watershed area to harvest national forest 
timber but has been unable to negotiate satisfactory arrangements. In Septem- 
ber 1957 we found indications that the city is now agreeable to working out an 
agreement that will permit the harvesting of national forest timber in the 
watershed if assurance can be given that sanitation and fire prevention require- 
ments of the city will be observed by purchasers of national forest timber. 
However, the city pointed out that while they own the roads on city l»nds the 
Cedar River watershed logging agreement provides that the fee for the use 
of the ronds has to be worked out with the private operators in the watershed. 
Although the road system is predominantly on city-owned land it has been con- 
structed or improved and is maintained by the private operators. 
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STATE OF WASHINGTON, 
EMPLOYMENT SEcURITY DEPARTMENT, 


Longview, Wash., December 6, 1957. 
Mr. ALFRED L. WEEKS, 


Radio Station KWLE, 
Longview, Wash. 
Dear Mr. Weeks: The following information is submitted in response to your 
request for a comparison of the unemployment claims load in 1956 and 1957: 


Average number of benefit claimants per month 


1956 totals 1957 totals | 1956 totals 1957 totals 
~ = 


MEET. 3. ~ Scteccens 1, 058 1,961 || July__.--- be Ase 247 | 556 
February_...._..... 1; 450 1,881 || August..............- 321 473 
Pp tdiwennkebbses 1, 503 1,311 || September __-.____--_- 264 | 1, 741 
TE inn in eckeentiota ee . 77 894 || October. -___-_- seh 359 965 

ised ke 235 | 723 || November...._______-| 594 1, 042 


BGO a tia os cas ae 310 | 594 ||| December. ---_...---- 939 |- 


Rate of State-insured unemployment to average covered employment 


pain " _ siaincencicamtniansepeiensianiineie — aeeenae 





| | 
| 1956 per- | 1957 per- | | 1956 per- 1957 per- 
centage centage centage centage 
| 
January --- 5.6 pb AD aU dha 4ukcineer oy 1.3 2.4 
February 7.6 8.7 || August ee 1.4 2.6 
March .-.--- 7.8 6.2 || September 2.3 | 6.5 
April_- 2.6 4.3 || October. --_--- 1.9 | be 
May...-. 1.2 3.3 || November 3.5 6.3 
June -. 1.4 2.5 || December- 5.1 | 


Yours very truly, 
Fevix Kine, Manager. 


County oF CLARK, STATE OF WASHINGTON, 
Boarp oF CoUNTY COMMISSIONERS, 
Vancouver, Wash., January 17, 1958. 
Hon. RtcHARD NEUBERGER, 
United States Senator, 
Senate Office Building, 
Washington, D.C. 


DeAR SENATOR NEUBERGER: Attached is a copy of the resolution adopted by the 
southwest district of the Washington State Association of County Commission- 
ers, at their regular meeting in Vancouver, Wash., on January 15, 1958. 

As the resolution states, we urge that you give your full support for the early 
passage of S. 1136, in this session of the Congress. 

Very truly yours, 
Jim WORTHINGTON, 
Vice President, Southwest District Washington State Association 
of County Commissioners. 


RESOLUTION 


It is hereby resolved, That the Southwest Washington Commissioners’ Asso- 
ciation of the State of Washington endorse and support S. 1136. 

We feel that all counties in the State of Washington will benefit from and 
receive financial help through access to the Federal timber stands. 

We urge that the Congress give full support and early passage of this bill. 

Dated this 15th day of January 1958. 


SoUTHWEST WASHINGTON ASSOCIATION OF 
CouNTY COMMISSIONERS, STATE OF WASHINGTON, 
C. F. GARDNER, President. 
JiM WoRTHINGTON, Vice President. 
Sipney C. Parker, Secretary. 
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Senator Gore. The Chair would like to express appreciation to all 
par who have testified, and also to the people who have patiently 
istened to the presentations before this committee. 

Hearings on S. 1136 will be continued tomorrow and the next day 
in Lewiston and Missoula and resumed in Washington on January 8. 

The committee will stand adjourned. 

(Whereupon the hearing adjourned at 4:20 p. m.) 
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FRIDAY, DECEMBER 13, 1957 


CoMMITTEE ON Pusiic Works, 
Untrep Srates SENATE, 
SUBCOMMITTEE ON Pusiic Roaps, 
Lewiston, Idaho. 

Present: Senator Albert Gore, chairman, Senator Henry Dworshak, 
and Senator Frank Church. 

Also present: Congresswoman Gracie Pfost, Theo. W. Sneed, chief 
clerk of the subcommittee, Robert Wolf, special consultant to the sub- 
committee. 

(Pursuant to recess at Seattle, Wash., on December 12, the hearing 
convened at 9 a.m. in the Spanish Room, Lewis & Clark Hotel, Lewis- 
ton, Idaho, Senator Albert Gore, chairman, presiding. ) 

Senator Gore. The committee will come to order. As chairman 
of the Senate Subcommittee on Public Roads, I have devoted this 
week to the conduct of hearings in the northwest and the west on the 
problems of highway development. Our hearings have centered par- 
ticularly on forest highways, but the hearings have been open to any 
official or any citizen to present any view he or she may wish to ex- 
press regarding this immense highway program. We even had one 
witness over at Portland the other day who opposed highways at a 
particular place. He lived at a tourist center which catered to a par- 
ticular type of tourist who preferred not to travel by highways but 
to go into the wilderness and proceed in the wilderness and he didn’t 
want that disturbed by construction of highways. 

Now, I don’t know that we will have a witness like that here today. 

I would like to say in the beginning that I think it is important to 
our democratic process of government to take government to the 
people. We have a tendency, propelled by events, toward centraliza- 
tion in Washington. Some of it is necessary. But unless the high- 
way program works well in the 48 States and in the communities of 
the 48 States, then it isn’t going to work well at all, because our Nation 
is made up of the various communities. 

The interlocking and the interdependency of the welfare of the 
various States and communities of the country is something to which 
the highway program will make a great contribution. 

Now, right in the beginning I will say that plans have been made 
for us to fly over the route of the Lewis and Clark Highway this after- 
noon. I consider it more important, however, for the people in this 
State and community to have an opportunity to express their views 
than for me and the staff of the committee to see the highway. So, 
though we have a very long list of witnesses, and we hope that each 
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witness will be mindful of the desire of others to be heard and the 
limitation of time upon us, nevertheless all will be afforded an oppor- 
tunity to be heard if I have to wait until tonight to leave. We will do 
the best we can to afford every citizen an opportunity to express his 
views. 

Now, I am honored indeed to have two of my distinguished col- 
leagues in the Senate, and close personal friends, at the committee 
table, and also the distinguished Congresswoman from the district, 
Mrs. Pfost. I want to afford each of them an opportunity to make 
any preliminary remarks they would care to make before we begin 
the hearing. 

The first witness will be the Governor of the State. Senator 
Dworshak ? 

Senator DworsHax. Thank you, Mr. Chairman. I shall not make 
any formal statement at this time. I desire to express my sincere 
personal appreciation to you as chairman of this subcommittee for 
arranging this hearing. 

For many decades the people in northern Idaho have been hoping 
and praying and dreaming that the Lewis and Clark Highway would 
be completed so that we would have an important transportation out- 
let from east to west in this section of the State. I have been greatly 
enheartened during the past few years to observe the growing inter- 
est in the completion of this project, and today this splendid attend- 
ance with this distinguished list of witnesses would indicate that there 
is complete unanimity in this area, and I am sure that your presence 
here, and as a result of this hearing, there will result an impetus which 
will insure completion of this project not 5 or 10 years hence, but with- 
in the next few years, and I certainly trust that you will leave Idaho 
with a profound understanding of our highway problems as they affect 
our forests. 

I might say that in our State there are 20 million acres of United 
States forest lands, to show you the importance of that to the economy 
of our State, and I feel that if we can insure the continuance of this 
momentum we shall devise some plan which will supplement the funds 
which have been allocated during the past few years for construction 
of this project and that we may by 1960 see the completion of this 
important highway. 

Again, I express my appreciation to you and to your staff. 

Senator Gore. Thank you, Senator Dworshak. I hope I will be 
permitted a word. Senator Dworshak and I entered the House of 
Representatives together. We served on committees together in the 
House of Representatives, and now sit together on the Atomic Energy 
Committee in the Senate. So I know you will appreciate the warm 
personal friendship that exists between Senator Dworshak and me. 

One of the young men who has—well, I won’t say one of the young 
men—the young man who has made the finest impression in his first 
term in the Senate since I have been there is my distinguished colleague, 
the junior Senator from Idaho, Senator Church. 

Senator Cuurcn. Thank you, Mr. Chairman. I would simply like 
to say at the outset this morning that I want to underscore and con- 
firm, if any confirmation were needed, the remarks of my colleague, 
Senator Dworshak, with respect to the hearing this morning and the 
importance of the subject matter to all of central Idaho. 
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I want to say, too, that we are all appreciative of your coming. We 
want to welcome you to Idaho and we want to thank you for the time 
and interest that you have shown in coming here with your committee 
to study the access roads problem in particular and the Lewis and 
Clark Highway problem and its etnies that has so long been a 
matter of great importance to the economy of central Idaho. Thank 
you for coming and welcome to Idaho. 

Senator Gore. Thank you, Senator Church. I don’t have to elabo- 
rate to you gentlemen upon the outstanding qualities of Congress- 
woman Pfost. They are pleasing to see. In addition to these qualities 
that are pleasing to the eye, she has many qualities that are pleasing 
to the better instinct of all mankind, especially her interest in pro- 
grams of social progress, and community and national betterment. It 
is indeed a pleasure to sit at the table with this distinguished Repre- 
sentative from your State, and now we would like to hear any prelimi- 
né ao remarks she would like to make. 

ongresswoman Prost. Thank you very much, Senator Gore. I, 
too, would like to join with my colleagues in welcoming you and your 
committee staff to Lewiston. I am sure the warm reception you re- 
ceived last night is indicative of the interest that the people here in 
this community have in seeing a person of your stature come here to 
get first hand the problems that we have and to see first hand the 
area itself. 

We are particularly appreciative, Senator Gore, that you are going 
to fly over the missing link in the Lewis and Clark Highway this 
afternoon. My husband and I had that privilege a couple of years ago, 
and we have made a little progress on that missing link since that time, 
and we are down, as you know, now to approximately 13 miles. 

I particularly, Senator, would like to call attention to the fact that 
Tam the coauthor of a bill which you have under consideration today 
regarding forest access roads. My bill is H. R. 4616 an identical bill 
to the one that is under consideration, and I should like to stress, of 
course, that I am hopeful this next year that not only the Senate but 
the House will act favorably upon these bills and that we can go for- 
ward with our access roads here in Idaho. 

I don’t need to tell you how very much we are losing in this area 
with regard to the funds. I am very much concerned about the trend, 
particularly the formula change, that has come with regard to the 
forest highways. 

Last year, in the year 1956, Idaho counties were shortchanged about 
$171,587 as a result of these changes, and in fiscal 1957, $760,000. 
Therefore, I feel that we should take a new look at these formulas and 
attempt to get the money back where the forests are. 

I also would like to call your attention, Senator, to the fact that the 
First Congressional District of Idaho has a greater national forest 
area than any other congressional district in the United States. It 
is No. 1. Therefore, it is of primary importance to the residents of 
Idaho. 

Again, thank you very much for coming, and in true western style, 
“Welcome, podner.” 

Senator Gore. Thank you very much, Congresswoman Pfost. 

The first witness will be the distinguished Governor of Idaho, 
Governor Smylie. 
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STATEMENT OF HON. ROBERT E. SMYLIE, GOVERNOR OF THE 
STATE OF IDAHO 


Governor Smyuiz. Senator Gore, Senator Dworshak, Senator 
Church, Congresswoman Pfost, it would be vastly difficult, Senator, 
to add to the wholesomeness of the welcome that has already been ex- 
pressed, and for that reason I shall delete from my prepared statement 
the carefully worded message of welcome which I hope to address to 
you. Suffice it to say that we are most flattered and honored that you 
would come to Idaho and to the Lewiston and Clarkston Valley for 
the purpose of visiting with us about our problems. 

I have handed to the clerk of the committee a prepared statement, 
which I think is being made available to the members of the com- 
mittee, and I would appreciate it if that statement were to appear in 
the record as submitted. 

Senator Gore. It will. 


Governor Smyuie. In the interest of time I will delete some para- 
graphs from it. 


(The witness read in part from his prepared statement, which is as 
follows :) 


Senator Gore, Senator Dworshak, Senator Church, Representative Pfost; As 
Governor of Idaho it is a privilege and pieasure to welcome this subcommittee 
to Idaho and to the Lewiston-Clarkston Valley. I am especially pleased that 
Senator Gore has made time available to me personally to give my views with 
respect to the forest highway and public-lands highway problems now confronting 
us, and especially to urge the committee to recommend to its parent group the 
early authorization and appropriation of funds which will permit completion of 
the so-called Lewis-Clark Highway at the earliest. possible time. I desire to 
publicly express my thanks to Senator Gore’s staff for their courtesy in arranging 
for this appearance. 


ForEST AND PusLic LANDS HIGHWAYS 


Idaho is one of the public-lands States of the Mountain West. Upward of 
66 percent of the surface of Idaho is publicly owned. The forest and public lands 
of the Federal Government account for 38 percent of the surface of Idaho. 

At the time of statehood, the grants made by the United States to the Territory 
in support of our public institutions were thought to be most generous. But since 
that time the ownership of the United States has increased substantially, the 
technology of the Nation has become increasingly complex and the costs of ad- 
ministering government over an extremely broad area have risen precipitously. 
Especially has this been true in the field of highway construction. The fact of this 
immense Federal ownership alone makes the obligation of the United States to 
assist us in highway construction through its forests and public lands logically 
unavoidable. 

Idaho is a huge State. From our north border which touches British Columbia 
to the southern border with Nevada the distance is almost exactly the distance 
from Washington, D. C., to Atlanta, Ga. East and west the distance between 
our borders would reach from Baltimore, Md., to Columbus, Ohio. The State 
covers 83,557 square miles and our altitudes vary through some of North 
America’s ruggedest mountains from 780 feet above sea level here at Lewiston 
to nearly 13,000 feet on the peak of Mount Borah in the Lost River Mountains. 

To say roadbuilding through this rugged terrain is necessarily a slow, difficult, 
and money-consuming enterprise is an understatement. 

Locked in these mountains for want of transportation media, is an incompar- 
able resource in close to mature, uncut timber. There are mineral resources yet 
untapped that will stagger the imagination of chemists yet to be born. The 
recreational values found in our earefully nurtured and protected wildlife re- 
sources are a storehouse of outdoor pleasure increasingly used by all the United 
States. 

For these reasons it is of extreme importance to Idaho and the whole North- 
west that the forest-highway appropriations be maintained at least at the level 
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of current authorizations and that the public-lands highway authorizations and 
appropriations be increased sharply upwards. 

It is a source of regret to Idaho that the last Congress did not appropriate 
the entire authorized sum for forest highways. We are hopeful that these au- 
thorizations and appropriations can be increased dramatically, and soon. 

I have asked the chief engineer of the Idaho Department of Highways to dis- 
cuss this subject thoroughly in his presentation. 

For the present purpose let it suffice to say that there are many forest-highway 
and timber-access roads that we need and need badly. The great forest re- 
sources of the North Fork of the Clearwater River run are but one example. 
A road from Boise via Lowman and Bear Valley through the Sawtooth and 
Boise National Forests to Stanley Basin would unlock vast areas of timber for 
economic utilization by the south Idaho timber industry and would constitute a 
scenic highway literally without peer in all America. 

While I cannot emphasize too strongly the need for increased authorization 
and appropriations for forest and public-iands highway and timber-access roads, 
T shall now leave that subject to later testimony by the engineers. 


THE LEWIS-CLARK HIGHWAY 


A century and a half ago the Lewis and Clark party passed this way on their 
historic exploration of the Northwest. They found this route over the moun- 
tains and followed it because even then it offered the least difficult east-west 
passage. The fact that the first route traveled by white men will be the last 
transcontinental route to be opened to traffic is and I think will remain one of 
the anomalies and ironies of history. For 40 years now the people of north- 
central Idaho have worked diligently in an attempt to secure a highway over the 
Lolo Pass. Today we are 13 miles short of punching that road through. 

To open the road to all kinds of transcontinental travel would require a single 
appropriation of only $84 million. To punch through the remaining 13 miles 
might cost as little as $314 million. 

I firmly believe that it is in the interest of the entire Northwest, and the whole 
United States, that this road be opened to traffic at the earliest possible time. 

Using the language of river-dam construction with which you are so familiar, 
Senator Gore, I think it can safely be said that the cost-benefit ratio applicable 
to this $8 million road would be at least 4 times as favorable as that which 
is applicable to any river project authorized and constructed by the United 
States in its history. As a matter of fact, the Congress has an opportunity for 
service here in terms of economic benefits for the whole country which has been 
unmatched since the construction of the turnpike through the Cumberland Gap 
was authorized in the early days of the Republic. 

For that reason I urge your group to recommend to the full Public Works 
Committee that $8% million be authorized and appropriated in the next session, 
in addition to the annual forest and public-lands highway appropriations, in 
order that this much needed highway can become a valuable asset to Idaho, the 
Northwest and the United States within the next 2 years. 

The case for speedy authorization and construction of the Lewis-Clark High- 
way is clear and compelling. 

The Governors of North and South Dakota, Montana, Wyoming, Oregon, 
and Washington joined with me in a declaration of support for this proposal 
dated at Williamsburg, Va., last year. This declaration was forwarded to Sen- 
ator Chavez, chairman of your full committee. 

The entire Northwest delegation to the Congress has been strong in support 
of Senator Magnuson’s Senate Joint Resolution No. &8. 

The Inland Empire Waterways Association, recognizing the fact that construc- 
tion of this highway and the navigation dams on the lower Snake and Colum- 
bia would join a road and river in a manner that would literally transform the 
economy of the Mountain West, have made the construction of this road one of 
the high priority projects of the association. 

The Portland, Oreg., Chamber of Commerce, together with nearly all of Idaho’s 
chambers and business groups reaching all the way to the Twin Cities have 
urged immediate construction of the project. Of course, support of the road is 
strong in the business community of the Columbia basin in Washington and 
Oregon. 
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ECONOMIC CONSIDERATIONS 


An adequate system for the transportation of persons and property in the 
intermountain area requires construction of this road. The constant diminution 
of passenger service by the railroads, and increasing freight charges make it 
necessary that alternative methods of transportation be developed. Between 
Plummer, Idaho, 100 miles north of here and Boise, 300 miles south of here, 
Lewiston is the only point of departure for regular railroad passenger service 
still remaining. This proposed route would shorten mileage between the 
north Pacific cities and north central points in the Midwest by as much as 100 
miles. The road is so badly needed as an additional artery of traffic that the 
revenues accruing from its use to the several States and the United States 
would repay its construction cost in a very few years. 

Permit me to invite the committee’s attention to the outline map which ap- 
pears as appendix A to this written statement. You will note on the map that 
U. S. No. 10 traverses north Idaho through Coeur d’Alene. That road is the 
last east-west link across the State until you are as far south as U. S. No. 30 
at Boise. The distance from Boise to Coeur d’Alene is 400 miles. I think it 
ean safely be said that there is no stretch of country in all America where such 
an expanse of distance north and south occurs without an east-west highway 
connection. 

This forgotten 400 miles is desperately in need of adequate transportation 
if it is to measure up to the majesty of its opportunities. Quick construction of 
the Lewis-Clark route would fill this requirement. 


A RECREATION RESOURCE 


While it would be speculative to attempt to set a dollar value on this proposed 
new highway as an attraction to America’s increasingly outdoor minded people, 
it can safely be asserted that this route would initially attract a tremendous num- 
ber of tourists and that those numbers would increase geometrically as the years 
go by. Add to the fabled history of the Lewis-Clark route across the Lolo Trail 
some of the most beautiful mountain scenery in America, the lure of the Lochsa 
River as a trout fisherman’s paradise, the magnificence of the Selway for big game 
hunting, and the adjacence of the highway’s route to America’s largest remaining 
wilderness area, and you conjure up a tourist attraction that would be superior 
to anything outside our national parks, and to much that is found inside them. 

Over there on the easel is a picture which shows you Windover Ridge where 
the Lolo Trail drops down to the Lochsa River. The Bitterroot Mountains in the 
background guard the approaches to the Wilderness area along the River of No 
Return. This is some of the country you will see this afternoon. 

Economic benefit to this immediate area may not be of great concern to the 
committee, but I believe it is relevant to say that we estimate that this road 
would produce from tourist business alone at least $5 million of added annual 
income for this area. 


THE HIGHWAY AS A CIVIL-DEFENSE ROUTE 


During the Federal Civil Defense Administration’s Operation Alert, 1957, it 
became very clear that construction of the Lewis-Clark Highway may be a mat- 
ter of simple survival for much of the Northwest. Had the hypothetical condi- 
tions on which the defense alert was founded actually existed, this route over the 
mountains would have been the only route not closed by dangerous fallout for a 
considerable period of time. 

The completion of the Lewis-Clark Highway is, therefore, a vitally important 
contribution to the civil defense of the Northwestern States for the following 
reasons: 

1. As an evacuation route for the Spokane and north Idaho area, this route 
would be free from heavy fallout in most situations. 

2. As an added and shortened route for rendering assistance from central and 
eastern Idaho to north Idaho and Spokane. 

8. As an added route for rendering assistance from Montana and Utah into 
north Idaho, Spokane, and the Hanford area. 

4. As an added evacuation route from the Hanford area into Idaho and 
Montana. 

The Weather Bureau has computed wind data and fallout patterns over a 
5-year period. These data show the percentage probability of fallout during 
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the first 12 hours following the detonation of a nuclear weapon, at various dis- 
tances and directions from the point of detonation. 

These computations indicate that the fallout probability for the first 12 hours 
where Portland, Seattle, Spokane, and Hanford are detonation points, would re- 
quire for the safety of Northwest populations that additional usable east-west 
routes of evacuation and assistance be developed. 

The use of the highway as an artery of military transport is also obvious. 


THE FISCAL PROBLEM OF CONSTRUCTION 


The Lewis-Clark route is designated properly as Idaho Forest Highway 
Route 16. To date, approximately $7.4 million has been expended on its con- 
struction. Nearly all of this money has been money that was appropriated a 
little at a time by the United States. 

Eight and a quarter million dollars of work performed now will produce a 
hew transcontinental highway route of adequate modern standard. A road 
can be punched through the remaining mileage at about half that cost. How 
ever, I would submit that $4 million is such a small amount of money, when 
compared with other massive appropriations made by the United States, that 
the safety of the traveling public argues most strongly for doing the whole 
job right and completely at one time. When the contracts presently underway 
on the road are completed, no physical barrier will exist that would bar doing 
the whole remaining job of construction at one time under two contracts, one 
at each end of the road. 

Our department of highways informs me that design and engineering for 
the entire route is virtually complete, and that, if an appropriation were made 
in the next session of Congress, the road could be a reality by midsummer 
of 1959. 

Let me emphasize that this is not a new responsibility which we seek to have 
the United States assume. This is an obligation as old as the Federal forests 
which exist in this congressional district in greater degree than in any other 
congressional district in the United States. Historically and logically, this is 
the duty of the United States. The question is not whether the United States 
will build this road; that, they are committed to do. The real question is when 
they will do it. Economics, defense, public convenience and necessity do it. 
Economics, defense, public convenience and necessity all argue most strongly 
that we Should do the whole job now. 

The United States will appropriate the funds for construction of this road 
in any event. It is totally within the forest of the Federal Government. Exist- 
ing doctrine recognizes that it is a Federal responsibility. If the route is built 
in bits and pieces under the present authorizations, it may take as much as 
8 or 10 years. In those 8 years, construction costs will have climbed measur- 
ably under the impact of the construction of the Interstate System. To build 
the highway now with a single-shot appropriation could conceivably save the 
United States as much as $4 million in money which the Congress would ulti- 
mately have to appropriate. 

I therefore urge you to recommend immediate passage of Senator Magnuson’s 
resolution, or similar legislation, and that you recommend to the Committee 
on Appropriations that $8.25 million be appropriated in the next fiscal year for 
the specific purpose of completing the remaining 13 miles of this transcontinental 
route. This appropriation should be specific and in addition to the usual annual 
forest and public land highway appropriations. 

I have every reason to believe that should the Congress take this action, 
these proposals would meet with favor in the executive branch of the Federal 
Government. 

CONCLUSIONS 


Permit me in closing to express my thanks to the subcommittee for your 
courteous attention. Should you desire to have additional testimony from me, 
or my staff, I shall deem it an honor to come to Washington to express my 
views. You have honored Idaho and the Northwest with your presence and 


we most warmly invite you to return on some occasion when we can more 


adequately exhibit the charms of this ruggedly beautiful land of ours. 
Respectfully submitted. 


Rospert BE. SMYLIE, 
Governor of Idaho. 
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APPENDIx A 
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Senator Gore. Thank you. I would like to ask 2 or 3 


3 questions of 
you, Governor. You have presented an able and arresting statement. 


I notice on page 3 of your statement you say that it is of extreme im- 
portance that the forest highway appropriation be maintained at 
least at the level of current authorization. 

Now, the current authorization for forest highways, I believe, is 
$27 million per year. We have been holding hearings on Senate bill 
1136, to which a companion bill has been ‘offered in the House by 
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Mrs. Pfost. This bill would raise the annual authorization to $50 
million per year. Do you think the current authorization—you sa 
it is important to continue them at the present level—do you thi 
it is advisable that Congress favorably consider S. 1136 to increase 
the authorization to $50 million a year? 

Governor Smyuie. Well, I would have to be frank to admit that 
I don’t believe I have read the bill, Senator, but I can say this: that 
I believe the present authorization for forest highways construction 
is too low and ought to be increased. 

This I think because, and this I think is a sentiment that I share 
with other governors in public lands States, that the emphasis which 
is natural in the public mind on the construction of the Interstate 
System will have a tendency to detract from the attention that we 
think should be paid to the construction of the forest highway system 
which I believe the Bureau of Public Roads tells us would take 
50 years to construct, or thereabouts, at the present rate of 
authorization. 

Senator Gore. I believe Mr. Cliff of the Forest Service testified in 
Albuquerque Monday before this subcommittee that at the present 
rate it would require 120 to 150 years to complete the forest highways. 

Then though you have not read this bill and may have not reached 
a conclusion as to the exact amount of authorization that is needed, 
you do testify, as I understand you, that you do not think the present 
authorization is sufficient. 

Governor Smyuiz. I don’t believe it is adequate and I think it should 
be increased, and dramatically. Fifty million dollars might be the 
figure. 

Senator Gore. Now, we have another problem. The Bureau of the 

Budget, the President’s Bureau, recommended an appropriation of 
only $24 million, though the authorization is $27 million. I would 
like to say to you that you have my cooperation in trying to budge 
the Budget Bureau on to recommend the full authorization this next 
year. 
Co Smytie. I can remember times when the Congress has 
ottfridden the Budget Bureau, Senator. But I do think, and I be- 
lieve that I had a very successful time in convincing Mr. Brundage 
that perhaps in this area he made in error, and I am hopeful that 
the statement that I made in conclusion of my testimony with respect 
to this appropriation was correct and it eta find favor. 

Senator Gore. He made one in my area, too. 

I notice you express a great interest in tourists coming to the State 
wid place a high value upon tourists. Perhaps you would pardon 
me if I refer to the fact that more people visit the Smoky Mountain 
National Park, which hes astride the border between Tennessee and 
North Carolina than any other of our national parks, so the people 
I represent in Tennessee likewise appreciate the value of tourists. 
Indeed, we think that a tourist is worth as much as a bale of cotton 
and much easier to pick. 

Governor Smyuie. It might please you, Senator, to know that you 
picked one of them from Texas, my brother-in-law who has a place 
in Roane County. 

Senator Gore. Well, Governor, we are holding hearings along with 
the general problems on the bill, 8. 1136. I will ask the clerk of the 
committee to supply you with a copy. 
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Governor Smyuie. He has done so. 

Senator Gore. The hearings on this bill and other highway prob- 
lems generally will continue in Washington in January and if you 
have specific recommendations or views which you would be willing 


to submit with respect to this bill, then the committee will be glad to 
have them. 


Governor SMytir. At your leave, Senator, I should like to forward 
a written statement. 
(The statement referred to is as follows :) 


STATE OF IDAHO, 


Boise, December 27, 1957. 
Hon. ALBERT GORE, 


United States Senator, Senate Office Building, Washington, D. C. 

Deak SENATOR GoRE: Pursuant to your invitation to make comment on the 
specific provisions of 8. 1136 I now submit an extension of my remarks at the 
Lewiston, Idaho, hearing in December in the following paragraphs: 

Study of S. 1136 reveals that the provisions of the bill will be of benefit to the 
State of Idaho, and, therefore, I wish to heartily endorse it. 

A major resource of the State of Idaho is the vast areas of forests. Access to 
these areas is of vital concern to the State in order (1) that a continuing planned 
program of harvest may be established, (2) to provide protection of these vast 
resources, and (3) to open back country areas to recreation and other valuable 
uses. Forest development and access roads treated in this bill are a necessary 
part of the transportation network required to accomplish these ends. 

I understand that facts and figures supporting the needs for increased authori- 
zations and appropriations on these roads have been or will be submitted by the 
United States Forest Service who have primary responsibility. (In Idaho 37.9 
percent of the land area of the State is U. 8. Government land in national forests. ) 
However, we have been advised by the Forest Service that at the present rate 
of appropriations, it will take about 140 years to construct timber access roads 
in southern Idaho. This rate is much too slow and will result in great waste 
and loss of valuable resources, both to the Federal Government and the State. 

The proposed 8S. 1136 would increase funds for this purpose from $27 million 
per year to a high of $50 million over a 4-year period. While the $50 million is 
still inadequate, it is a step in the right direction. 

Other provisions in the bill appear to give the Forest Service greater flexibility 
for building a system of roads to best serve the many and continued uses of these 
areas of forest. Further steps are needed in this direction so that maximum 
utilization of these access roads will be assured. 

With kind regards, I am, 

Sincerely yours, 
Rogert BH. SMYLIE, Governor. 

Senator Gort. That will be fine. Now I have one other question 
and then maybe my fellow Senators will have some questions. 

You recommend, I believe you call it a “one shot appropriation.” 
T am sure you recognize that there are two steps in the Congress in 
making money available for a project. The first step is to authorize 
an appropriation. I am not aware that such an appropriation as you 
recommend is now authorized. 

Governor Smyuie. I don’t believe it is, Senator. Senator Magnu- 
son’s resolution, which I believe is Senate Resolution 88 now pending 
before the Public Works Committee, would propose to authorize that; 
and my statement urges immediate adoption of Senator Magnuson’s 
resolution, and then the making of an appropriation follow the 
authorization. 
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(S. J. Res. 88 is as follows:) 


{S. J. Res. 88, 85th Cong., 1st sess.] 


JOINT RESOLUTION eerie the Commissioner of Public Roads to designate and 
construct a highway system to be known as the Lewis and Clark National Tourway 


Whereas the States of Idaho, Montana, North Dakota, South Dakota, and 
Washington have each submitted a memorial to the Congress, and a similar 
memorial is pending in Oregon, requesting that sufficient funds be appropriated 
for completing the construction of the Lewis and Clark Highway which follows 
the general route of the Lewis and Clark Expedition; and 

Whereas the completion of such highway is essential in the public interest 
and in the interest of the national defense: Therefore be it 

Resolved by the Senate and House of Representatives of the United States 
in Congress assembled, That the Commissioner of Public Roads is authorized, in 
cooperation with the highway departments of the interested States, to designate 
and to proceed immediately to construct a system of highways to be known as 
the Lewis and Clark National Tourway which shall extend from Saint Louis, 
Missouri, along the general route of the Lewis and Clark Expedition, through 
Moutana, across Idaho, and along the north bank of the Columbia River, termi- 
nating at Seaside, Oregon. In the planning and designation of such highway 
system the Commissioner shall consider the action, if any, taken by any State 


in designating any highway or highways as part of the Lewis and Clark 
Expedition route. 


Sec. 2. There are hereby authorized to be appropriated such sums as may 
be necessary to carry out the provisions of this Act. 

Senator Gore. This is another matter on which we are holding 
hearings and I have that resolution before me now. As I understand 
it, that resolution, which you recommend, would establish a tourway 
known as the Lewis and Clark Tourway and authorize an appro- 
priation for its construction. 

Governor Smyuie. That is correct. 

Senator Gorge. Well, both S. 1136 and Senate Joint Resolution 88 
would authorize additional appropriations, but the passage of one or 
the other of these would, it seems to me, be necessary to authorize 
a so-called one-shot appropriation. 

Governor Smyutie. I believe in my concluding paragraphs of my 
statement, Senator, I think you will find that at page 13 of my state- 
ment, the last paragraph, I ‘urged you to recommend immediate pas- 
sage of Senator Magnuson’s ; resolution or similar legislation and that 
you then recommend the appropriation of $8.25 million. 

Senator Gore. Yes. I do not have in mind—perhaps you do have 
in mind—just the amount of funds which Idaho received last year, 
from the Forest Service highway and roads appropriation. 

Governor Smyie. I have it in my brief case, but subject to correc- 
tion, | would say about $2.8 million. 

Senator Gorg. I thought it was something near that. What do 

you have generally? Do you have a statement, or in your mind gen- 
erally the disposition or distribution, use of those funds? 

Governor Smyute. About nine projects. I have my State highway 
engineer here if you could let me get some papers. 

Senator Gore. Yes. You appreciate, Governor, that I am trying to 
get some information here. 

(zovernor SMyiiz. The amount of the moneys that were available 
were about two million eight. They were approximately equally 
divided between regions 1 and 4 of the Forest Service. I think there 
are nine different projects involved in this year’s allocation. $800,000 
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of it was the biggest single chunk of it, went to this Lewis and Clark 
Highway project. 

Mr. Bennett tells me that in 1959 the moneys available are 
$2,882,000; in 1958, $3,054,000; in 1957, $2,290,000; and this year’s 
allocation, as the previous ones have been, is spread over the State 
in the various places where projects are needing attention. 

Senator Gore. What kind of projects? 

Governor Smy.iec. Highway projects in the forests. 

Senator Gore. Are they access roads into the national forests? 

Governor Smytir. These are forest highway moneys and most of 
this money goes on highways, State highways that are in the Federal 
forest. 

Senator Gore. Have previous allocations to the Lewis and Clark 
Highway been comparable to the $800,000 ? 

Governor Smytie. I think this is the biggest one save one, Senator. 
I think there was 1 back about 1947 that was in the range of $800,000. 
Last year we put about a half million on the road and then some 
moneys that were made available through the public lands highway 
appropriations in the amount of around $200,000, if my memory 
serves. 

Now, it has been going along at the rate of, it would be a fair 
statement to say, of recent years, a half million to $750,000 a year, 
but we understand that the Congress makes these funds available for 
all of the forest projects and, of course, they have to be spread over 
the great amount of public lands and forest highways here in the 
State. 

Senator Gore. That is true, and, of course, this is not the only 
project in which many people have a great interest. It is a little 
difficult to pass a bill in Congress providing for the immediate com- 
pletion of one to the detriment and slowing down of others. 

Governor Smy.iec. Let me make my position real plain on that, 
Senator. I think it is just as important to the United States and 
the Northwest that this road be completed as that we build McNary 
Dam. It is as simple as that. This is a responsibility of the United 
States. This is something that will benefit the United States and 
this is an appropriate and proper use of the taxing power, the appro- 
priating power, of the United States Congress. 

Senator Gorr. I have found State officials in some of the other 
States disturbed at the change in the formula for distribution between 
the States of forest funds, and particularly were they disturbed that 
this change was made without even the courtesy and consideration of 
consultation. Now, I wonder if you were consulted or if your high- 
way department was consulted before this change in formula was 
made? 

Governor Smyutr. They were not, sir. I think I said that to your 
committee staff. We are always a bit worried when they start fooling 
around with these formulas, because, being a small State and being 
adjacent to a couple of large States, every time they change these 
formulas, we seem to get the small end of it, and I think this has 
something to do with the fact that they have more people beyond 
the mountains than we have on this side. 

But nonetheless, this formula when it was first adopted on the 
50-50 basis, with the new valuation would have hurt us drastically. 
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With the 75-25 formula, we are hurt but not as badly and I frankly 
would say that we have mixed emotions with respect to it. We 
don’t know whether to complain, because it could be worse. 

It will mean less money and I think you take a proper view there. 

Senator Gore. Thank you. It is disturbing to see agencies in Wash- 
ington taking an action that vitally affects the welfare of their States 
without even consulting the States concerned. It may be necessary 
for the Congress to write the formula into law rather than delegate 
the responsibility and authority for the fixing of the formula to various 
agencies, 

Senator Dworshak ? 

Senator Dworsuak. No questions. 

Senator Gorn. Senator Church ? 

Senator Cuurcn. No questions. 

Senator Gore. Congresswoman Pfost ? 

Congresswoman Prost. No questions. 

Senator Gorr. Thank you, Governor. 

Governor Smyuie. Mr. Bennett has furnished me now with a break- 
down that you might like to look at of the use of the forest-highway 
funds in the last allocation and also a little memorandum on the effect 
of the change in formula which we were discussing. 

Senator Gore. Thank you, Governor. Those will be printed in the 
record at this point. 

(The items referred to are as follows :) 

; DEPARTMENT OF HIGHWAYS, 
December 5, 1957. 

To: State Highway Engineer. 

From : Planning and traffic engineer. 

Subject: 1959 forest-highway program, per December 4, 1957, conference. 

Following is a list of forest-highway projects to be constructed with forest- 
highway funds authorized for fiscal year 1959 : 








Project | | Esti- 
No. Route description | Length Route No. | Type | mated 
cost 
5-B3 | Clark Fork Highway... | 14) U.S. 10A Embankment for rail- | $238,000 
| road relocation. | 
49A | Bitterroot-Big Springs 2" | Grade svrface, BST | 80. 000 
52A | Macks Inn-Big Springs_-_--| 5.0 | ; | Base, surface, ready-mix_| 80, 000 
6-B2, | Priest River Road | 12.8] State Highway 57.| Grade route No. 1; ; 100,000 
C2, D2, | | grade, posts, overrun. | 
E2, F2 | 
18 | Elk City Highway--..__-.--| 6.0 | State Highway 14_| Rapapetretetion surface, | 500,000 
| | 3ST. | 
16-A7 | Lewis and Clark Highway: 7.3 | State Highway 9__|_....do____. | 800, 000 
| Syringa Creek-Lowell. 
24 | Banks-Croveh Junction 7.0 | State Highway 17 do ~--| 500,000 
22 | Warm Lake-Point West of | 2.0 ms en iy et aes | PS do | 300, 000 
| Big Creek Summit. | 
| |———-—---- 
Total Daas aa las - |- clearance le .| 2, 595, 000 
Location surveys. ; couse sigieuesonmen s seen ees | 150, 000 
| State contingent..._...__..- babe ubi phan kd ouquaista ks 48 dgaataied. -~ <b jvaeei-s4c0 sh NOOO 
| TOGe.is | | 


The total, $2,927,000 agrees with a figure recently supplied by Washington. 
It represents the State 1959 forest highway apportionment $2,882,854 less 10 
percent Washington Bureau of Public Roads contingency plus previous unused 
Washington Bureau Public Roads contingent balances. The above tabulation 
was checked today with Ed Jordan, Bureau of Public Roads. 
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If any considerable surpluses result from contract underruns, etc., the de- 
partment of highways requested that it be applied to providing a bituminous 
surface on Forest Highway 25, State Highway 21, Lowman South to end of pres- 
ent bituminous surface. 


N. F. McCoy, Planning Officer. 
DECEMBER 6, 1957. 
Errect oF NEw APPORTIONMENT FORMULA OF ForEST HIGHWAY FUNDS ON IDAHO 


Historically forest highway funds have been apportioned among the States 
based on a formula of 50 percent area of national forest lands and 50 percent 
value. 

For many years the value of these lands has been pegged at a specific figure. 
A recent reevaluation of the national forests has been made and considerable 
change is noted over previous values used. The following tables indicate the 
relative differences : 


| i 
| Based on old |Based on new! Increase (+) 
jvaluation 1958) valuation 1959) or decrease 








State | apportion- apportion- |(—) from 1958 
| ment 50-50 | ment 75-25 apportion- 
ment 

Idaho ; a ne eee eae! | 3,054,441 | 2, 882, 954 —171, £87 
Montana__ pu S1 Lites Luli Debbie be ohelian dette oa 2, 391, 346 2, 248, 368 — 142, 978 
Oregon___- i nocecoearensessenee sere] 4, 182, 640 4, 306, 115 | +173, 475 
Washington_- or aa ra one eSeD 2, 085, 098 2, 908,417 | +413, 319 








Comparison of apportionment of forest highway funds for fiscal year 1959 if 
based on formula of 50 percent area and 50 percent value with apportionment 
as actually made based on formula of 75 percent area and 25 percent value. 


Based on new |Based on new! Paes (+) 








| 
valuation valuation or decrease 
State | 1959 50-50 | 1959 75-25 (—) from 
formula | formula 50-50 

| | dal formula 1959 
i lag a | 2401,076| 2,882,854 +481, 778 
I ee te ks sc, ela ete | 1'736,090 | 2. 248, 368 +512, 278 
Oregon. ea eee a ee ee ead 6, 151, 766 4, 306, 115 —1, 845, 651 
WwW ashington Ea pies ite tdbhacnen baw a nites es eee onak ote 3, 388, 947 | 2, 498, 417 —890, 530 





These figures indicate that Idaho will receive approximately $171,500 less 
than would have been anticipated under old formula with old valuation. They 
indicate, however, that we are getting approximately $481,800 more than would 
have been expected with old formula and new valuation. 

This formula is arrived at by the Secretary of Commerce. We have been told 
that it was a joint agreement of Bureau of Public Roads and United States 
Forest Service. 

Governor Smyuie. Thank you, Senator. 

Senator Gore. Thank you, sir. Senator Dworshak, would you 
like to present a statement ? 

Senator DworsHak. No. 

Senator Gore. Senator Church, do you have a statement on the 
Lewis and Clark Highway or any problems? 

Senator Church has a statement to present to the committee. 


STATEMENT OF SENATOR FRANK CHURCH, OF IDAHO 


Senator Crurcn. Senator Gore, Senator Dworshak, (Governor 
Smylie, Representative Pfost; I know, Senator Gore, that you are 
here this morning to hear the testimony that can be given most directly 
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by the citizens of Idaho who live in the region that will be affected 
most vitally by the completion of the Lewis and Clark Highway; and 
in a region that generally being a forest area is greatly concerned 
about the whole question of access roads. For that reason I do not 
propose to speak at any length this morning, nor to read in full detail 
the written statement that I would like to submit to the committee, 
but I should like to paraphrase briefly some points that seem to me 
to be salient to the business of this committee. 

First of all I would like to refer to Senate bill 1136 and the com- 
panion bill introduced by Representative Pfost in the House and to 
say with respect to these measures generally that I not only endorse 
the objectives of this legislation, but I think that the legislation is 
very timely and very much needed for the benefit of our forest lands 
generally in the West. 

I think that there are at least three good reasons why this kind 
of legislation is needed and needed now. First of all, as you well know, 
Mr. Chairman, the access roads that are built, whether they are built 
directly with public money or whether they are built by operators 
under contract purchase for Federal timber, are ultimately paid for 
by the public out of the timber that is sold. Therefore, when these 
access roads are built directly by public appropriations, I think that 
the evidence of past experience demonstrates that the cost to the Gov- 
ernment is not more, but less, owing to the additional realization that 
the Government can make on the sale of timber after Government 
access roads are completed into the timberlands. That is one reason 
I think this is good legislation. 

The second reason is that through the construction of access roads 
with public money it is possible to better develop the forest lands. 
We can avoid the piecemeal construction of aecess roads which neces- 
sarily the operators must undertake when the operators themselves 
build these roads. And through the use of public money we can 
reach back into the forest and open up the forest in a way that ought 
to be done to make the most efficient utilization of the timberland. 

So from that conservation aspect I think that it is in the public 
interest to construct access roads with publicly appropriated funds. 

The third reason that I think that it is good legislation is because 
through this approach rather than through the operator-built access 
roads approach, a fairer method is presented to the lumber industry. 
For this method permits the small operator to bid on a more equal 
basis with the large operator. Where the operator has to undertake 
the construction of the access roads, it frequently proves to the ad- 
vantage of the large operator with large assets and construction equip- 
ment and to the disadvantage of the smaller operator competing for 
he bids. 

So for all three of these reasons it seems to me to be clearly in the 
public interest that the legislation of this kind constitutes an approach 
to the access roads problem, and I endorse the legislation very heartily 
and I am hopeful that we can be successful in the next session of Con- 
gress in enacting this legislation. 

The second point, Mr. Chairman, that I would like to make has to 
do with the revised formula that you have mentioned concerning the 
apportionment of forest highway money. 

20738—58——29 
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The old formula, I understand, was in existence for some 35 years. 
It provided for a 50-50 split based upon the area of forest land and 
the evaluation of that land. The new formula that has been recently 
announced by the Department of Agriculture and Commerce provides 
for a 25-75 split and is based upon a reappraisal that these agencies 
have made of the value of these timberlands. That reappraisal gen- 
erally increased the appraised value of these timberlands 245 percent. 

In Idaho, however, the reappraised value was increased only 77 

ercent. Asa result‘of this new formula, Idaho will lose in the next 
scal year, $171,587 out of the appropriated funds. 

Idaho is not the only State that will lose by virtue of this new 
formula. Our sister States in the Intermountain West, Montana, 
Wyoming, Colorado, New Mexico, also will lose, and others as well. 

The States that will principally benefit from this revised formula 
are States that on the whole have large populations, not small popu- 
lations. Those States are better able by virtue of the larger popula- 
tions to build adequate roads. The Intermountain States, by virtue of 
their extensive area and relatively small populations, face a grievious 
problem when it comes to adequate highway construction, and yet it 
is these Intermountain States that are most penalized by the revision 
of this formula. 

For this reason I think that it is not equitable. I protest the re- 
vision and I think that it ought not to have been made considering its 
impact in the West without notification and consultation with the 
Congress, and I am hopeful that perhaps we can correct the inequity 
that I feel this formula produces. 

With respect to that, Mr. Chairman, I would like at this time to 
submit to the committee a written statement that I have prepared 
apropos to the revised formula. 

(The statement referred to is as follows:) 


STATEMENT OF SENATOR FRANK CHURCH, OF IDAHO 


At this time I would like to register a vigorous protest against the new 
method by which forest highway funds are apportioned among the States. This 
method is losing Idaho an impressive amount of forest highway funds—as it is 
losing such funds for other States of the intermountain region. 

I used the word “method” advisedly, since the method embraces both a new 
valuation of forest lands and a new formula for apportionment of these moneys. 

As you are well aware, the Forest Highway Act provides that forest highway 
funds be apportioned among the States according to the area and the value of 
Government-owned lands in the national forests. Since 1921, this was based on a 
50-50 split—or 50 percent of the area and 50 percent of the value—to be used as 
a formula to decide what share of the forest highway funds would be received 
by each State. 

This year, however, the Forest Service has used a new evaluation of the 
national forests. The valuation rose from, roughly, $2% billion to more than 
$7% billion. This is an increase of national valuation of almost $514 billion, or 
more than twofold. But the increases in the valuation of land in the individual 
States was far from uniform. Values in Texas went up 15 times, in Mississippi 
11 times. Washington, Oregon, and California also showed large increases in 
valuation. The increases in the Rocky Mountain States, such as Montana, Colora- 
do, and Idaho, was not proportionate. 

The 1957 acreage of Idaho national forest land is listed as slightly more than 
2014 million acres. It reflects only a small reduction from the 1955 figure. The 
1957 valuation is placed at approximately $367 million, compared with $207%4 
million in 1955. This is an increase of $160 million—but far from being pro- 
portionate. P 

In an attempt to compensate for the new valuation, the Department of Agri- 
culture and the Department of Commerce this year revised the old 50-50 for- 
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mula. The old formula would have resulted in a completely unbalanced dis- : 
tribution of forest highway funds. 


The new formula provides a 75-25 basis—that is, 75 percent for acreage and 
25 percent for value. While it greatly reduces the imbalance which would 
have occurred under the old formula, it has not provided the answer. Several : 
States are losers, including Idaho, Arizona, Colorado, Montana, New Mexico, 
Wyoming, South Dakota, and California. i 

This fiscal year, under the old valuation and apportionment, the State of 
Idaho—as an example—is receiving $3,054,441 in forest highway funds. For } 
the next fiscal year, under the new valuation and the 75-25 formula, it will 


receive only $2,882,854. This is a loss of $171,587 vitally needed for the roads 
in this State. 


With the possible exception of California, Idaho, and the States losing forest 
highway funds are large States with small populations. Highways have been ' 
and will continue to be a major problem in their economy. Their forest highway ) 
needs have increased—not decreased. | 


Since the formula was changed to seek a more equitable distribution of these 
funds, one can only assume that the revaluation bears the responsibility for the 
unfair curtailment of these forest highway grants. If the revaluation is to be 
considered adequate, then we must seek a new formula for the distribution, per- 
haps a basis of secondary roads, or some other tangible yardstick that will give 
our States their adequate share of these moneys. 

It is on this basis that I must protest the method by which the forest high- 
way funds will be distributed. The method is not equitable, and I urge early 
and decisive action to remedy this unfair situation. 

Senator Cuurcu. The third and final point that I would like to 
call to your attention, Mr. Chairman, has to do, of course, with the 
completion of the Lewis and Clark Highway. 

And I would say with respect to that that when President Thomas . 
Jefferson dispatched Lewis and Clark, his and their objective was a 
Northwest Passage to the Pacific, long a dream of those who envisioned 
the United States a great trading Nation. Lewis and Clark mapped 
and broke trail to the Pacific. By right of exploration, they gave the 
United States a claim to the Oregon Country. But the dream of Jef- 
ferson for a direct Northwest Passage will not find its full fruition 
until the Lewis and Clark Highway is completed. 

If you place a straightedge upon the cities of Missoula, Mont., and 
Portland, Oreg., you will see that this line crosses the mountains, 
passes directly through Lewiston and down the Columbia River to 
Portland. No road, railroad or waterway follows the segment of this 
line between Missoula and Lewiston, only because a short stretch of 
about 13 miles remains to be punched out of the wilderness. 

The alternative routes to the Pacific Northwest and the heart of the 
great Columbia River watershed grew out of two other historic pas- 
sages—the Mullan Road and the Oregon Trail. These are a century 
old. Between them, the middle route taken by Lewis and Clark has 
been obstructed by the mountain barrier of the Bitteroots, an uncon- 
quered rampart thwarting direct egress to the teeming northwestern 
corner of our country. Yet, the age of the machine and growth of 
this new industrial and agricultural empire compels our completion 
of the northwest passage. We are in the reverse position of the boy 
with his finger in the dike. We must open the hole so that lavish prod- 
ucts of the regions east and west can flood out and be interchanged. 

The Lewis and Clark Highway is our immediate and pressing answer. 

The completion of Snake River slack water navigation to Lewiston 
and Lime Point, Idaho, will see a new surge of industry to this section, 
and stimulate the existing economy beyond the extreme concepts of 
many inthis room. The construction of new power generating facili- 
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ties in the area will have an equally immeasurable impact. If we 
confine this industrial collossus behind a locked door we will be doing 
a disservice to a national economy whose efficiency and prestige is even 
now being challenged beyond our shores. Yet, to turn the key we have 
only to build a stretch of highway little more than three times the 
distance from here to the Lewiston Airport. 

I will leave to others here, who are more qualified, to place the dol- 
lars-and-cents value of this project before the committee. This poten- 
tial is impressive in its immediate concept, without projecting the 
myriad side benefits which are impossible to evaluate. In the genera- 
tions ahead, the conservation aspect itself could repay in full the 
American people for their investment here. 

This is not a project which can be likened to another. It stands 
unique in that it is historically, economically, and politically long over- 
due. While the other sectors of these three States have expanded their 
communities along the natural commerce routes, this region has re- 
mained landlocked to the east lacking the coordinated momentum 
needed to breach the geographical barrier of the mountains. That 
momentum is now gathering, and I am hopeful if this hearing is suc- 
cessful of its purpose, a means will be found to complete the Lewis 
and Clark Highway, and thus bring to living reality the dream of 
Thomas Jefferson for a direct northwest passage to the bounty of the 
Pacific, and all the lands that lie between. Thank you very much. 

Senator Gore. Did you have a statement, Mrs. Pfost ? 

Congresswoman Prost. I would like to submit my statement for the 
record. I feel that with 49 witnesses, perhaps we should not take more 
of the committee’s time, but I would like to submit my written state- 
ment which consists of about 4 or 5 pages. 

Senator Gore. It will be printed in the record and will be available 
for all to read. 

(The statement referred to is as follows :) 


STATEMENT OF HON. GRACIE PFOST, A MEMBER OF CONGRESS FROM THE STATE OF 
IDAHO 


Mr. Chairman, my name is Gracie Pfost, and I am a Member of Congress 
from Idaho. I am the author of a House bill, H. R. 4616, which is identical with 
the Senate bill S. 1186 under discussion here today. 

There are few measures before the Congress whose passage would mean more 
to Idaho than this bill to substantially increase funds for the construction of 
forest-development roads and trails, including timber-access roads. Its enact- 
ment, and the appropriation of the funds it would authorize, would vastly step 
up the rate at which national forest timber is made accessible in Idaho. 

At the present time, only three-quarters of the allowable annual cut is being 
harvested from Government timber stands on Idaho national forests. The lack 
of timber-access roads is one of the principal reasons our annual timber harvest 
is below the allowed levels. 

In the 16 Idaho forests, the allowable cut for the fiscal years 1956 and 1957 
was 1,351,000 board-feet. Yet, in fiscal 1956, we cut only 986,069 board-feet, and, 
in fiscal 1957, 967,769 board-feet, or about 73 and 72 percent, respectively, of 
the allowable cut. 

Now, as you know, Idaho counties receive 25 percent of national-forest re- 
ceipts. In the fiscal year 1956, the counties received $1,371,600 as their share of 


these receipts, and, in fiscal 1957, they received $1,607,000. While a sale of 
a third more national-forest timber might not produce receipts in direct ratio 
to the amount sold, it is safe to say that, because the allowable cut was not 


taken from Idaho’s national forests, our counties lost in the neighborhood of 
$171,587 in fiscal 1956 and $760,000 in fiscal 1957. 
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I am sure I do not need to tell you Idahoans here today how much this extra 
money would have meant to our financially hard-pressed counties—how far it 
would go in helping to maintain our schools and to build and maintain more 
county roads. 

Nor do I have to emphasize how much a network of access roads would increase 
the recreation values of our national forests. We're a State of sportsmen—of 
hunters and fishermen, of campers and picknickers—and our magnificent forests 
are one of our proudest assets and our greatest joys. 

The future value of our forests is also being undermined by the lack of ade- 
quate timber-access roads. Thousands of board-feet of national-forest timber 
which have been attacked by insects and disease could be salvaged, if reached. 
Because no access roads thrust into them, they now stand rotting on the stump. 

Additional forest roads and trails would also make fire and watershed protec- 
tion easier, and would increase our available grazing land. In short, the passage 
of this bill would be a real bonanza for Idaho. 

Now, I am told that about 80 percent of construction funds available to the 
Forest Service is spent on timber-access roads, and 20 percent is spent on roads 
and trails for fire protection, which can also be used for recreation, hunting, 
fishing, and grazing. 

In recent years, Idaho has received from 15 to 17 percent of these construction 
funds. This is fine—we are grateful—-but the amount is by no means large 
enough to allow for the full management of our timber stands. 

Preliminary returns from a Forest Service survey indicate that, before 
national-forest timber is made available to the average logger, at least 10,000 
miles of main or expensive branch-line roads must be constructed or recon- 
structed by the Service, with an approximate 20,000 additional miles to be built 
by purchasers through timber-sale contracts. The Service further estimates 
that at least two-thirds of this mileage should be provided in the next 20 years, 

Main-line roads are expensive. I am told that the cost of the 312 miles of 
new and rebuilt roads financed by the Government in Idaho during the past 3 
years averaged about $29,000 per mile. This will give you an idea of the im- 
mensity of the job ahead of us before the State’s timber industry is fully 
developed. 

I realize, of course, that passage of this bill will not lift the Idaho lumber 
industry out of its present economic doldrums, which is the most pressing im- 
mediate problem facing the industry. These doldrums are primarily due to the 
administration’s hard-money policy, which has increased interest rates on hous- 
ing loans and slowed down the Nation’s construction program, and, therefore, 
the Nation’s demand for lumber. 

As you all know, last month the Federal Reserve Board announced a small 
interest-rate reduction. Let us hope that this belated recognition of the fact 
that the Nation’s economy is on the downturn is only the first of a number of 
similar reductions to come. A general reversal of the administration’s tight- 
money policy is very much needed to bolster our economy. 

This bill looks to the future. Its passage, and the subsequent appropriation 
of the funds to carry out its provisions, would assure better management of 
Idaho’s vast timber resources in the years to come. Since timber is one of our 
most precious and valuable natural resources, such management will pay us 
handsome dividends. 


Congresswoman Prost. Thank you. Mr. Chairman, I also have a 
statement from the Chamber of Commerce at Coeur d’Alene, Idaho, 
signed by Kyle M. Walker, manager, which I would like to submit 
for the record. 

Senator Gorn. It will be printed in the record. 

Mrs. Prost. Thank you. 
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(The letter referred to is as follows :) 


CHAMBER OF COMMERCE, 


Coeur d’ Alene, Idaho, December 11, 1957. 
Senator ALBERT GorE, 


Chairman, Senate Subcommittee on Public Roads, 
Lewiston, Idaho. 
DeaR SENATOR GorE: The board of directors of the Coeur d’Alene Chamber 


of Commerce wishes to take this opportunity of offering full support for an ade- 


omere access road program on national forests and other public lands in north 
aho. 


This action is a reaffirmation of a stand previously taken by our chamber in 
support of a program to insure a long-range utilization of these public lands. Of 
prime importance is access roads into mature and overripe timber stands. Alsq 
of great importance is the future utilization of national forests and other public 


lands for management of fish and game, recreation, range utilization, and fire 
protection. 


We urge that your committee give earnest consideration to a much needed 
expanded access road program, 


Sincerely yours, 
KyYLe M. WALKER, Manager. 


Senator Gore. It would seem that, to put the problem in proper per- 
spective, since we have heard from the Governor of the State and from 
the two Senators and Congresswoman Pfost, we should hear from the 


United States Forest Service. Mr. Tebbe, regional forester, will now 
be heard. 


STATEMENT OF CHARLES L. TEBBE, REGIONAL FORESTER, UNITED 
STATES FOREST SERVICE, ACCOMPANIED BY AXEL LINDH 


Mr. Tesse. Mr. Chairman, the Forest Service is grateful to your 
committee for the interest it is taking in road needs in the national 
forests. ; 

My statement is concerned with Idaho State Highway No. 9 and 
Montana State Highway No. FA-412, Together these highways form 
a route between Lolo, Mont., and Kooskia, Idaho, a distance of some 
134 miles. Of course, this route is better known as the Lewis and 
Clark Highway. About 100 miles of the route run through the Clear- 
water and Lolo National Forests. Because of the importance of the 
route to the States and to the counties and communities within and ad 
joining these forests, the highways of which it is composed have been 
placed in the forest highway systems of the respective States. They 
are also in the Federal-aid primary road systems of Idaho and Mon- 
tana. 

The section of the Lewis and Clark Forest Highway on Idaho State 
Highway No. 9 is about 101 miles in length; the section on Montana 
State Highway No. FA-412 is some 33 miles long. Work financed 
in whole or in part from Federal funds for public roads in various 
categories has been in, progress since 1919 on the Idaho section and 
since 1923 on the Montana section, and as yet there are relatively few 
proceeds from these long-time investments. The status to which the 
route has been improved is shown on the attached map. At present 
there is a 13-mile gap where no road exists through the canyon, 
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(The map referred to is as follows:) 
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Looking west down the Lochsa River into the no-road gap. The white line in 
the lower right-hand corner shows the end of construction 24 miles west of the 
Montana line. 


The Lewis and Clark Highway, when completed and improved to 
adequate standards, will have considerable importance for national 
forests, as well as for other public purposes. Our regional head- 
quarters for region 1 are at Missoula, Mont. We have forest head- 
quarters at Orofino and Grangeville in Idaho. Travel] from Missoula 
via the Lewis and Clark Highway will shorten the distance to Orofino 
by 160 miles and to Grangeville by 190 miles. 

Effective control of forest fires in the Lochsa River drainage is 
handicapped by the missing 13-mile gap in the highway. Histori- 
cally, fire occurrence in this drainage has been high, and has included 
some very expensive and disastrous fires such as those which occurred 
in the late twenties and early thirties. Most of the fires in this area 
are lightning caused and usually start on adjacent ridgetops rather 
than in the main river canyon. When a fire escapes initial-action 
crews, many hours of slow, ground travel are required to place and 
supply an effective suppression crew on the fire. This is further com- 
plicated by the fact that most of the trained fire crews in the region 
are located in the north Idaho forests where they are cut off from 
direct highway travel to areas east of the gap in the route. These 
crews are dispatched from those working is blister-rust control in 
the white-pine forests of Idaho. Present-day methods of supplying 
fire crews with aerial cargo have materially reduced the supply prob- 
lem but, except for smokejumpers, we still have to move suppression 
crews to fires over highways and roads. They are well-trained men, 
well overheaded, and ready to go at a moment’s notice. When we get 
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a fire on the east side, our first supply of trained and organized man- 
power is from Idaho. 

Closing the gap in Idaho State Highway 9 would materially im- 
prove fire-control action by providing greater flexibility in transpor- 
tation of men and equipment. : 

A highway between Kooskia and Lolo will enhance recreation and 
wildlife values on the Clearwater and Lolo National Forests. Camp- 
ing, picnicking, hunting, and fishing opportunities on those forests 
will become more easily and quickly accessible to the public. A safe 
and suitable highway on the route will be a boon to the vacationing 
motorist who wants to penetrate Idaho-Montana back country or 
follow the trail of the Lewis and Clark expedition. Throughout 46 
miles of its length, the Lewis and Clark Highway (actually the 
Lochsa River) is the north boundary of the rugged and scenic Selway- 
Bitterroot wilderness area. The nearness of the new road will make 
it a base for wilderness travel for many more people than could avail 
themselves of it heretofore. The highway would be a boon to com- 
merce between communities in Idaho and those to the east of the Bit- 
terroot Range as well. 

Some 184 billion board-feet of national-forest timber is tributary 
to the Lewis and Clark Highway. At present, national-forest sales 
are being operated in tributary timber in Idaho near the State line. 
This timber can only be hauled eastward. Closing the gap in Idaho 
State Highway No. 9 will permit mills at its west end to compete 
for this timber. 

Thank you very much. 

Senator Gore. What is the allowable cut in this area, and how does 
that compare with the actual cut in the area that would be served by 
this road? 

Mr. Trsser. As I say, the timber sales are now underway on the 
east end and are being hauled toward Montana. This is a very 
rugged country. The urgent need in addition to the highway itself is 
for access roads which would be tributary to the main route. 

Mr. Lindh, can you tell us what the specific answer to the Senator’s 
question is there? I don’t have that. 

Mr. Axext Linpu. The allowable cut, including small timber but 
not the unmeasured salvage timber, is presently estimated to be 18 
million board-feet per year in the locked-up portion of the area which 
is partly accessible from the Montana side. The cut currently is about 
10 million feet a year. 

Senator Gore. Something around 60 percent is being actually cut. 
Now, what is the dollar value of the loss ? 

Mr. Linpu. I am fearful to announce it publicly, but the first sale 
sold on the Montana end, the white pine, was bid in at $83 a thousand ; 
the mixed species at about $3 or $4 per thousand. 

Senator Gore. That would indicate that there is approximately a 
half million dollars, is it, that is being lost ? 

Mr. Linpu. In stumpage value, it would be less than that. In the 
neighborhood of 8 million feet a year at $20 a thousand average would 
be $169,000, if my mathematics is correct. 

Senator Gore. To what extent do you think this is a total loss, and 
to what extent will the value remain until access roads can be built? 
I am trying to find out the actual meaning of allowable cut. Do 
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you mean allowable cut—well, explain just what you mean. I am 
not much of a timberman. 

Mr. Linn. Well, if we were to crop the land at the rate that we 
should on a permanent, sustained yield, we should be cutting approxi- 
mately 18 million feet a year, based upon the present 8 “classes of 
timber. Because we had no road into much of it when we had a 
spruce-bark-beetle epidemic about 5 years ago, many of the stands 
were infested and killed and wasted. They will not be salvaged 
unless we could move them for pulpwood, since they are dead and de- 
teriorated and they would have lesser value. 

The total volume lost and wasted—I can get a correct figure later, 
but it is in the neighborhood of 250 million oarl- feet killed and not 
salvaged. 

Now, those losses are but a tiny part of the losses Mr. Tebbe men- 
tioned that occurred through the large fires of some 25 years ago, 
when we had no access to either end. One fire burned a third of a 
million acres in the summer of 1934. Repeatedly, large fires burn 
in the inaccessible area of timber. The timber could not be salvaged. 
The fires could not be fought ; the timber was wasted. 

We have, tributary to this highway, nearly 300,000 acres of excellent 
forest lands that we should reforest, “which would pay large dividends 
if replanted to timber. 

Senator Gore. If I understand your explanation correctly, you list 
the difference between actual cut and allowable cut as very near a 
total loss except for pulpwood salvage value. 

Mr. Linpu. The age classes that ‘didn’t burn remained too much in 
the old-age classes and not enough in the young; so, delay in harvest 
finds the old trees tumbling down and being killed by beetles, de- 
stroyed by rot or other diseases attacking, and the timber that is not 
harvested when it is ripe or overripe cannot be recovered. 

If we were fortunate and had a good distribution of age classes 
within the area, then for a long time we would not have a net loss. 
The forest ordinarily will maintain its volume if you have a large 
enough area and have equal distribution of age classes. For many 
years, your losses will be equal to the growth. 

Now, of course, if we could get it over an area of mature or over- 
mature cut, that area would be replaced by young, growing timber and 
then we would be making a net gain in growth ‘and could begin to 
build up the allowable cut to a larger figure. 

Senator Gore. Well, it is not difficult for me to comprehend the im- 
portance of constructing this road as an interconnection between 
Missoula and Lewiston, with all of the economic values involved. 
What I am trying to get at is, well, shall we say, the cost-benefit ratio of 
such a highway, of the completion of this highw ay, with respect to 
the forest lands themselves which are owned by the Government. 

Mr. Linpu. The cost-benefit ratio for timber haul alone would not 
pay the returns on this highway at any time in the early future. 

Senator Gore. All right; you say it will not. Now, how much does 
it lack? What are the comparative values inv olved here? 

Mr. Linpu. We could compute such a figure. 

Senator Gore. Will you doso and supply it for the record ? 

Mr. Linpn. We will do that. 

Senator Gore. Senator Dworshak ? 

Senator Dworsuak. No. 
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Senator Gore. Senator Church ? 

Senator Crurcu. I was going to ask a question of Mr. Tebbe in 
connection with something. Mr. Tebbe, you made an excellent state- 
ment a few minutes ago to the committee. If I understood you cor- 
rectly, you mentioned at least four great benefits that would flow from 
the completion of the Lewis and Clark Highway. You said it would 
give better fire protection for the timber; that it would give access 
to a great many people to the recreation and wildlife values in the 
area that is now inaccessible; that it would prove a boon to commerce; 
and that it would provide a westward haul for timber. 

Focusing your attention to the first of those benefits, it is my under- 
standing that the Forest Service, in areas where roads do not go into 
inaccessible areas, rely today mainly on jumpers for fire protection. 
I wonder if you could give the committee an idea, in your expert opin- 
ion, of the value, the effectiveness of fire jumpers in combating large 
fires as compared with the effectiveness of fire fighting in areas where 
roads are available, a comparison of the 2 in terms of fire control that 
exists In the 2 situations. 

Mr. Tresse. Yes. The smokejumpers’ organization of the Forest 
Service has been extremely effective in getting effective manpower on 
fires in back country while they are still small enough to be subject to 
control. This country that we are talking about up here, north Idaho, 
to the east of us, is extremely inaccessible and rough, and in the old 
days it was nothing to spend 2 or 3 or 4 days, or even a week, getting 
manpower in the fireline. As it is now, with the benefits of detection 
systems on the ground—that is, lookout towers coupled with aerial 
detection—we discover these fires when they are mere wisps of smoke 
and, by dispatching from 1 to 14 or 15 smokejumpers, get on that 
fire early and put it out before it can get wp and go places. 

Iiowever, the smokejumpers are not an effective force on fires that 
do get away from us, and there certainly will be conflagrations again, 
and, when that happens, the few people that can descend by para- 
chute are just not able to cope with it, and we are going to have to 
move large numbers of men in the old accustomed way and so, there- 
fore, while smokejumpers have been helpful in reducing our fire losses 
in the region from an average annual 250,000-acre loss over about 
a 30-year period to last year, for example, where we only lost 2,000 
acres, and for the last decade we have only lost less than 5,000 acres, 
we still have the potential here for conflagration, and you are going 
to have to make mass movements of men to get on those fires. Have 
I covered it? 

Senator Crrurcnu. I think you have covered it. I am correct in sur- 
mising, then, that, even with the availability of smokejumpers, ac- 
cess roads and their construction make a direct and important con- 
tribution to effective fire control. 

Mr. Tesse. Very essential; yes, sir. 

Senator Cuurcn. Thank you. 

Senator Gore. Mrs. Pfost ? 

Congresswoman Prost. I have one question, Mr. Chairman. Mr. 
Tebbe, it is my understanding that a portion of the existing Lewis 
and Clark Road is quite narrow and has not been graveled. If the 
13-mile gap is punched through, will the present road be adequate to 
accommodate trucks for a westward haul of timber ? 
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Mr. Tesse. Congresswoman Pfost, I frankly think it would be a 
disaster if, after the plug were pulled, transcontinental traffic plus 
heavy local use plus tourists plus logging trucks were turned down 
the hsa Canyon, unless and until that 13-mile section on the east 
end of the gap that you speak of is reconstructed and brought up to 
standard. In fact, I would like to see the whole length of that high- 
way completed before this traffic is turned down the canyon. Other- 
wise, I feel quite strongly that there are going to be many accidents, 
and it is aie going to be a reflection on the whole undertaking. 

Congresswoman Prost. Aporonsastely how many miles of the 
existing road would need to be resurfaced or widened in order to ac- 
commodate the regular traffic that would immediately exist ? 

Mr. Trsse. The 13-mile section on the east end is the real bottle- 
neck to traffic. 

Congresswoman Prost. Yes. 

Mr. Tesse. There are a good deal longer sections than that that 
need to be surfaced, of course; otherwise, we are going to have a lot 
of dust down there in the canyon. If you will refer to the map. 

Mrs. Prost. Yes; I have your map, Mr. Tebbe, before me. 

Mr. Trepp. We have on the Idaho side 16 miles from Kooskia now 

aved in two lane fashion. In the next 42.8 miles is graded, 2-lane. 
Some needs widening before paving. In other words, that is not yet 
surfaced. Then we have the present 2.6 miles under contract; 13 
mile gap; 214 miles under contract on the other end; then 10.7 miles 
are graded but unsurfaced road, and then 13 miles that we have been 
speaking about which is in primitive, which is really just a primitive 
1-lane road up to the Montana State line. 

Mrs. Prost. In other words, Mr. Tebbe, are you saying that be- 
ginning at the end of the surfaced road, which is 16 miles out from 
Kooskia, that the balance of the area, or the balance of the road 
rather, would need to be widened and graded perhaps to put it into 
condition for real utility ? 

Mr, Tresser. Not the whole length would need to be widened. Some 
of it is up to standard now, but there are certain sections of it along 
there that would need widening as well as surfacing. 

Mrs. Prost. Thank you. 

Senator Gore. I would like to ask one more question, if I may. 
This may be an academic question with all of the demands of national 
defense, and the multitude of other projects, but I would like to have 
your opinion, in order for the committee to give it consideration, of 
the justification, economically and otherwise, for the treatment of 
this highway as one project or as segments of one project. 

Mr. Tepper. I can perhaps best answer that by expressing my full 
concurrence in the statements that have already been made on that, 
Senator Gore. I thought Senator Church’s statement, and Governor 
Smylie’s statement, made a quite adequate statement of justification 
of this road from an economic standpoint, and my purpose was to add 
in, and which I did, the particular values and benefits that it would 
be to us as managers of the large area of national forest lands through 
which it extends, 

Senator Gore. Thank you very much. 

The committee will next hear representatives of the Idaho Highway 
Saeeneneee or Commission. I believe the engineer, Mr. Bennett, is 

ere. 
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STATEMENT OF G. BRYCE BENNETT, IDAHO STATE HIGHWAY 
ENGINEER 


Mr. Bennett. Senator Gore, Senator Dworshak, Senator Church, 
Congresswoman Pfost, I would like to make a general statement about 
Idaho highway problems. 

In order to understand Idaho’s highway problems, it is necessary 
to visualize certain aspects of geography and population of our State. 
Idaho ranks 43d among the States on the basis of population, with a 
total of approximately 620,000 people—1955. ‘These people are 
spread over 82,769 square miles of area. Idaho ranks 12th in land 
area. These people and this land are served by approximately 40,000 
miles of existing roads. It is easy to see that we are a large State with 
a small population. <A large portion of the State, 66.6 percent, is pub- 
lic lands owned by the State or Federal Government; 37.9 percent 
of the land area of the State is Government land and national forests, 
mostly national forest, 

From this picture, I am sure it is easy to realize why our general 
highway picture is so dependent on Federal aid. I would like to 
discuss the highway picture on a statewide basis. Since I understand 
this meeting is to be devoted primarily to forest highways, forest 
access roads, and public lands highways, I will limit my remarks 
primarily to these subjects. 

Local roads of cities, counties, and highway districts are financed 
from local taxation, State highway users revenues, Federal-aid second- 
ary funds, timber access and development funds and forest highway 
funds. State highways are almost entirely dependent on Federal aid 
for construction since State highway users revenues for highway con- 
struction barely match available Federal aid. 

In such a situation, the Federal apportionment controls the rate of 
expenditures in the State on the Interstate, primary, secondary, and 
urban routes. Forest highway funds and public lands highway funds 
are also of great consequence to our State and allow construction not 
otherwise available with other funds. 

We are very much interested in the development of all the highways 
of the State, beginning with the lowest type local road up to the Inter- 
state System. We must provide an integrated network if highway 
transportation is to be efficient and effective. For that reason we urge 
consideration of increased timber access road funds and forest develop- 
ment funds. They are essential to the orderly development of our 
State and especially to a tapping of the vast natural resources which 
we enjoy. 

We wish also to urge that public lands highway funds be increased. 
Although we have a number of projects which we feel are eligible for 
these funds, we have withdrawn all other requests and have given first 
priority to our request for public lands highway funds to be used 
toward the completion of the Lewis and Clark Highway. Although 
we have enjoyed two appropriations from this fund in the past 2 
years, we feel that much more help must be obtained if early completion 
of the Lewis and Clark Highway is to be realized. 

One of the most important sources of highway construction funds 
to the State of Idaho is the forest highway fund. In our State where 
the construction program of the past few years has averaged between 
$14 million and $15 million a year, a forest highway fund allotment of 
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approximately $2.9 million is an important factor in our State highway 
picture. These funds are used on forest highways on county road 
systems as well as State highway systems. We believe that the forest 
highway funds are a recognition by the Congress of the obligation of 
the Federal Government in States where large areas of national forests 
exist. As I mentiond before, 37.9 percent of the area of the State of 
Idaho is Government lands and United States national forests. 

We wish to draw your attention to the inadequacy of the forest high- 
way funds to accomplish the construction of the forest highway system 
which is so badly needed. Assuming that Interstate funds are used 
to construct portions of the forest highway system which lie along 
the Interstate, the remaining cost of completing the forest highway 
system to an acceptable standard is estimated at over $144 million. 
At the rate of Idaho’s 1959 apportionment of forest highway funds of 
approximately $2,880,000, it would require 50 years to complete the 
forest highway system with these funds. This, of course, ignores the 
possibilities of anticipated increases in unit cost and, of course, con- 
tinued growing obsolescence of these same roads during this period. 
It is our strong feeling that forest highway authorizations and appro- 
priations should be materially increased so the Federal Government is 
more nearly accepting its share of the cost of building roads through 
and developing these vast areas of national forests. 

I should also like to call to your attention the fact that the recent 
appropriations have not equaled authorizations for the forest high- 
way system. It has been mentioned before. We are hopeful that 
future appropriations will match the authorizations of Congress and 
that future authorizations will be increased. 

I appreciate having the opportunity to discuss these matters with 
you. [assure you that they are a vital concern to this State. 

Your interest in meeting here in the State of Idaho is sincerely 
appreciated. If you have any questions. 

Senator Gore. Yes. I would like to know how the Interstate 
System development is coming in the State. 

Mr. Bennett. Senator, the Interstate System caught Idaho at a 
position where we had practically none of the interstate under plan 
ready to go. Also, the appropriation of the funds for the first 3 
years greatly exceed what we expect will be appropriation based on 
needs for a later period in the program. 

We have mapped out a program of acceleration into the inter- 
state program which begins with approximately a $10 million pro- 
gram in the first year, accelerating up to around a $15 million pro- 
gram through the life of the Interstate System of 15 years, approxi- 
mately. We are on schedule in our own, on our own program. We 
have three projects now under contract. 

Senator Gore. What do you mean on your own? Are you on sched- 
ule on the Interstate ? 

Mr. Bennett. The schedule that we set up for ourselves at the 
time that the bill was passed, we are following rather closely. We 
will be on schedule and we will have no difficulty in having the inter- 
state built according to the schedule and finish with the rest of the 
States. 

Senator Gore. How many miles do you have of interstate highway ? 

Mr. Bennett. Of State highway? 

Senator Gorr Interstate. 
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Mr. Bennerr. 610 miles. 

Senator Gore. That is composed of two segments of two highways? 

Mr. Bennett. It is composed of a north and south route which 
comes in from Salt Lake, goes up through Pocatello, on up into Mon- 
tana to Butte. There is a route that runs east and west from Poca- 
tello roughly along U. 8S. 30, in to Boise and on to Oregon. And 
then we have a connection from Salt Lake which comes up into 
Burley, to the Magic Valley area, 30 South. We also have a route 
across north Idaho which goes from Spokane over to Missoula. 

Senator Gorr. Is that No. 10? 

Mr. Bennett. Through Couer d’Alene. U.S. 10, yes. 

Senator Gore. You received no additional mileage in the alloca- 
tion of a couple months ago? 

Mr. Bennett. No, sir. 

Senator Gore. Have you made application for additional mileage, 
Interstate mileage ? 

Mr. Bennett. Yes, sir, we have. 

Senator Gore. Would you describe it? 

Mr. Bennerr. We requested additional mileage on the interstate 
on 30 North, which goes from Pocatello through Montpelier, through 
the area over into Wyoming. It was a joint request with Wyoming 
to make a connection over there with 30 South which goes south of 
what I believe they call the Sage Junction in Wyoming. 

Senator Gore. What kind of highway—as I understand, you go 
from Pocatello. Would the application you have made be for an 
interstate route from Pocatello to, is it Bufialo? Oh, | 
go southeast. 

Mr. Bennett. Perhaps I could show you on the map. It would 
cut the corner, yes, it would be this one right here. 

(Discussion off the record regarding map.) 

Senator Gore. What mileage is that ? 

Mr. Bennett. It is roughly 200 miles altogether there, about 100 
miles in Idaho and about 100 miles I believe in Wyoming. 

Senator Gore. What kind of highway exists there now? 

Mr. Bennett. A two-lane highway, paved highway, exists there 
now. It is, many portions of it are of substandard construction and 
need work, 

Senator Gorr. Is it a primary Federal-aid road ? 

Mr. Bennett. It is a primary Federal aid, it is on the primary 
Federal-aid system, yes, sir. 

Senator Gore. Now, how much primary Federal aid do you have 
in the State other than the Interstate System ‘ 

Mr. Benner. The Federal-aid primary system is 2,916 miles, and 
of it, 615 miles of the Interstate System would come out of that. 

Senator Gore. Now, is the State able to match all Federal funds 
for primary Federal highways? 

Mr. Bennerr. Yes, sir. Our highway revenues allow us to just 
match our Federal aid on the primary and the secondary and the 
urban. We use all of our highway revenues after our main enance, 
it just about comes out even to match the funds, and we will be able 
to match the funds that are at the current rate. However, we do not 
have additional money for strictly State construction. That was one 
point I was trying to bring out in my statement, that we are very 
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dependent on Federal aid and the various apportionments of Federal 
aid among the primary, secondary, and urban routes determine how 
we are going to spend our money to a large extent. 

Senator Gore. What do you do with respect to your secondary 
farm to market roads? 

Mr. Bennett. Half of the Federal-aid secondary moneys go directly 
to the counties and are apportioned among the counties in the same 
ratio that highway user revenues, State highway user revenues are 
apportioned to the counties. Approximately 30 percent of the State 
highway users revenues are distributed among the counties and the 
cities, with 9 percent of the 30 percent going to the cities, so the major 
portion of it goes to the counties. They use these State highway users 
revenues that are apportioned them to match the Federal-aid second- 
ary funds which are also given tothem. So the half of the Federal-aid 
secondary funds which are apportioned directly to the counties, they 
match with State highway users revenues. The rest, the other half, 
we use to the State highway system. 

Senator Gore. Congress reconvenes on January 7. I have already 
scheduled hearings of this subcommittee on January 8. That indi- 
cates the importance that I attach to the exercise of strict surveil- 
lance by this committee over this vast highway program which con- 
stitutes the largest public works program in the history of the world. 
It is necessary that we not only review the program, but that we 
pass amendments to correct any defects that may oceur and make any 
improvements that it is possible to make. 

So if your department will be willing to submit either through your 
Senators or directly to me your recommendations for needed improve- 
ments and changes in the highway program, they will be welcome. 

Mr. Bennett. Thank you, Senator. We appreciate that very much. 

(The information referred to is as follows :) 


UNITED STATES SENATE, 
COMMITTEE ON APPROPRIATIONS, 


December 28, 1957. 
Hon. ALBERT GORE, 


Chairman, Subcommittee on Roads and Highways, Public Works Com- 
mittee, United States Senate, Washington, D. C. 

Dear Senator Gore: Attached is the statement of the Idaho State Board of 
Highway Directors and Department of Highways, regarding highway legis- 
lation, which has been prepared in accordance with your request at the time of 
the public hearing conducted at Lewiston, Idaho, December 13, 1957 

If there is any additional information which you think will be of value, 
kindly advise me and I shall endeavor to obtain it for you. 

Sincerely yours, 
HENRY DworsHaAk, 
United States Senator. 


STATEMENT OF IDAHO STATE BoARD or HiguHway DrirRecrors AND DEPARTMENT 
oF HIGHWAYS 


The following statement has been prepared in accordance with Senator Gore’s 
request, voiced at the public hearing conducted at Lewiston, Idaho, December 
13, 1957. 

In general, we are pleased with the existing pattern of Federal highway 
legislation. The development of the interstate will be a wonderful thing for our 
State and the Nation as a whole. Over the years, the values of the primary, 
secondary, and urban Federal-aid programs have been apparent, and addition of 
the interstate provides a needed main-trunk system. 

In this changing world, however, continuous effort is required to keep legis- 
lation in line with current problems. Our hope here is to acquaint you with 








FEDERAL HIGHWAYS AND FOREST ROADS 455 


changing problems which, we feel, are worthy of consideration in the drafting 
of new highway legislation. 

The great emphasis and publicity accorded the interstate program has led 
to a rather widespread belief that the interstate will be pushed, possibly and 
probably, at the expense of greatly needed work on the primary and sec- 
ondary systems. Every effort is being made to combat this idea, but in our 
State, where traffic volumes are small, and the average layman finds it difficult, 
if not impossible, to comprehend the need for four-lane, freeway-type construc- 
tion, it is difficult to explain. Especially is this true where so many deficiencies 
exist on present systems. For instance, based on 1971 estimated needs and as- 
suming continuing funds available at the 1958 level, it would take over 40 years 
to satisfy those needs on the primary system and over 60 years on the State 
secondary system. 

Idaho’s highway-user revenues, which, by the way, are used entirely for 
highway purposes, allow barely for the matching of Federal aid for construc- 
tion. Practically no construction can be undertaken without Federal aid. There- 
fore, the State construction program is forced to match the Federal-aid appor- 
tionment. It is our feeling that Federal aid on primary, secondary, and urban 
should be increased at a more rapid rate in order to have a tota: highway program 
more nearly in balance with the interstate program. The record fairly points 
out that the Idaho Legislatures have consistently made funds available to match 
Federal aid. We can expect they would continue to do so in the future. 

The Federal Government could also assist greatly on the primary, secondary, 
and urban systems by providing the use of Federal condemnation procedures 
in a manner similar to that provided on the interstate. Our biggest source of 
delay is due to right-of-way acquisition. Some condemnations have held up 
projects in excess of 1144 years, and they often occasion delays of over 6 months. 
In 1958, our legislature passed a right-of-way condemnation law including quick 
taking provisions. It was later declared unconstituional and we are again faced 
with costly delays. 

One of the important sources of highway construction funds to the State of 
Idaho is the forest-highway fund. In our State, where the construction program 
of the past few years has averaged between $14 million and $15 million, a 
forest-highway fund allotment of approximately $2.9 million is an important 
factor in our State highway picture. These funds are used on forest highways 
on county road systems as well as State highway systems. We believe that 
the forest-highway funds are a recognition by the Congress of the obligation 
of the Federal Government in States where large areas of national forests exist— 
37.9 percent of the area of the State of Idaho is Government land in United 
States national forests. 

We wish to draw your attention to the inadequacy of the forest-highway funds 
to accomplish the construction of the forest-highway system which is so badly 
needed. Assuming that interstate funds are used to construct portions of the 
forest-highway system which lie along the interstate, the remaining cost of com- 
pleting the forest-highway system to an acceptable standard is estimated at over 
$144 million. At the rate of Idaho’s 1959 apportionment of forest-highway funds 
of approximately $2,880,000, it would require 50 years to complete the forest- 
highway system with these funds. This, of course, ignores the possibilities of 
anticipated increases in unit cost and of continued growing obsolescence of these 
same roads during this period. It is our strong feeling that forest-highway auth- 
orizations and appropriations shonld be materially increased so the Federal 
Government is more nearly accepting its share of the cost of building roads 
through and developing these vast areas of national forest. 


Senator Dworsnax. Mr. Bennett, how many miles of forest high- 
ways are a part of the Interstate System in Idaho? 

Mr. Bennett. Senator, I don’t know that I have that figure. 

Senator DworsHak. Very large mileage, do you estimate ? 

Mr. Bennett. No. It isnot avery large mileage. 

Senator DworsHak. Will construction of the Interstate System re- 
lieve, to any rea] extent, the requirement of building forest highways 
in the State? 

Mr. Bennerr. No. The major forest highway which is on the Inter- 
state System is U. S. 10 from Mullan to Coeur d’Alene. Other mile- 
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ages on the Interstate System are very minor, if any. We havea little 
bit at Mullan Pass. 

Senator DworsHak. That is all. 

Senator Gore. To what extent do you propose that the Interstate 
System follow existing routes, and to what extent will it be new 
locations ¢ 

Mr. Bennett. I would say that approximately 80 percent of the 
location will be on new location. 

Senator Gore. 80 percent on new location ? 

Mr. Bennerr. Yes. It will follow near existing routes, but it is 
difficult—well, it is very expensive to acquire land surface from 
the 

Senator Gore. To what? 

Mr. Bennerr. Land service to adjacent land to the Interstate with 
the limited access feature. In most cases it is more economical of 
construction and better design to leave the present road where it is 
to take care of the local land service, build the interstate construction 
as a new location. 

Senator Gore. You mean to accommodate local traffic? 

Mr. Bennett. Right. Take care of the local service to the area. 
The interstate then is on separate location and can in many cases be 
built without continuous frontage roads on each side. 

Senator Gore. Have you had any marked difficulty in acquiring 
limited access rights-of-way ? 

Mr. Bennett. No, sir. We have been acquiring limited access 
rights-of-way on our primary system for about 5 years, not to the 
same extent as the interstate, as a complete control of access, but we 
have been acquiring limited access where we would go through an 
area and if the man has a farm entrance, for instance, it would be lim- 
ited to that use so it couldn’t be used in the future for a commercial 
buildup along the highway. So it is pretty well accepted in the State. 

Senator Gore. I believe the 80 percent new location is the highest 
figure that I have heard from any State thus far. 

Mr. Bennett. I am not, Senator, I am not too sure of how that 
figure is. I take it right off the top of my head and haven’t checked 
the actual] figures. 

Senator Gore. I am not speaking critically. 

Mr. Bennerr. No. But on U.S. 10, which goes through a very 
narrow canyon, if you have been through from Mullan down through 
Wallace and Kellogg and so on, that, of course, will have to be on 
the same line as the present road, and we have a few other places in 
the State where we have built primary system with the idea of com- 
ing along and building another two lanes along side of it and acquired 
four-lane right-of-way, so it will be relatively easy to convert that 
to interstate standards. Other than that most of it will be on new 
locations. 

Senator Gore. Have you sufficiently measured, do you think, the 
economics involved in the construction of a new interstate route and 
leaving the present primary route for local traffic needs on the one 
hand and the building of highways adequate to serve local traffic 
needs as a new route and utilizing the present route as one lane of 
traffic for the Interstate System ? 
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Mr. Bennett. We believe we have, Senator. We have gone into it 
rather carefully and we are in a considerable number of studies 
on it and have worked out the economic factors which are involved and 
we feel that we are very well justified in handling it the way we are. 

Senator Gore. How do your current estimates “of cost. for comple- 
tion of the Interstate System within the State compare with the cost 
estimates of 2 years ago / 

Mr. Bennerr. Under our costs—our costs are very much higher. 

Senator Gore. I know they are, but how much higher? 

Mr. Bennett. I don’t have in mind the figures, but they are over a 
hundred percent. In other words, double. 

Senator Gore. Senator Church ? 

Senator CirurcH. No questions. 

Senator Gore. Representative Pfost? 

Mrs. Prost. No questions, Mr. Chairman. 

Senator Gore. Thank you very much. Are there other officials 
from the State highway department? You are a member of the 
commission, I believe. 


STATEMENT OF LEONARD FLOWN, OROFINO, IDAHO 


Mr. Fiown. Yes, sir. Senator Gore, Senator Dworshak, Senator 


Church, Representative Pfost: I am Leonard Flown, Orotino, Idaho. 


I am a member of the State highway board of directors. I am going 
to try and limit my remarks to approximately 3 minutes here so 
that other people that are interested can have their say. 

Senator Gore. | want to thank you for that and I plead guilty to 
using a good deal of time myself, but if this hearing is to be of real 

value, then I think the ree ord needs to show a rounded presentation 
of the highway problems in the State, because this is a part of the 
overall review of this enormous highway development program. 

Mr. Frown. My remarks are certainly in no way a criticism of 
anyone, anything that has gone on. 

No one is more interested in this subject than I. Senator Gore, 
your interests in highways is an established fact. Your most out- 
standing accomplishment has been the concept, the development in 
many arduous sessions and much research in the final passage of the 

1956 Highway Act. This legislation is historic in concept and of 
such economic impact as to atfect every man, woman, and child in 
these United States. 

You realize, Senator Gore, that instituting a plan is only the first 
step in the realization of a program and the members of your com- 
mittee and your associates in the Senate have taken a series of well- 
designed steps to carefully follow up the legislation and coach the 
orderly unfolding of the plan. 

Your visit here today is a part of this, and though specifically 
pointed toward problems of the forest highways, forest access high- 
way, and public lands highways, yet you are testing the area of public 
opinion, sampling the reaction to legislative direction and accumulat- 
ing a background for proposed legislation. We here in Idaho are 
pleased to be sampled, to express our opinions and to urge you and 
those that you represent to carefully weigh the factors you receive 
here today together with the impressions and facts of the several 
other meetings in this series throughout the West. 
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I am not going to bombard you with statistics as you, through 
the course of this meeting, will be well armed with figures. But 
rather I wish to create an impression, an impression of a people, 
united almost to the point of crusade, united for the purpose of com- 
pleting a single—a singularly obscure piece of road in a rather re- 
mote area of a State with comparatively few people, far removed 
from the hustle and bustle of the teeming thousands, but rich in 
natural resources so necessary to the everyday life of each one of 
those teeming thousands. 

This road, of course, is the Lewis and Clark Highway. The prac- 
ticalness of the Lewis and Clark Highway location is a fact of long 
standing. The history to date of its development has been ever for- 
ward but slow. In a State the size of Idaho with so few people, our 
highway dollars must of necessity be spread rather thinly, doing the 
best job possible for all areas of the State. Thus we find road projects 
of paramount importance having to wait to be delayed often to the 
detriment of the orderly development of the national resources, 
natural resources areas, and our people. 

This situation is not unique to this area of Idaho, nor to the State of 
Idaho, but is widespread over the many States covered with a blanket 
of federally owned land under the direction of various governmental 
agencies. This problem is rightfully of national importance and I, 
therefore, specifically recommend the three following points. 

1. A more comprehensive road program within Government agen- 
cies such as forest-development roads. 

2. A more realistic program of forest highways designed to tie 
appropriation to programing and to more nearly compensate public- 
land States for road development and maintenance. 

3. Careful analysis of the secondary and primary systems. This 
point is not directly akin to the foregoing, but of a pertinent charac- 
ter in developing a sound highway system and a program of inter- 
relating the Interstate System with all feeder roads. Such a study 
will in my opinion point out the need for more available Federal aid in 
these two categories, in order to more nearly maintain a balance be- 
tween the development of the interstate and the rest of the highway 
system. 

I certainly appreciate the opportunity of appearing before you and 
I have tried to keep these remarks short. If there are any questions 
that I might answer, I would be happy to do so. 

Senator Gore. Senator Dworshak ? 

Senator Dworsuak. No. 

Senator Gore. Senator Church ? 

Senator Cuurcn. No questions. 

Senator Gorr. Representative Pfost? 

Mrs. Prosr. No questions, thank you. 

Senator Gore. I appre-iate your statement. Do you have here your 
administrative organization for highways as a board of directors or a 
commission ? 

Mr. Frown. A three man board of directors. 

Senator Gore. And do you have an executive administrator who is 
the actual administrative head, the chairman of the commission ? 

Mr. Frown. No. The three man commission sits as a board of 
directors and Mr. Bennett, who just spoke, is our State highway engi- 
neer who is the chief administrator. 
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Senator Gore. Thank you. How long have you been on the 


commission ¢ 


Mr. Fiown. Seven years. 
Senator Gore. Thank you very much. 
Mr. Elbert Stellmon is next on our list. 


STATEMENT OF ELBERT A. STELLMON, ATTORNEY, 
LEWISTON, IDAHO 


Mr. Srettmon. Senator Gore, distinguished guests: This is the 
statement of Elbert A. Stellmon to the Gore committee hearing at 
Lewiston, Idaho, on December 13, 1957. ‘The subject of my statement 


is military importance and designation of Lewis-Clark Highway in 
Idaho. 


(The witness read in part from his prepared statement, which is as 
follows:) 


STATEMENT OF ELBERT A. STELLMON ON MILITARY IMPORTANCE AND DESIGNATION 
OF LEWIS-CLARK HIGHWAY IN IDAHO 


My name is Elbert A. Stellmon. I reside at 1210 11th Street, Lewiston, Idaho. 
I am an attorney, a partner in the law firm of Cox, Ware & Stellmon, Lewiston, 
Idaho. 

By way of further introduction I was one of the incorporators of the Lewis- 
Clark Highway Association in 1936 and have served that organization contin- 
uously as its secretary since that time, over 20 years. I served as a member 
of the planning board of the State of Idaho for 4 years under Goy. C. A. Bot- 
tolfsen, and as a member of the regional planning commission set up during the 
administration of President Franklin D. Roosevelt. I served 6 years as regional 
or district vice chairman of the Republican Party under Reilly Atkinson, State 
chairman, and as treasurer for the Citizens-for-Eisenhower Committee in 1952 
and again in 1956. I served the Lewiston Chamber of Commerce as its presi- 
dent in 1946 and as chairman of its highway committee for over 10 years and 
am presently serving as a director of the Inland Empire Waterways Associa- 
tion and a member of the highway and waterways committees of the Lewiston 
Chamber of Commerce. 

In my work on these various boards, commissions and offices over the past 20 
years, I have had an active part in carrying forward the effort of this entire 
area, comprising a portion of four States, viz: Idaho, Washington, Oregon, and 
Montana, to bring about the early completion of what we call the Lewis-Clark 
Highway in Idaho. Our efforts have been met with delaying tactics from all 
angles by people representing or under the influence of special interests, whose 
purposes and endeavors on this project have been contrary to those of the gen- 
eral public. Our aim has always been, and now is, to foster and bring about the 
natural progress our area deserves, and should rightly expect, from the existence 
here of an abundance of undeveloped natural resources, including but not lim- 
ited to, great river systems affording natural avenues of transportation, both 
by land and by water, now standing ready and able to serve us and the Nation, 
when developed in proportion and degree to similar resources in other parts 
of our country. At no other place in our Nation is there located natural re- 
sources and avenues of transportation in such abundance left almost wholly 
undeveloped or used, than right here in north central Idaho. 

This lack of development if continued as in the past, could lead to a national 
catastrophe. I refer specifically now to the water grade, natural land trans- 
portation route of the Lewis-Clark Highway traversing the sunny side of the 
Clearwater River, and its tributaries, from Lewiston, Idaho, the head of navigable 
water on the Columbia and Snake Rivers, to within 40 miles of Missoula, Mont., 
the focal point of practically all the transcontinental east-west highways con- 
necting the costal part of the Pacific Northwest with the Great Plains portion of 
the Nation, all traversing a water-grade, low altitude, snow-free, all-year-round 
land transportation route, that has no tunnels, few bridges, gentle curves, and 
drinking water practically every foot of the way. This route lies wholly inside 
the Cascade and other coastal range of mountains and connects directly with 
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the head of navigable water at Lewiston in one of the largest river basin systems 
in the United States. It crosses a low divide or pass in the Bitterroot Mountains 
as it enters Montana about 40 miles from Missoula. 

The War Department of the United States of America, a great and magnificent 
arm of our Government and Nation, who is charged with the duty to plan and 
anticipate for our people and their safety in time of war or attack, and who has 
covered itself with glory over the years in too many ways to mention here, and 
who guards the general welfare of all our people and not just the welfare and 
profits of a few special interests, is now and for many years has been, well aware 
of the vital necessity for. and importance of, a completed highway perforating 
the blockade now existing between our coastal areas and the head of navigable 
waters on the west, and the Great Plains area of our Nation to the east. That 
department knows there is only one, and at best two, arteries of transportation 
that could be used for Army transport, men and supplies, to and between those 
vital areas in time of war or attack, which task enormous in itself, must be done 
at the same time and over the same highways, as the evacuation of refugees and 
civilians from such areas, one to the other and between the two. Our military 
men witnessed the devastation and carnage which occurred in France during 
two world wars when civilians, refugees, and evacuees by the thousands were 
run over, crushed, maimed, and killed by Army transport, guns, troops, and 
munitions of war which, through necessities of war, simply had to be moved 
over the highways, everything and everybody else to the contrary notwithstand- 
ing. This Nation may one day be required to defend itself upon our own soil: 
the fight may be brought to our shores. 

The War Department of the United States in the year 1940 designated the 
Lewis-Clark Highway across Idaho as a military highway of No. 1 priority. 
In February of that year, as secretary of the Lewis-Clark Highway Association, 
I wrote a letter to then Secretary of War Harry H. Woodring, requesting such 
designation. A photo copy of my letter is hereto attached, marked “Exhibit A” 
and by reference made a part hereof. The facts therein stated are as true today 
as when written. 

In the same month the late Mr. Marcus A. Means, a stalwart advocate of early 
completion, went to Washington, D. C., at his own expense, prepared a written 
statement for the War Department and contacted each Senator and Representa- 
tive from the States of Idaho and Oregon. A photocopy of his statement is 
hereto attached, marked “Exhibit B” and by reference made a part hereof. The 
facts stated by Mr. Means are as true and pertinent today as when written by 
him some 17 years ago. 

The members of the congressional delegations of the States of Idaho and 
Oregon met with Mr. Means and prepared a formal written application asking 
the War Department to designate the highway as of military first priority on 
the system of highways throughout the Nation. A photo copy of their applica- 
tion is hereunto attached, marked “Exhibit C’’ and by reference made a part 
hereof. 

Mr. Means then arranged a meeting between the Congressmen and Secretary 
of War Woodring, and the proposition was formally presented to the War De- 
partment for study, confirmation of facts represented and action. 

After reexamination of the military highway system by the War Department 
and consideration of the application and the facts therein stated, the War 
Department later that month formally designated the Lewis-Clark Highway in 
Idaho as a first priority military highway and notified the then Public Roads 
Administration accordingly. A photo copy of the formal letter of notification 
thereof is hereto attached marked “Exhibit D” and by reference made a part 
hereof. 

The designation of the Lewis-Clark Highway in Idaho as a first priority mili- 
tary highway was confirmed by Secretary of War Henry L. Stimson by letter 
to Representative Compton I. White in July 1940. A photo copy of that letter 
is hereunto attached, marked “Exhibit E” and by reference made a part hereof. 

The designation of the Lewis-Clark Highway in Idaho as a first priority mili- 
tary highway was again confirmed by Brig. Gen. George V. Strong, then Chief 
Planning Engineer of the United States Army and head of the War Plans Divi- 
sion, by letter to be dated June 18, 1940, in which General Strong among other 
things stated the highway “has been placed well up on the list of first priority 
projects.” A photo copy of his letter is hereunto attached, marked “Exhibit F” 
and by reference made a part hereof. 

As you no doubt know General Strong was one of the foremost experts and 
best informed men in the United States on highway matters. Shortly after this 
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letter was written he was sent to Germany by our Government as the head of 
a group of engineers and technical and highly skilled experts to examine the 
superhighways constructed in Germany under the supervision of the German 
Army Chief of Staff, to determine the superior qualities of those highways and 
report back to our Government. Of such is the caliber of men who have recog- 
nized the vital importance of the Lewis-Clark Highway to our Nation. 

Again in June 1940, General Strong wrote of “our present plan,” meaning, of 
course, the War Plans Division of the United States Army, which was trying to 
get the important military highways constructed, to finish the construction of 
the Lewis-Clark Highway in Idaho, “this summer,’ meaning, of course, the 
summer of 1940. A photocopy of General Strong’s letter is hereto attached, 
marked “Exhibit G” and by reference made a part hereof. 

The Lewis-Clark Highway in Idaho was formally and officially made a part 
of the military strategic and interstate highway system of the United States, 
and inserted and shown upon the official maps thereof in the War Department 
and Bureau of Public Roads in the fall of 1940. A photo copy of a letter of 
Gen. George V. Strong to Col. Edmond VD. Potvin, president of the Lewis-Clark 
Highway Association, dated October 5, 1940, confirming such fact is hereto at- 
tached, marked “Exhibit H” and by reference made a part hereof. 

The designation of the highway as a military highway of first priority and on 
the Interstate Highway System has been officially recognized by the Bureau of 
Public Roads as shown by the letter of Thomas H. MacDonald, Commissioner of 
Public Roads, dated December 7, 1940, a photo copy of which is hereto attached, 
marked “Exhibit 1” and by reference made a part hereof. 

Most of our discussion so far deals with the Lewis-Clark Highway as an east- 
west highway of great significance. The fact is, however, the highway when 
completed will have as much, if not more, military importance as a north-south 
connecting highway. The Lewis-Clark Highway when completed will reduce 
the existing highway distance 363 miles between San Francisco, Calif., the site 
of the Presido, headquarters of the 6th Army of the United States, which has 
jurisdiction of the entire west coast portion of the Nation, and Calgary, Canada, 
and of course Alaska, via the Alean Highway. The Lewis-Clark Highway wilil 
connect with United States Highway 95 at Grangeville and the San Francisco 
route goes from there along United States 95 to Caldwell, then south via the 
Winnemucca Cutoff to San Francisco. 

This fact alone should be of such tremendous importance to the safety of the 
Nation as to compel its immediate completion. Especially in view of the increas- 
ing importance of the Arctic and other northern spheres, and further increased 
of late by sputnik, muttnik and “what the hell next nik.” 

Locally, some mileage reductions afforded by the highway will be between 
Missoula, Mont., and Kooskia, Idaho, 268 miles; Grangeville, 248 miles; New 
Meadows, 247 miles; Boise, 258 miles ; and Lewiston, 123 miles. 

While the military significance and importance of the Lewis-Clark Highway 
to our Nation and its designation on the Interstate Highway System has lately 
been questioned by certain men of small transactions, narrow and selfish views, 
hand picked and hand fed by self-centered special interests with only profits, priv- 
ilege and power in mind, we, and we say this committee, and all America, should 
take our stand and continue the fight for the attainment of the goal and the 
fulfillment of the wisdom of such men as Harry H. Woodring, Henry L. Stimson, 
Gen. George V. Strong, Thomas H. MacDonald, Marcus A. Means, Col. Edmond D. 
Potvin and Marshall N. Dana, wise patriots all. 

I thank you. 


ExHIBIT A 


FEBRUARY 1, 1940. 
Mr. Harry H. Wooprina, 
Secretary of War, Washington, D. C. 

My Dear SecreTary: In considering the national defense from a military 
standpoint, we desire to bring to your attention the need for the completion of 
the unconstructed section of the Lewis and Clark Highway within the State of 
Idaho to connect the east and west highway system for military purposes. 

Under the existing conditions the use of the arterial roads to reach the Pacific 
coast it appears that there is a large area in Idaho extending 450 miles north 
and south across which there is no east and west highway. In view of the 
advantages to be gained from a military standpoint by the completion of the 
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link between Missoula, Mont., and Lewiston, Idaho, as a short, direct route 
over a low pass to reach the Columbia River and the Pacific coast, we request 
that the construction of the Lewis and Clark Highway be included in the national 
defense program and that the War Department designate this road as a mili- 


tary project to be given priority in the Bureau of Public Roads construction 
program. 


Sincerely yours, 
EvLBert A. STELLMON, 
Secretary, Lewis-Olark Highway Association, 


EXHIBIT B 


MEMORANDUM ¥OR UNITED States WAR DEPARTMENT CONCERNING LEWIS AND 
CLaRK HigHWAY 


As a link in our national system of defense, the Lewis and Clark Highway 
will provide the easiest and most natural routes for reaching the lower Columbia 
Basin and the entire Pacific Northwest. 

Starting at Missoula, Mont., as U. S. 10, the road proceeds up the 
Bitter Root River and Lolo Creek to Lolo Pass (elevation 5,187) and then fol- 
lows the Lochsa and Clearwater Rivers into Lewiston, Idaho, which is the head 
of navigation for the Snake River in Idaho, and the gateway to the Columbia 
River. In all, the road covers a distance of 220 miles. 

At the present, only 50 miles of this road remain incomplete, all of which 
lies in the national forest in Idaho. Although this portion has been an approved 
project of the Forest Service for about 20 years, it is still to be completed. 

Because of its easy connections with eastern Idaho and southern Montana, 
the Lewis and Clark Highway, when completed, will furnish the shortest route 
for all traffic coming into these sections routed to the Pacific Northwest. None 
of these connecting roads are in the deep snow belt. 

Besides shortening the distance to the Pacific coast for eastern traffic, this 
highway will provide for easier gradients and curves than any road now existing 
in this section. The saving in distance is over 100 miles to the lower Columbia 
River Basin. These factors cannot be overlooked by a highly mechanized Army— 
especially when the alternatives are to use the present difficult mountain roads, 
or travel about 400 miles to the south to the old Oregon Trail (450 miles being 
the distance separating the present existing roads). 

The 50-mile stretch of this road which is now incomplete presents no serious 
construction difficulties, being formed of decomposed granite, old river bars, 
mountain meadows and timberland. It is laid out on the southern exposure 
of a mountain, and hence will be easy to maintain in the winter. No deep 
thorough-cuts or tunnels will be necessary. 

The State of Idaho finds it impossible to construct this road because its 
taxable area is only 22 percent of its 84,000 square miles. Besides this, however, 
is is an obligation of the Forest Service, according to its own commitments. 

This highway commemorates one of the great explorations of the Northwest 
in the early history of our country when Lewis and Clark traversed the Lolo 
Trail, which the highway follows. This was the beginning of definite plans to 
hold Oregon for this Union. 

M. A. MEANS, 
President, Lewiston Chamber of Commerce, Lewiston, Idaho. 


Exuisit C 


WASHINGTON, D. C., February 5, 1940. 
Re Application to the United States War Department to designate the Lewis 
and Clark Highway in Idaho and Montana on the first priority military 
highway system. 
Hon. Harry H. Wooprtne, 
The Secretary of War, 
Washington, D. C. 
Dear Mr. Secretary: In considering the national defense from a military 
standpoint, we desire to bring to your attention the need for the completion of 
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the unconstructed section of the Lewis and Clark Highway within the State 
of Idaho to connect the east and west highway system for military purposes. 
Under the existing conditions the use of the arterial roads to reach the 
Pacific coast, it appears that there is a large area in Idaho extending 450 miles 
north and south across which there is no east and west highway. In view of 
the advantages to be gained from a military standpoint by the completion of 
the link between Missoula, Mont., and Lewiston, Idaho, as a short, direct route 
over a low pass to reach the Columbia River and the Pacific coast, we request 
that the construction of the Lewis and Clark Highway be included in the na- 
tional-defense program and that the War Department designate this road as 
a military project to be given priority in the Bureau of Public Roads construc- 
tion program. 
Sincerely yours, 
Compton I. WHITE, 
Henry C. DWwoRSHAK, 
WALTER M. PIERCE, 
Homer D. ANGELL, 
Members of Congress. 
D. WortH CLARK, 
JoHN THOMAS, 
United States Senators. 


UXHIBIT D 
War DEPARTMENT, 
Washington, D. C., February 17, 1940. 
Hon. Compton I. WHITrTEe, 
House of Representatives. 


DeAaR Mr. WuitTe: In reply to your joint letter of February 5, 1940, relative 
to the inclusion of the Lewis and Clark Highway between Missoula, Mont., and 
Lewiston, Idaho, in the national-defense program and the designation of that 
highway as a military priority road, permit me to inform you that the War 
Department is interested in a broad sense in the construction of highways for 
national-defense purposes. Although it consults with the Public Roads Ad- 
ministration concerning national-defense needs, it has found, as a result of 
detailed studies on the subject, that highways constructed for commerce and 
internal development, in general, fill the requirements of national defense. 
The War Department has no funds for the construction of roads not located 
on military reservations, and in consequence is limited to presenting facts and 
requirements to the other governmental agencies concerned in this subject. 

With respect to the proposed road between Missoula and Lewiston, it appears 
from a reexamination of highway facilities in that section, that its construc- 
tion would considerably shorten the highway distance between Fort Missoula 
and the important Portland-Vancouver area and also provide an additional road 
from the east into the Puget Sound area. In view of this fact, the War De- 
partment is designating the proposed route as a first priority road and has 
notified the Public Roads Administration accordingly. The next printing of 
the War Department special highway map will include this route. 

Sincerely yours, 
Harry H. Wooprine, 
Secretary of War. 





ExuHisit E 
Wark DEPARTMENT, 


Washington, July 23, 1940. 
Hon. Compton I. WHITE, 


House of Representatives. 


DeaR Mr. WHITE: Receipt is acknowledge of your letter of June 24, 1940, 
in which you recommend completion of the Lewis and Clark Highway between 
Lewiston, Idaho, and Missoula, Mont. 

War Department recommendations, based upon military needs are of an 
advisory nature to the Public Roads Administration, which agency is charged, 
under the Federal Highway Act, with the allotment of Federal-aid funds, to be 
matched by State funds for specific highway projects. The Departmen’s recom- 
mendations are submitted for consideration in conjunction with commercial and 
uther needs as determined by the Public Roads Administration and the State 











_ 


464 FEDPRAL HIGHWAYS AND FOREST ROADS 


highway departments. As you know, the War Department has designated a 
route following the general course of the Lewis and Clark Highway as a “first 
priority” route and has advised the Public Roads Administration accordingly. 

The War Department has no funds for road construction other than on military 
reservations, and consequently cannot enter further into the matter. 

Sincerely yours, 
Henry L. STIMSON, 
Secretary of War. 


ExuHisit F 


Wark DEPARTMENT, 
Wak DEPARTMENT GENERAL STAFF, 
Wark PLANS DIVISION, 
Washington, D. C., June 18, 1940. 
Mr. Evsert A. STELLMON, 
Secretary, Cox, Ware Stellmon, Lewiston National Bank Building, 
Lewiston, Idaho. 


My Dear Mr. STELLMON: I am in receipt of yours of June 13, 1940. It was 
only yesterday that, among other similar projects, I again considered the high- 
way from Missoula to Lewiston. At the request of the War Department this 
particular highway has been placed well up on the list of first priority projects, 
and I hope that funds will be available during the coming summer to start this 
project. 

We have met, considerable difficulty, due to the national forest angle, and, in 
consequence, I believe that the funds employed must come from those appropria- 
ted for the Bureau of Public Roads rather than being subjected to restrictions of 
the WPA funds. This matter is under study and when a definite conclusion is 
reached I shall be very glad to let you know the reult. 

Very sincerely yours, 


Geo. V. STRONG, 
Brigadier General, United States Army, 


ExHIsBIt G 


WAR DEPARTMENT, 
Wak DEPARTMENT GENERAL STAFF, 
Wak PLANS DIVISION, 
Washington, D. C., June 26, 1940. 


Mr. Evsert A. STELLMON, 
Secretary, Cox, Ware Stelimon, Lewiston National Bank Building, 
Lewiston, Idaho. 

My Dear Mr. STELLMON: In am in receipt of yours of June 24, asking permis- 
sion to publish my letter of June 18. Under the circumstances, I recommend most 
strongly against publication of this letter for the reason that, as you know, the 
national forest angle is extremely delicate and I am very much afraid that if 
there is any publicity our present plan to put this highway through will go on 
the rocks. Our best chance of getting funds allocated for this highway this 
summer depends, in my opinion, upon there being no publicity whatever in order 
that the objections on the part of people interested in national forests may not 
serve to block action as they have in the past. 

Very sincerely yours, 
Gro. V. STrRonG, 
Brigadier General, United States Army. 


Exuipit H 


WaAR DEPARTMENT, 
Wark DEPARTMENT GENERAL STAFF, 
Wak PLANS DIVISION, 
Washington, D. C., October 5, 1940. 
Col. Epmonp D. Potvin, 
Garden Court, Lewiston, Idaho. 

Dear COLONEL Potvin: Reply to your letter of August 24, 1940, has been 

delayed due to my absence from Washington. 
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Two copies of the War Department special highway map showing the Lewis 
and Clark Highway between Missoula, Mont., and Lewiston, Idaho, as part of 
the strategic highway system are being forwarded to you under separate cover. 
That highway has been designated as a first-priority road and information to 
that effect was contained in letter of February 17, 1940, to Hon. D. Worth Clark, 
United States Senate. Similar information was sent to Hon. Henry C. Dwor- 
shak, Hon. Walter M. Pierce, and Hon. Compton I. White, Members of Congress, 
and the Public Roads Administration was advised accordingly. There has 
been no reprint of the War Department special highway map since the designa- 
tion of that road. However, it has been included on the copies forwarded to 
you. 

Since highway construction and development is a responsibility of the road- 
construction agencies of the States and Federal Government, progress on con- 
struction of the road in question is a matter for determination by those agen- 
cies. In view of the heavy requirements to meet deficiencies of a purely mili- 
tary nature the War Department does not favor the use of national defense 
funds for highway improvement of the foregoing character. 

Very respectfully yours, 
Gro. V. STRONG, 
Brigadier General, Assistant Chief of Staff. 


EXHIBIT 2 


FEDERAL WORKS AGENCY, 
PuBLIC RoapS ADMINISTRATION, 
Washington, December 7, 1940. 
Mr. Evsert A. STELLMON, 
Secretary, Lewis-Clark Highway Association, 
Lewiston National Bank Building, Lewiston, Idaho. 

My Dear Mr. STELLMON : Reference is made to your letter of November 25 with 
which you enclosed the attached map of the State of Idaho on which you had 
superimposed certain routes representing the highways of military importance 
in the State of Idaho. 

On July 29, 1940, Mr. Finch, our district engineer, was forwarded a tentative 
map of the routes of military importance which differed in some particulars 
from the routes as shown on the map you forwarded, as follows: (1) The road 
to Canada reached the boundary at Eastport instead of Porthill, (2) the route 
following U. 8. 30 entered Oregon at Ontario instead of running via Payette, 
(5) the Lolo Pass route was shown as first priority, and (4) the Teton Pass 
route followed State Route 29 to Swan Valley, thence via State Route 31 to 
Victor, thence via State Route 33 to the Wyoming line. 

A revised print of the routes of military importance has recently been for- 
warded to Mr. Finch, the new map being dated October 25, 1940, and it is as- 
sumed that this map is now under study by the State department of public 
works. 

Very truly yours, 
Tuos. R. MAcDONALD, 
Commissioner of Public Roads. 


Senator Gorr. I have read the communications from the Depart- 
ment of Defense. The Department of Defense seems to have recog- 
nized the defense value of such a proposed route or highway for a 
long while. 

Mr. Srettmon. Yes. They designated it a military highway of 
first priority in 1940 through the recommendation of Secretary of 
War Harry H. Woodring and confirmed by Henry L. Stimson and 
also recommended and confirmed by Gen. George V. Strong, then 
Chief Planning Engineer of the United States Army, a man whom this 
Government sent to Germany to investigate the superhighways built 
by the German Army and report back to this country. That is the 
caliber of men who have recognized the importance of this highway 
militarily. 
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Now, I want to make one statement now very briefly to this effect : 
I read the minutes, or the record, of a hearing of this committee re- 
cently held in Washington, D. C., at which time—I believe his name 
is Commissioner Curtis—stated to this committee that the uncom- 
pleted portion of this highway was a little over 40 miles. Now, I 
would like to have that corrected. The uncompleted portion of this 
highway is somewhere between 10 and 15 miles, and we think it is 
closer to 10 than 15. 


And I would like to say to Senator Church that if he will follow 
out the edge of his ruler, which he mentioned a while ago, he will 
find that Portland, Oreg., is on the edge of the ruler, Lewiston, Idaho, 
is on the edge of the ruler, and the other edge of the ruler is Duluth, 
Minn., exactly on airline. Thank you very much. 

Senator Gore. Thank you, sir. 

Dr. Erwin Graue, University of Idaho. Is Dr. Grave here? Who 
will present Dr. Graue’s statement ? 

Dr. Atrreo W. Bowers. Senator Gore, I don’t have Dr. Graue’s 
statement. I havea statement of my own. 

Senator Gore. Well, Dr. Graue’s statement will be published in the 


record and the committee will be pleased to hear you make your own 
statement. 


(The statement referred to is as follows :) 


PRODUCTION TRENDS IN THE NORTHWEST AND THE ECONOMY OF THE LEWIS-CLARK 
HiIgHWay 


By Erwin Graue, College of Business Administration, University of Idaho 


The principle that has to do with economic development is one of unit cost 
relative to the market. To sustain this principle for an enterprise, at its in- 
ception as well as a going concern, there is necessary a favorable overhead cost 
in the external economy of operation that belongs properly in the sphere of 
public convenience and public service. These are highway, river navigational 
facilities, power developments, and communications. On consideration of costs 
of operation of the individual firm and subsequent benefits going to the public, 
any and all of these facilities enter the picture of industrial development. In 
a relatively new area additional traffic cannot be generated without the external 
economy taking shape before the expansion of production by private enterprise. 

For Idaho and, in this instance, the Iniand Empire, the roundabout distance 
from markets, east and west, absorbs such a high percentage of gross revenue 
that any decrease in marketing cost is bound to stimulate the physical volume 
of output. Eeconomic development means any of the following changes— 

(a) the production of a new product or new quailty of product 

(b) new methods of production not yet tested by experience 

(¢) new market not entered into before 

(d) new raw material sources or semimanufactures to be created that did 
not exist before 

(e) new organization created by industry that bears on lower cost of 
operation. 

Points ¢ and d are especially applicable to the analysis here considered: the 
construction of the Lewis-Clark Highway and its impact on economic develop- 
ment of the Inland Empire and the Northwest. The inception of a new economy 
of transportation is directly related to the development of the Inland Empire 
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and by diffusion to the Northwest. The projection of population for the par- 
ticular areas concerned is the following : 


{In thousands] 





Inland 10 northern 





Empire ! Idaho 
counties ! 
Ps Cr watcnsncunndacacccncnahsenencebekeeuied ei petaden Leet Ee 696 136 
BS niceties adap tao - panics 895 142 
1955... “ neh sag ho gip ee Sie bi 4 1, 000 153 
1960... i ic 1, 100 160 
Ge htaccess cence ose Web Le eek odd ccc tan hea atodes ae dseeeet 1, 400 175 





1 Data from F. 8. Roskelley, Spokane, Wash. 

The projections are based on industrial development in fields of mining, 
lumbering, agriculture, and manufacture. Particular cases in point are Anaconda 
Aluminum (mining and processing) ; the expansion of operations of the Bunker 
Hill Co.; the expansion of Potlatch forests; the expansion of Pack River Lum- 
ber Co.; and the eventual expansion of lumber output in Idaho from 1 to 2 
billion board-feet per year.’ 

These plans of development are in an active stage of inception and some of them 
in the stage of investment flow. In order to insure a going-concern success, the 
Lewis-Clark Highway will extend the market through its economy: by cutting 
(1) cost of distance; (2) cost of time; and (3) cost of material operation of 
present carriers. An index of what this is all about are estimates in the reduction 
of costs by regulated carriers that currently move traffic from the Twin Cities, 
Minn., to Portland, Oreg., via Spokane-Kennewick, Wash. At current operations, 
the savings in mileage of Consolidated Freight Ways on 10 runs via the Lewis- 
Clark Highway would amount to 1,500 miles per 5 schedules per day, east and 
west. The savings in time for the same schedule is 40 hours per day. Again, 
the Lewis-Clark Highway will generate increased traffic on back-haul going east 
that is now below capacity of carrying. Lower rates are planned to get full 
capacity of haul and payout. Moreover, the Lewis-Clark Highway may be 
expected to attract competition of service from Inland Motor Freight and Pacific 
Intermountain Express. Also, there is considerable private haulage (operators 
of 2 or 3 trucks) that might be expected to expand their operations. 

From a viewpoint of a more distant potential of industrial development, the 
Lewis-Clark Highway will directly interlink with river transportation that will 
eventually give Lewiston access to the Pacific coast via the Snake. The con- 
struction of Ice Harbor Dam; the authorization of Lower Monumental; and the 
expected authorization of Little Goose, Lower Granite, and Asotin Dams, will 
provide the necessary facilities of navigation and low-cost transport-outlet for 
Lewiston. An outlet also means inlet of traffic. Exchange moves both ways. 
From and to Lewiston via Lewis-Clark is a logical step of integrated economic 
operation that is bound to reduce unit cost of marketing by such proportions 
that industrial development at Lewiston might be expected to increase very 
considerably. Again, and this is to be noted, the development of an uninter- 
ruptible generating capacity of 1,446,000 killowatt-hours (equivalent to 1,937,640 
horsepower-hours) by the Pacific Northwest Power Co. will be an indispensable 
factor in the industrial development of northern Idaho and the Northwest in 
general: (1) to conjoin with the economy of the Lewis-Clark Highway; and 
(2) to conjoin with least-cost river navigation at Lewiston, Idaho. For the 
type of industrial development that might be expected on the kinds of raw ma- 
terial sources in the Inland Empire and in Idaho in general, low-priced electric 
power as a manufacturing plant operation cost margin is a potent competitive 
market-cost influence.? 





1F. S. Roskelley report quoted from R. L. Guernsey, Idaho State forester. Ralph 8. 
Space, forest supervisor, Clearwater National Forest, reports by letter that the Lewis-Clark 
Highway may make accessible from 70 to 400 million board-feet, i. e., with additional 
lateral road construction. 

2The quantity of electric energy, used and generated (by manufacturers), for all manu- 
facturing plants (1953) is about the equivalent of 95 horsepower Wours per gainfully 
employed worker in manufacturing plants. On the basis of full capacity use of Mountain 
Sheep and Pleasant Valley hydroplants this is the equivalent of more than 21.000 jobs in 
manufacture. On the basis of 40 percent use of horsepower-hours in manufacture, it is 
the equivalent of 8,600 new jobs. (Data from Annual Survey of Manufactures, 1953, 
Bureau of the Census, Department of Commerce, p. 122 ; computed.) 
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The economic trends on plates I and II are a retrospect of successive incre- 
ments of economic performance. They cannot be projected forward on cumula- 
tive percent increases: whether at 3 or 4 or 5 percent per year. Economic de- 
velopment has its leaps and bounds. It is discontinuous and moves on in- 
terrupted shorter fluctuations. The most feasible trend is that of physical 
volume of output computed from bank debits which represents an approxima- 
tion of the Inland Empire trend. The future behavior of that trend is directly 
tied in with a reduction of marketing costs (economies of transportation) : 
Lewis-Clark Highway and Snake River navigation; and low cost power develop- 
ment. 

Enterprise and economic development are always in the direction of lowest 
unit cost relative to the market; the principle is that nothing is produced until 
it is sold at a price’that will cover all costs in the long run. 


STATEMENT OF DR. ALFRED W. BOWERS, DEPARTMENT OF 
SOCIAL SCIENCES, UNIVERSITY OF IDAHO 


Dr. Bowers. I am Alfred W. Bowers; I am a professor of anthro- 
pology at the University of Idaho and I am authorized in the absence 
of the president of the university to submit a statement to the com- 
mittee on behalf of this program which might possibly be overlooked 
and in which we have the university’s direct interest. 

I want to speak in terms of cultural, scientific aspects of the high- 
way project. I say first of all that the general consensus of the uni- 
versity is to approve the completion of the Lewis and Clark Highway 
to bridge the historic cultural interest which will be developed for the 
area. Every schoolchild knows about the Lolo Pass and the ordeals 
of Lewis and Clark through this region. We believe that there is 
great educational value associated with this area that can be de- 
veloped. We believe also that there is a financial value to the com- 
munities in Idaho in development of this area. 

Now, the Lolo Pass area of the State of Idaho is rich in history. 
We believe also that there is a rich prehistory in the area. This pass 
has played an important part in the development of the Northwest. 
At the present time it is perhaps the largest undeveloped historic 
area anywhere in America. 

This pass has been used by travelers, by Indians, by miners, used 
by General Howard during the Nez Perce wars, and the university 
believes that there should be proper steps taken immediately during 
the construction of the project to survey the area to determine what 
the archeological and historical sites are and the extent of them, 
whether they are in danger of destruction and to take steps to preserve 
them. 

There are many precedents for this kind of program that we are 
advocating. The National Antiquities Act of 1906 is itself a recogni- 
tion of the legitimacy of such researches and investigations. There 
are the extensive programs of Federal] Government in the large reser- 
voir areas in the Columbia and Missouri Rivers, where the University 
of Idaho today is cooperating in this partnership between the State 
universities, the National Park Service, and the Smithsonian Institu- 
tion. We are also a partner in salvage programs under the National 
Highway Act in which financial assistance is given for the preservation 
of archeological sites and for these salvage programs. 

Now, the large pipeline companies up to date also underwrite the 
expenses of this kind of work. 
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Now, we recommend that in the legislation providing for the com- 
pletion of the Lewis and Clark Highway through the Lolo Pass, 
provision should be made to include the cost of acheological and his- 
torical salvage and the preservation of these sites. 

We have reason to believe that there are many valuable sites; there 
are monuments and things of historical value that the youth of our 
generation know about, people are interested in seeing, and that these 
sites should be preserved. 

Now, we here at the University of Idaho at the present time have had 
a continuing 1 ‘esearch project for the preservation of antiquities. It 
is modeled after the program of the Federal Government. Our funds 
are not adequate to reach into all the public lands. We have a project 
at the present time for the preservation of archeological evidence, 
preservation of historic sites here in this immediate Clearwater area 
extending from Lewiston to the neighborhood of Kooskia. 

We would like to see any program of roadbuilding in this area so 
organized as to include provisions for the preservation of these sites. 
We believe that these monuments ought to be preserved. They ought 
to be set up wherever possible. In some instances where roads are 
over sites, it will be necessary to salvage them. We believe that it is in 
the long-term interest of the State that these monuments be preserved 
and that the Government look into this as a part of the project. 

Senator Gore. Professor, to indicate to you my agreement with the 
desirability of preserving archeological facts, objects, sites, and scenes 
of historic value, we wrote into the bill section 120, which reads as 
follows: 


Funds authorized by this title to be appropriated to the extent approved as nec- 
essary by the highway departments of any State may be used for archeological 
and paleontological salvage to that State in compliance with the Act entitled 
“An Act for the Preservation of American Antiquities.” 


So the basic highway act contains a provision which you recommend 
be included in any partic ular legislation relating to the route in ques- 
tion. I find myself in full agreement with your recommendations. 

Professor Bowers. Thank you. 

Senator Gore. Thank you very much. 

(A prepared statement filed by Dr. Bowers is as follows :) 


STATEMENT OF Dr. ALFRED W. BOWERS, DEPARTMENT OF SocrAL SCIENCES, 
UNIVERSITY OF IDAHO 


THE DEVELOPMENT OF THE LEWIS AND CLARK HIGHWAY 


We welcome plans for completion of the Lewis and Clark Highway for it will 
open up an area rich in historie interest to tourists and the Northwest at large. 
We urge the development of the highway. 

The Lolo Pass area of the State of Idaho is rich in history. We believe this 
area has a prehistory, also, which goes back to the earliest settlement of the 
State by American Indian tribes. “This area was long traversed by the Nez 
Perce and other Indians going into the Plains for the buffalo. The pass has 
been well known and widely used by all the tribes, trappers, and miners of the 
adjacent areas when going back and forth between the Plains and the Columbia 
Basin. Lewis and Clark used it in 1805 going down to the coast and they re- 
turned via this pass in 1806. The pass was examined by surveyors under Cap- 
tain Mullen prior to the building of the Fort Benton to Fort Walla Walla mili- 
tary road. In 1877 Chief Joseph of the Nez Perce took his band through the 
pass followed by Gen. O. O. Howard and his forces. There are known to be 
historic monuments left by Lewis and Clark and many remains of Indian vil- 
lages in the territory to be traversed by the projected Lewis and Clark High- 
way. 
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The University of Idaho believes that proper and immediate steps should be 
taken during the construction of this highway to survey the area to determine 
which archeological and historical sites are in danger of destruction and to 
preserve them. For this purpose trained anthropologists should constantly be at 
the scene whenever construction is undertaken in order to salvage as much of 
this record as possible. 

There are many precedents for this salvage and survey program which we 
are recommending. The National Antiquities Act of 1906 is itself a recogni- 
tion of the legitimacy of such researches and investigations. The extensive sal- 
vage programs of the Federal Government in the large reservoir areas in the 
Columbia and Missouri Rivers, where the University of Idaho is at the present 
time an active cooperating partner with the National Park Service and Smith- 
sonian Institution is an example of a massive research project involving both 
governmental and research agencies of the universities to save as much scientific 
evidence as possible before these areas are inundated. There are also provi- 
sions in the superhighway program for the financing of extensive salvage pro- 
grams and the preservation of archeological and historical sites. The Univer- 
sity of Idaho is a partner in that program at this time. The large pipeline com- 
panies today underwrite the expenses of archeologists on hand to recover all 
data of scientific importance. 

We recommend that in the legislation providing for completion of the Lewis 
and Clark Highway through the Lolo Pass, provision should be made to in- 
clude the cost of archeological and historical salvage as a part of the cost of the 
construction of the road. 

The University of Idaho has a continuing research project designated as G—28, 
the preservation of archeological materials and data, which has been active for 
a number of years. This is patterned along the same lines as customary in the 
Federal salvage programs. As part of this project, extensive surveys have al- 
ready been made along the Clearwater River between Lewiston and Kooskia, 
Idaho. There would be an efficiency of effort if surveys and salvages in the 
Lolo Pass areas could be coordinated in a common project with our existing 
research down stream. The University of Idaho, therefore, would be keenly 
interested in cooperating in such development along the Lewis and Clark High- 
way by providing scientific personnel and facilities for the preservation of archeo- 
logical and historical sites. 


Senator Gore. Representative James Monroe. 


STATEMENT OF JAMES MONROE, STATE REPRESENTATIVE FOR 
NEZ PERCE COUNTY, IDAHO 


Mr. Monroe. Senator Gore, distinguished Senators and Representa- 
tives, in the interest of time I would like to set a precedent and just 
leave my statement for the record, with your permission. 

Senator Gorn. Well, you may do that. Will you summarize for us 
the principal point or points in your statement? I know you are a 
representative of the people; you hold a responsible position, and I 
would like to have the benefit of your view. You don’t have to read 
it if you will tell us the principal points involved. 

Mr. Monror. Well, principally I meant to cover the loss of the 
revenue in this large investment that we have at the present time 
which is, as you know, as the Governor covered, a $7 million invest- 
ment in this project which is yielding practically no returns at 
present. 

Idaho is not a rich State. Her wealth lies chiefly in our undeveloped 
resources, and to develop these we must have more and better high- 
ways. 

Another point that I would like to leave with you is the vast amount 
of Idaho which is feder ally owned. The figure which is used, 66 per- 
cent, 37 percent of which is in Federal forest area. 
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And I will skip down and give you a summarization of the points 
that I would like to leave with your committee. First, we cannot af- 
ford $7 million in a project which is yielding practically no returns 
at present. It is distressing to note that the interest alone is an 
annual loss of $300,000 on this public investment. Nor can we afford 
the loss to the Federal Treasury in undeveloped businesses and in- 
dustries. 

Second, it is a direct Federal responsibility, since this project lies 
wholly in fedreally owned lands and should be accepted as such by 
our Government. 

Third, it certainly is not sensible, practical, nor good business, nor 
good government to further delay the completion of this tiny link 
in the long, strong chain of highway development. 

Present piec emeal contracting will add 3 or 4 million dollars to ulti- 
mate cost. We cannot afford this in time or money. 

Senator Gore. And not only add to the cost but delay realization of 
benefits. 

Mr. Monroe. That is correct. 

Senator Gore. Senator Dworshak ? 

Senator DworsHaKk. No questions. 

Senator Gore. Representative Pfost? 

Mrs. Prosr. No questions. 

Senator Gore. Thank you very much. 

(The prepared statement is as follows:) 


STATEMENT OF JIM MONROE 


Senator Gore and members of the subcommittee, my name is Jim Monroe, 
State representative for Nez Perce County, Idaho. 

To date we have spent a minimum of $7 million of taxpayers’ money in build- 
ing what is now know as the Lewis Clark Highway. This represents a very 
large investment to have tied up during the past 40 years. 

Idaho is not a rich State. Her wealth lies chiefly in the undeveloped resources 
of her land, and to develop these we must have more and better highways. 

The loss in tax revenues alone over the past 40 years is much greater than 
our present frozen investment in the Lewis Clark Highway. These losses can 
never be recovered but they can be stopped. The early completion of this highway 
is vital to the economy of this State, the Northwest, and the entire Nation. 

As you are probably aware, Idaho is 64 percent federally owned and of this 34 
percent is in Federal forest lands. 

Last year at the legislature we were forced to enact special legislation to assist 
those counties financially, in the education of their children, which lie within 
this Federal forest area. Naturally this added revenue to those counties had 
to be given at the expense of the other counties of the State. 

We feel that this highway would help greatly in alleviating this problem, 
since the Federal forest lands entire length lies solely within the county which 
was the largest recipient of this special legislation. This we feel would be 
accomplished by making possible a maximum cut of timber in the area which at 
present is only about 50 percent. We believe the economy of those counties 
demands their 100 percent allowable cut on a sustained-yield basis. 

This highway, lying all within the national forest, is a direct Federal responsi- 
bility and must be completed as soon as possible so this money that we have in- 
vested will start paying dividends to the Federal Treasurey, as well as to the 
State of Idaho. 

It is estimated that the continuation of the individual small contract approach 
to the building of the road will cost at least 3 or 4 million dollars more than it 
would cost to complete it in 1 contract. This does not even take into consider- 
ation the pyramiding costs, or the pyramiding loss in revenue over the future 
6 to 8 years construction scheduled by the Bureau of Public Roads. 

We feel certain that the time has come to unlock the public investments before 
any further loss is incurred. This should be done by one concerted effort of all 
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the agencies involved, which will complete this highway in one contract and 
give the Northwest one of the straightest and most economical east-west 
highways. 

To be specific, the three major points that I would like to leave with your 
committee are: 

1. We can’t afford to have $7 million tied up in a project that is yielding no 
returns at present. It is distressing to note that the interest alone is an annual 
loss of $300,000 on this public investment. Nor can we afford the loss to the 
Federal Treasury in undeveloped businesses and industries. 

2. It is a direct Federal responsibility, since this project lies wholly in federally 
owned lands and should be accepted as such by our Government. 

8. It certainly is not sensible, practical, nor good business, nor good government 
to further delay the completion of this tiny link in the long, strong chain of high- 
way development. 

Present piecemeal contracting will add 3 or 4 million dollars to ultimate cost. 
We cannot afford this in time or money. Thank you. 


STATEMENT OF MARCUS WARE, ATTORNEY, LEWISTON, IDAHO 


Mr. Ware. Senator Gore, Senator Dworshak, and Congresswoman 
Pfost. My name is Marcus J. Ware; I am an attorney at Lewiston, 
Idaho, where I have resided since 1927. Mr. Stellmon is my partner. 
My remarks will be very brief. 

In common with all citizens of the Clearwater Valley, I have long 
had a vital interest in the completion of the Lewis-Clark Highway. 
I have also felt that there is a great importance in connection with 
that highway with the ports of Duluth, Minn., and Superior, Wis., 
where I have been. 

The statement that I have by Mr. Howard W. Cooper, president of 
the Minnesota Arrowhead Association, shall be measured by the man’s 
acquaintance with this area. Mr. Cooper, following World War I 
was local manager for the Pacific Power & Light Co., first at Pomeroy, 
Wash., then at Dayton, Wash.; then district manager at Pasco, Wash., 
and in January 1927 come to Lewiston, Idaho, where he was division 
manager until 1933. This division became a part of the Washington 
Water Power Co. about 1930. He left the Northwest and since then 
was in public utilities company service at Madison, Wis., in the State 
of Texas—so we understand the South, Senator Gore—and has been 
in Duluth, Minn., for many years. 

His statement is very brief, and I do wish to read it: 


Completion of both the Lewis-Clark Highway between Missoula, Mont., and 
Lewiston, Idaho, and the St. Lawrence seaway at approximately the same time 
will provide the shortest truck route between the Duluth-Superior Harbor and 
the head of navigation of the Columbia River system at Lewiston, Idaho. 

The Duluth-Superior Harbor, now second in total tonnage only to that of 
New York, is the westernmost port of the Great Lakes and though equipped 
for certain bulk types of cargo is being greatly improved to handle various 
classes of cargo which will follow completion of the seaway. Development of 
the so-called piggy-back method will undoubtedly increase transportation of 
cargo by the combination of water and truck. The importance of this combined 
transportation system to both the Columbia Basin and the head of the Great 
Lakes areas is quite evident. 

The Minnesota Arrowhead Association is a regional organization whose major 
objective is promotion of the travel-vacation industry now aimounting to some 
$50 million in the area adjacent to the head of the Great Lakes. East-West 
travel will be greatly increased by the recent completion of the Mackinac Bridge 
over the Straits of Mackinac and should have the effect of stimulating travel 
in the direction of the Pacific Northwest and particularly to the beautiful Colum- 
bia Gorge. The completion of the Lewis-Clark Highway link will make this a 
most desirable route and should, therefore, increase tourist travel both east 
and west between Portland, Oreg., and Duluth. 
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Furthermore, the completion of the Lewis-Clark Highway link will have im- 
portant military implications. Military defense along the northern border of the 
United States will be improved by shortening the route from the head of the 
Great Lakes to the Pacific seaboard. 

Having lived for many years in the Pacific Northwest, including 6 years at 
Lewiston, Idaho, and now having lived some 17 years at the head of the Great 
Lakes, the undersigned suggests that the above are important reasons for com- 
pletion at the earliest possible date of the Lewis-Clark Highway between Mis- 
soula and Lewiston. Signed by Howard W. Cooper, president of the Minnesota 
Arrowhead Association. 


Senator Gore. Thank you. We are glad to have his statement. 
The committee will next hear Mr. Robert Gill, who has a resolu- 
tion to present from the North Idaho Chamber of Commerce. 


STATEMENT OF DEL W. McPHERSON, SECRETARY, NORTH IDAHO 
CHAMBER OF COMMERCE 


Mr. McPuerson. Senator Gore, Senator Dworshak, Congress- 
woman Pfost: I am replacing Robert Gill as president of the North 
Idaho Chamber of Commerce. My name is Del W. McPherson. I 
reside at Moscow, Idaho, and am appearing here before this hearing 
as secretary of the North Idaho Chamber of Commerce in which 
capacity I have served the past 5 years. On behalf of the North 
Idaho Chamber of Commerce, very fetes, that organization is com- 

osed of the industries, businesses, and local chambers of, and organ- 
izations of the 11 northern counties of the State. 

Senator Gore. Are you affiliated with the United States Chamber 
of Commerce ? 

Mr. McPuerson. Not exactly. 

Senator Gore. Good. Go ahead. 

Mr. McPuerson. As the North Idaho Chamber of Commerce. The 
individual chambers of commerce which we do represent are all asso- 
ciated with the United States Chamber of Commerce, but the north 
Idaho as an organization does not belong. 

Senator Gore. Good. I hope you never do. I don’t know of one 
outfit that can be wrong as many times as that one. 

Mr. McPuerson. I have a short resolution which I would like to 
read recently adopted by the organization. 

(The resolution read by the witness is as follows :) 


RESOLUTION 


Whereas the economy of north Idaho is largely dependent on the economical 
removal of timber from the timber stands of the United States Forest Service; 
and 

Whereas the removal of overmature and mature stands of timber in remote 
areas thus require road expenditures, in many cases, beyond the capacity of 
private enterprise; and 

Whereas timber stands are susceptible to ravagings of fire, disease and death 
by other causes which necessitate rapid control and removal of affected stands; 
and 

Whereas Government-financed access roads repay their investment many 
times over because of the permanent nature of such roads and of the ever re- 
occurring harvest of timber over such road systems: Now, therefore, be it 

Resolved, That the North Idaho Chamber of Commerce go on record as 
favoring an expanded program of forest access road construction. 

Attest: 

RosertT GILL, 
President North Idaho Chamber of Commerce. 
Det W. MCPHERSON, 
Secretary, North Idaho Chamber of Commerce. 








476 FEDERAL HIGHWAYS AND FOREST ROADS 


Senator Gore. Thank you very much. The committee will next 
hear Mr. Glenn Farthing. 


STATEMENT OF GLENN G. FARTHING, CLERK OF THE DISTRICT 
COURT, LEWISTON, IDAHO 


Mr. Farruine. Senator Gore, Senator Dworshak, 5 Senator Church, 
Congresswoman Pfost, my name is Glenn G, ‘arthing; I am clerk of 
the 10th judicial district court, State of Idaho, ex-officio auditor and 
recorder of Nez Perce County. 

By way of further introduction, I am a former member of the Sen- 
ate, Idaho State Legislature. Also for a number of years, I held an 
official position w ith the Works Project Administration with adminis- 
trative authority over the district of Idaho comprising the 10 northern 
counties. Many projects were completed under this program, includ- 
ing several road projects. 

I have a statement on the Warm Springs and benefits to be devel- 
oped by this road, and I would just like to submit it to the committee 
in the interest of time. 

Senator Gore. Thank you very much. The committee appreciates 
your presence and your understanding of our situation. 

(The statement referred to is as follows $:) 

I have always been very much interested in the Lewis-Clark Highway in Idaho 
and have always been an advocate of early completion thereof. This highway, 
when completed, will not only be a military highway of great significance but 
will also afford access to many things and natural resources now locked up in a 
primitive and wilderness area accessable only by horse and foot trails. It will 
afford access to such things as large bodies of prime timber, recreational oppor- 
tunities and facilities, historical sites and many other things too numerous to 
wention in this short statement. 

Senator Gore. Mr. G. B. Wilson. He does not seem to be present. 
Who is to present the resolution from the Orofino Chamber of Com- 
merce / 


STATEMENT OF ROBERT D. WERNER, APPEARING FOR OROFINO 
CHAMBER OF COMMERCE 


Mr. Werner. My name is Robert Werner; I represent the Orofino 
Chamber of Commerce. I am publisher of the newspaper at Orofino 
and the county that annually produces about three or four hundred 
million feet of timber, of logs, and, of course, our economy is wrapped 
up in the timber industry. 

We wish to make a statement in support of the timber access roads 
program and because under a sustained yield management program of 
the Forest Service our forest service cuts in Clearwater County can be 
stepped up from about 60 million feet to over 100 million feet, annual 
basis, if we have timber access roads to penetrate the forest area and 
enable us to stop just cutting on the perimeter of the foret area. | 
will just file the statement for the record. 

(The statement referred to is as follows:) 


The highway will not only make each and all of the foregoing accessable to the 
people and tourists of our Nation for pleasure historical education and general 
information but will also make available medicinal hot water springs immediately 
adjacent to the route of this highway. The largest and most important hot 
springs, and the one containing the highest medicinal properties and values is 
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located on Warm Springs Creek a short distance from its junction with the Lochsa 
River some 15 miles below what is commonly referred to as Powell Ranger Sta- 
tion. I am advised that certain agencies of the Federal Government are and for 
many years have been thoroughly familiar with the extant properties and medic- 
inal values of this tremendous hot springs. These departments have promulgated 
plans and specifications for the development of this spring as a medicinal center 
when this highway has been completed. The plans, among other things, I am 
advised includes the requirement that the person or persons who acquire control 
of these springs must have at least $250,000 in cash on hand and guarantee to 
provide, in addition to any large high-priced hotel accommodations, a reasonably 
necessary number of small cottages where people of small income and little 
means may go and stay and receive the benefits of bathing in the medicinal waters 
of such springs. 

A short distance down the Lochsa River from the mouth of Warm Springs 
Creek, and on the opposite side of the river, a warm springs known as Colgate Hot 
Springs arises to the surface of the ground a very short distance from the river 
and the route of the highway. This hot spring also has medicinal values, 
although it is not as large as or adapted to such use as Warm Springs Creek. A 
short distance down in the Lochsa River below Colgate Hot Springs another 
hot springs arises to the surface of the ground, also a very short distance from 
the river and the route of this highway. This spring is known as Weir Hot 
Springs. It also has medicinal values but like Colgate Hot Springs is much 
smaller than Warm Springs Creek. 

Kither Colgate Hot Springs or Weir Hot Springs would make an ideal site for 
a fish hatchery where the waters of the hatchery could be kept at any desired 
temperature because both of these hot springs rise in or adjacent to a consider- 
ably larger stream of fresh cold water. The temperature could be controlled 
through a system of pipes used in connection with said hot water. 

It has always been considered that the availability of these hot springs to the 
use of the people of this Nation is one of the important reasons the highway 


should be completed and these springs made available, at the earliest possible 
time. 


Respectfully submitted. 


GLENN G. FARTHING. 


OROFINO CHAMBER OF COMMERCE, 
Orofino, Idaho, December 5, 1957. 
SENATE PUBLIC WORKS COMMITTEE, 
Lewiston, Idaho. 

GENTLEMEN: Lack of suitable timber access roads to harvest advanced age 
growth of timber has been a costly process to the Nation and to Idaho. 

Development of a system of timber access roads in order to permit the effi- 
cient management of the forest resources is of paramount importance to north- 
ern Idaho timber counties, and the United States Forest Service in order that 
the timber of the region can be placed on a sustained yield basis that will per- 
petuate the economy of this area. 

Past cutting on the perimeter of the forests should give way to adequate system 
of timber access roads that will penetrate the forests of north Idaho so that 
harvest of timber can be done in proper sequence, preserving vital younger stands 
for future growth. 

Timber access roads will make the resource available in various size units 
to serve the logging industry on a wider scale. Sales based on proper access 
roads will enhance the value of the timber to the Government and with advanced 
cutting of overage sections will perpetuate our communities in more efficient 
cutting and harvest practices. 

Orofino Chamber of Commerce urges that no stumbling blocks be permitted to 
interfere with the timber access road program that has recently been set up by 
the Congress for harvest of federally owned timber. 

Respectfully submitted. 
Rosert D. WERNER, 
Legislative and Tax Chairman. 


Mrs. Prost. Mr. Chairman, may I ask Mr. Werner a question? 
Mr. Werner, am I to assume by your statement that you are endors- 
ing Senate bill 1136 and my own companion bill H. R. 4616? 
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Mr. Werner. I think so, according to the discussion we had this 
morning. 
Mrs. Prost. Thank you very much. 


Senator Gorn. Thank you for your appearance. Mr. Jerry Jesseph, 
Walla Walla Chamber of Commerce. 


STATEMENT OF JERRY JESSEPH, WALLA WALLA CHAMBER OF 
COMMERCE 


Mr. JesserH. Senator Gore, Senator Dworshak, Mrs. Pfost, in the 
interest of brevity I am going to cut this thing short. I want to assure 
you, Senator, that the United States Chamber of Commerce is con- 
nected with us in things we agree with, nothing else. 

Senator Gore. I wish I could establish such a relationship with my 
wife, but unfortunately we have disagreements as well as agreements. 

Mr. Jessrru. So am I when we talk about wives, Senator. 

I am a businessman in Walla Walla, a director of our chamber of 


commerce and a vice president of Washington State Good Roads 
Association. 


In the interest of brevity I won’t read our statement. I believe it is 
on file with you. 


(The statement referred to is as follows:) 


STATEMENT FROM THE WALLA WALLA CHAMBER OF COMMERCE ON SENATE PUBLIC 


Works SuscOMMITTEE HEARING, LEWISTON, IpAHO, DeceMBER 13, 1957, RE- 
GARDING THE LEWIS AND CLARK HicHw AY 


“My name is H. E. ‘Jerry’ Jesseph. I appear representing the Walla Walla 
Chamber of Commerce and speak in behalf of the communities of southeastern 
Washington and northeastern Oregon, the area served by the Walla Walla 
Chamber of Commerce and its general projects. I am a Walla Walla business- 
man, a director of the chamber of commerce and a vice president of the Washing- 
ton State Good Roads Association. 

“The Walla Walla area has had a keen and continuing interest in the Lewis 
and Clark Highway and more particularly the Lolo Pass section of it since 1916. 
We have consistently supported the various programs proposed for construction 
and completion of the road during that period. 

“We are directly interested in the completion of the project for the following 
major reasons: 

“1. It would provide a much-needed access route into Montana and the Dakotas 
and conversely would make it possible for folks from that area and those travel- 
ing through that area to come into southeastern Washington, northeastern 
Oregon and what is known as the Blue Mountain region. (Regional map 
attached.) 

“2. It would provide an opportunity for truck shipments of products grown 
in the southern portion of the Columbia Basin and for products which will be 
grown on other irrigation and reclamation projects which will be developed in the 
McNary Dam Reservoir area and through dams constructed along the lower 
Snake River. Various products grown in this immediate area could also be 
trucked to the Montana-Dakota region. 

“3. It would provide a new and valuable connection with central and western 
Washington by way of the Lyons Ferry Bridge and highway route which was 
established as part of the Washington State Highway system by the 1957 State 
legislature. (See map attached and originally prepared for hearings conducted 
by the State legislature.) 

“4. It would increase the potential of the Whitman National Monument which 
is under the supervision of the National Park Service as a tourist attraction. 

“5. It would serve a national defense purpose for this area in time of a national 
emergency. 

“6, It would increase the overall economic strength of the entire area, adding 
to the payroll potential through the development of additional markets for 
products from this region, as well as through the increase in travel. 
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“7, It fits into the broad regional highway development program which the 
Walla Walla Chamber of Commerce, as the area organization, has been advocat- 
ing for a number of years. Similarly, it fits into the overall highway needs for 


the States of Oregon, Washington, and Idaho and this region’s relationship to 
those needs.” 


“CONCLUSION 


“Tt is hoped that the increased interest which has been reflected in appropri- 
ations for this project. the..last couple of years will be further increased and 
expedited through a favorable recommendation from the United States Senate 
Public Works Subcommittee and this hearing.” 

“The above statement has been approved by the board of directors of the 
Walla Walla Chamber of Commerce as a proper expression of policy and H. E. 
“Jerry” Jesseph has been authorized to submit the statement and testify orally 
before the subcommittee in Lewiston, December 13. 

Attest: 


ALFRED McVay, 
Secretary-Manager, Walla Walla Chamber of Commerce. 

Mr. Jesseru. I would like to point out, however, that the Walla 
Walla Chamber of Commerce has been active in supporting and push- 
ing for the completion of this road since its first inception in 1916. It 
would have a number of concrete benefits to the whole area. Provide 
a much-needed cross State route into Montana and the Dakotas, and 
conversely from the Dakotas over into Washington. 

For the movement of our products in the newly developed areas, 
irrigation areas in the McNary Dam, Columbia Basin, those products 

can move both ways. 

In our statement attached is a map which shows the relationship of 
the Lolo Pass Highway with the connecting existing routes west, one 
of which, as you probably know, you will see by the map, follows 412 
down to the Columbia River, south and westward on 395 to a junction 
with U. S. 30, and so into Portland. 

The State of Washington in the last session of the legislature has 
approved a new highway which will take off from Highway 412 ap- 
proximately 70 miles west of the Washington State line. ‘The new 
highway to go north and west to connect with Highway 7-C and on 
that highway west to U. S. 10, which is to the north of us, you are 
familiar with, to the junction with that highway and on to Seattle. 
We hope that thisehearing will result in incre ased interest and reflect 
the increased interest in appropriation and will be further expedited 
through a favorable recommendation from the United States Senate 
Public Works Committee on this hearing. Thank you. 

Senator Gore. Thank you very much. Mr. Herbert G. West. 


STATEMENT OF HERBERT G. WEST, EXECUTIVE VICE PRESIDENT, 
EMPIRE WATERWAYS ASSOCIATION 


Mr. West. Senator Gore, Senator Dworshak, Mrs. Pfost, my name 
is Herbert G. West, executive vice president of the Inland Empire 
Waterways Association. 

Having appeared before the committee many times in the past 
years on waterway development, I want you to know a little more 
intimately, our group consists of farmers, farm organizations, coop- 
eratives, chambers of commerce, private and public power organiza- 
tions, labor groups, county and city governments. We are particu- 
larly concerned with the “completion of the Lewis-Clark Highway 
because in the original 308 review report on the Columbia ‘Snake 
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River Basin, 91 counties were brought into the economic development 
program that justified the original authorization of our navigation 
program. That carried into Missoula, Mont., into western Montana 
and reported on the timber and mineral resources in this area under 
discussion and contemplated at that time the completion of that high- 
way that would extend then on down to Lewiston and, of course, com- 
plement our waterways program. 

I believe one of the great things that we have to keep in considera- 
tion on the navigation phase that we are completely landlocked in 
the interior of the Pacific Northwest. The Federal Government now 
has an investment of close to $800 million in multipurpose dams with 
an additional some $400 million of authorized projects that will give 
and develop slack water navigation to Lewiston, Idaho. It was defi- 
nitely been demonstrated that the complementary land services of 
rail and also of highways extending on will fully cover the area that 
is under discussion. 

And so we have spent close to seven or eight hundred million and 
an additional authorization of approximately $400 million. We feel 
that the relatively small amount of money that we are speaking of 
now to carry out a project that was actually conceived back in the first 
308 review report and has been reemphasized constantly in all of the 
Corps of Engineers’ economic studies as part and parcel of our water- 
ways development program. 

Thank you most kindly for this opportunity of appearing. 

Senator Gore. Thank you very much. 

(The written statement of Mr. West is as follows:) 


STATEMENT OF HerRBeRT G. West, Executive Vick PRESIDENT, INLAND EMPIRE 
WATERWAYS ASSOCIATION 
Hon. ALBERT GORE, 
Chairman, Subcommittee on Public Roads, Senate Committee on Public 
Works, United States Senate, Washington, D. C. 

DEAR SENATOR GORE: My name is Herbert G. West, executive vice president 
of the Inland Empire Waterways Association, the main offices and headquarters 
of which are located in Walla Walla, Wash. Ours is an organization composed 
of farmers, farm cooperatives, businessmen, industry, chambers of commerce, 
public and private power organizations, labor groups, portedistricts, and county 
and city governments, embracing a membership of approximately 100,000 people: 
representative of all of the territory in Oregon, Washington, and Northern Idaho, 
contiguous to the Columbia and Snake Rivers. 

As such, our association is deeply concerned with any development in the 
Pacific Northwest which would enhance the economic progress of the area and 
place it on a more equitable basis with the rest of the United States in exporting 
its surpluses and importing commodities necessary for the vast number of people 
residing here. Also of major concern to our association is the full and complete 
development of all of our timber, mineral and other natural resources. 

With these thoughts in mind, we are most grateful to be afforded time to ap- 
pear before this committee and present testimony in behalf of the construction 
of the Lewis-Clark Highway—a greatly needed development in which we have 
been deeply interested since the early years of our organization. Beginning in 
the early year of 1940, at our annual meeting, a resolution was passed unanimous- 
ly in support of the construction of this highway and at our most recent annual 
meeting held last month in Longview, Wash., the following resolution was adopted 
unanimously by our delegates : 

“Be it resolved, That the Inland Empire Waterways Association * * * reaffirms 
its longtime position in favor of early construction of the Lewis-Clark Highway, 
and lends its full support to Senate Resolution No. 88, to authorize immediate 
construction of the road ; and be it further 

“Resolved, That this association urges early appropriation of funds in suffi- 
cient amount to initiate such construction.” 
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Navigation, in our estimation, represents one of our greatest assets, located 
as we are in a landlocked area east of the Cascade Mountains with only the 
Columbia River affording a river grade to the outside markets on incoming com- 
modities, so essential and necessary, and our outgoing surpluses. 

The importance of this slackwater system from the mouth of the Columbia 
River, up the Snake River to Lewiston, Idaho, has already been fully established. 
More important to the people of the inland empire is the fact that this waterway 
is an extension of an ocean waterway to California, Alaska, and Seattle, Wash., 
in addition to the lower Columbia River ports. 

While the waterway is not yet completed, it is advanced now to a point where 
shipping by all-water carrier from Los Angeles and San Francisco now reaches 

»asco, Wash., located at the confluence of the Columbia and Snake Rivers. The 
extension of the waterway via the Snake River to Lewiston, Idaho, will open 
up a vast trade outlet for the people of Idaho and, with adequate land connections, 
will afford the same advantages to western Montana. 

I would respectfully point out that several hundred million dollars has already 
been expended by the Federal Government to construct the projects which make 
this Columbia-Snake River Waterway possible. Also, nearly $400 million of 
Federal funds are involved in the additional projects authorized, but not yet 
under construction, to bring slackwater navigation to Lewiston, Idaho, on a 
year-around basis. You are well aware of the fact that by these authorizations 
the Federal Government is more or less committed to appropriation of the neces- 
sary funds for the construction of those projects. These appropriations and au- 
thorizatious have been processed and deemed economically sound only after many 
studies by the Corps of Engineers and long and detailed hearings before the re- 
sponsible committees of the Congress. 

It would, therefore, appear reasonable to our association that the relatively 
small expenditure necessary to complete the Lewis-Clark Highway is a sound in- 
vestment, thereby making it possible to take full advantage of the Federal in- 
vestment already made in our Columbia-Snake River program. 

Let us for a moment look at our Pacific northwest corner of the Nation with 
the cold eye of a competitive business appraiser. Let us consider how we, in 
this northwest corner of the Nation, stack up competitively with the rest of the 
United States—what our competitive assets are, weighed in the balance of the 
old law of supply and demand. In some of our resources, our supply exceeds our 
demand—to stay in business we must export, ship from the region our surplus. 
In others, our demand exceeds our supply—we must import these commodities. 
In either case, the most important factor in a balanced economy is transporta- 
tion and transportation rates—by sea, by land, by rail, and by river—will govern 
our competitive ability under such an economic requirement. 

Economic truck-haul distances from the head of existing waterways are gen- 
erally estimated to extend some 200 miles—or, in other words, freight rates are 
affected by water transportation some 200 miles beyond the point of joining the 
navigation system. I would like to point out that Missoula, Mont., via the pro- 
jected Lewis and Clark Highway, lies well within a 200-mile zone limit of Lewis- 
ton, Idaho, and thus within an economic haul distance of the projected waterway 
at Lewiston. We are all well aware that such a haul at the present time would 
be uneconomical and even a combination water-truck haul would not be sufficiently 
affected by water transportation to make such a haul justified. This is true be- 
cause the present route necessary for truckers from Missoula, Mont., to Lewiston, 
Idaho, extends a distance of approximately 320 miles—well beyond an economic 
truck-haul distance to the river. 

Lying in the area which would be affected by a direct highway connecting with 
the waterway at Lewiston, Idaho, are vast timber stands and mineral deposits 
which now, due to their inaccessibility are lving untouched for they could not 
compete on the market under the present high transportation costs. The com- 
pletion of a highway route through Lolo Pass to Lewiston would open up this 
supply of timber and minerals for shipment to distant points and also would 
make available many recreation areas of the central sector of the Clearwater 
Basin. 

Further, the volume of consumer goods susceptible to movement over this 
direct route is potentially very impressive and general commodities can be 
expected to include petroleum products, construction materials, machinery, and 
other heavy industry supply. These goods conceivably may reach an extended 
area of Montana directly as a result of their waterborne route to Lewiston and a 
direct truck route via the Lewis-Clark Highway beyond. 





| 
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The timber stands previously referred to and which now have a somewhat 
depressed stumpage value directly as a result of inaccessibility or low standards 
of seasonal mountain roads in areas adjoining the Lochsa River Basin are 
among the natural resources which have the greatest potential to utilize the 
Lolo Pass Highway. Secondly, we can look to the use of residual timber prod- 
ucts which are now shipped some 200 miles by truck and rail to the pulp and 
paper mills of the Columbia, Snake, and Clearwater Rivers for processing to 
paper and pressed board. It is interesting to note the continuing increase in 
production of woodpulp for paper which has been in the order of 7 to 11 percent 
yearly since the year 1950. I am attaching hereto a tabulation of the United 
States production of paper and woodpulp for your information. 

In addition to the timber stands in the area are the large undeveloped and 
virtually unexplored deposits of minerals in the Lochsa Basin. The fact that 
there are numerous deposits in the areas adjoining the Lolo Pass route was 
established in data on mineral resources assembled by the College of Mines of 
the University of Idaho and the Idaho Bureau of Mines and Geology for inclu- 
sion in the Columbia Basin 308 Report of 1948 and the Middle Snake River 
Report of 1953. These minerals are generally reported as surface occurrences 
only and have yet to be explored for economic worth. 

In Montana and near Missoula are reported commercial deposits of asbestos, 
vermiculite, mica, and other minerals all having a consumer outlet in the North- 
west and Southwest States. I am also attaching hereto a summary of the min- 
eral occurrences found within the Lochsa River Basin and also those found in 
the Clark Fork drainage in the vicinity of Missoula, Mont. 

These minerals might well become transportable as back haul in a balanced 
commerce exchange between Missoula and western populated centers should a 
direct truck route to Lewiston be established and thus make their transport 
economically feasible. I would also like to point out that a number of the min- 
erals found in this presently isolated area are classed as strategic minerals from 
the standpoint of national preparedness but they are valueless unless they can 
be readily transported. 

It would seem to me that the value of making this area in Montana easily 
accessible to the rest of the great Pacific Northwest becomes even more impor- 
tant when we consider the increase in population which is certain to come to this 
area in the very near future. Conservative estimates indicate that population 
in the Pacific Northwest will have grown from 4.7 million (1950 census) to 5.61% 
million in 1960 and 7.3 million by 1975. This means that the population of the 
Pacific Northwest, if it maintains the tempo of the past few decades, will con- 
tinue to outstrip that of the rest of the Nation by a sizable margin. 

This population growth will necessitate every possible use of all our natural 
resources if we are to maintain a balanced economy. And, again, I would point 
out that while we are abundant in natural resources—in water, in timber, in 
minerals—these natural resources are of no value to us unless they can be uti- 
lized to their fullest possibilities. Certainly, our timber stands and our mineral 
deposits are of no value to us if they cannot be moved to market economically 
under freight rates equitable with the rest of the Nation. 

In conclusion, I respectfully urge this committee to give favorable consideration 
to recommend the immediate construction of the Lewis-Clark Highway in the 
interest of all the people of the entire Pacific Northwest. Surely the completion 
of the small amount remaining to be constructed is justifiable in the light of 
present and projected developments. It would open up a whole new, practically 
untouched area which would add so much to the proper economic development 
and prosperity of the great Northwest. 

Respectfully submitted. 

; HERBERT G. WEST, 
Executive Vice President. 
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Basic SUPPORTING DaTA FOR DESCRIBING POTENTIAL WATERBORNE COMMERCE 
MIDDLE SNAKE BASIN 


United States paper production—Imports, exports, and consumption 


United States) | 





consumption | Pounds per Percent 
| ineluding | capita annual 
import and | |  inerease 
| export 
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1956... gaceniertecel | 26, 523, 564 | 3 
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| | Percent 
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| increase 
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Not available. 


Montana area vicinity of Missoula 
Lochsa River and adjoining transportation 
area: 


Reb AI Se et eee 

Copper (2 occurrences) ................ Lead 

a ila ha cee tia Copper (numerous occurrences) 
Limestone (numerous occurrences) —~~ ~~ Mica 

a recacrgeeg scr rate teesicnaee os pebaeesteeec Phosphate rock 

I eck de aahg had earth nip eledaiancbeieod Pyrite and pyrrhotite 

NO cecil sabi a ecb che dihen nce hsainedi as cbs hel Ath cosets lak Vermiculite 

MI an ck cnt conte Shale nih oss enennintiionas 

Titanium 


Senator Gore. Mr. Clyde Friend. Apparently not here. Mr. Wil- 
liam P. Davis. 


STATEMENT OF C. J. HOPKINS, APPEARING FOR WILLIAM P. DAVIS, 
POTLATCH FORESTS, INC. 


Mr. Hopkins. Honorable Senator, Mr. Chairman, Senator Dwor- 
shak, Senator Church, Congresswoman Gracie Pfost: My name is 
C. J. Hopkins; Lam secretary of Potlatch Forests, Inc. Our president 
was unable to be here today due to circumstances beyond his control. 
He is the president and general manager of our company, and both 
he and | reside in Lewiston with our general offices at Lewiston, 


Idaho, 
This is the statement that he will present : 








' 
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We are a forest products industry, dependent upon the forests not 
only to fill our lumber needs, but to supply the basic resource for our 
specialty board products as well as to our pulp and paper divisions. 

Since 1926, one year before production was realized at our Clear- 
water unit at Lewiston, Potlatch Forests, Inc., has joined with the 
communities of the Clearwater River drainage in support of the 
highway. 

Senator Gore. Can your company be properly described as a large 
operator, or as a gypo? 

Mr. Horxtns. Well, Senator, we would first require a definition 
of what constitutes large. If you—as far as the State of Idaho is con- 
cerned, we are the largest single employer of men in the State of 
Idaho; that is, 4,000 people. Of course, in comparison with General 
Motors, General Electric, who have 250,000 and a million employees, 
well, then we are pigmies. 

Senator Gore. You might also give me a definition of a gypo. 

Mr. Hopkins. Well, a gypo is, in the woods operation, generally 
a person who works on a contract job. In other words, there may be 
gypos go out and log logs at so much a thousand feet. In one way he is 
an independent contractor, or he may be in the course of operation, he 
may handle piling lumber at so much a thousand in which he has his 
own incentive to the more he works the more he produces the more 
he earns. Those are commonly referred to as gypos. 

Because of the complexities of ownership, policies, and availability 
of supply, as weil as the growth of competition within the industry, 
it is difficult to ascertain what primary effect the Lewis-Clark High- 
way would have on one Idaho business. But it is conceded that its 
completion would have a beneficent effect on the forest products in- 
dustry in general. 

For the Idaho industry, it is very likely that completion of the 
highway would make immediately available some 320 million board 
feet of timber. In addition, there is some 460 million board feet 
which could be channeled in either direction—finding its use in either 
Idaho or Montana lumber and paper mills. 

This, of course, is not a great amount of available timber, but while 
we cannot anticipate what total effect the highway might have, we 
do know what lack of a suitable road has meant in the past, and we 
are certain of some effects which will protect the forests of the Na- 
tion from ravages which have occurred in the past. Present volumes 
of timber along the proposed highway route are in jeopardy from 
fire, insects, and disease if there is lack of access to it. 

Vast acreages of timberland has burned in the past 50 years along 
the general route of the Lewis-Clark Highway. 

Of those burned acres, portions have been restocked and portions 
are undergoing restocking at the present time. The road will make 
possible more intensive management of new growth, and a useful 
highway providing access to the area will assure the industry of bring- 
ing these stands to optimum productivity. This, of course, would 
have a healthy effect on the economy of the general area. 

The boundary of a great wilderness area also lies along the route 
of the highway. Under proper protection and management, the ac- 
cess offered by the road, this timber, in the event of a national emer- 
gency or as required by our rapidly expanding population, is a re- 
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serve which could easily be utilized without detriment to our standing 
inventory. 

This also is important from the standpoint of multiple-management 
problems. It is important to protect the forests of today for ‘tomor- 
row’s citizens. This is particularly true when one recalls the heavy 
insect losses of the past 5 years. And again, gentlemen, there was a 
lot of cooperation not only with our industry but other industry to 
go in and salvage the spruce, and as was stated, the spruce was a total 
loss due to lack of access roads. With proper management, sus- 
tained yield, fire protection, insect and disease eradication, it is as- 
sured that this timber is readily available, in good supply and in 
merchantable condition, should the Nation's requirements increase to 
the point where it must be used. I thank you. 

Senator Gore. Thank you very much. Any questions? Thank you 
for vour appearance. 

Mrs. Prosr. Mr. Chairman, I should like to ask Mr. Hopkins if he 
is in accord with the provisions of Senate bill 1136. 

Mr. Horxkrns. I am sorry, Congresswoman, I haven’t read the bill, 
but again, from the general tenor, it would be in compliance with the 
whole theory here of the Lewis-Clark Highway as being an access 
road, and I assume that that is the intention. If it is. why, then I am 
in agreement with it. 

Mrs. Prosr. It provides additional funds be made available to har- 
vest the timber close to the national forest areas adjacent to and up to 
$50 million for 9 successive years. 

Mr. Horxtns. It would seem as though the answer would be “Yes,” 
but I couldn’t give you a definite answer until the bill was read and 
analyzed. 

Mrs. Prost. Thank you, Mr. Hopkins. 

Senator Gore. Mr. Charles Campbell. 

(A resolution filed by Mr. Campbell is as follows:) 


A RESOLUTION OF KIWANIS CLUB OF LEWISTON ORCHARDS, LEWISTON, IDAHO 


“Whereas the Lewis-Clark Highway creating a major new transcontinental 
route, can be punched through the mountains for an estimated $1.5 million. 

“Whereas the tremendous economic, scenic, military and other benefiits which 
will follow the completion of this highway will be lost until the final link of 
the highway at last is finished: Therefore be it 

‘Resolved, That the Lewiston Orchards Kiwanis Club respectfully urges the 
Senate Subcommittee on Public Roads, meeting at Lewiston, December 13, 
1957, to seek the most feasible methods to assume the immediate completion 
of this vital project.” 

Presented and passed at an official meeting of the board of directors and 
of the Kiwanis Club of Lewiston Orchards, November 20, 1957. 


CHARLES BE. CAMPBELL, President 
M. L. SHINN, Secretary. 
Senator Gorn. Mr. Dwayne Keller. Next will be the Idaho Motor 
Transport Association representative. He might come up to the 
front and be ready to come to the stand. 


STATEMENT OF DWAYNE L. KELLER, DIRECTOR OF CIVIL DEFENSE, 
NEZ PERCE COUNTY AND LEWISTON, IDAHO 


Mr. Ketter. Senator Gore, Senator Church, Congresswoman Pfost, 
and members of the subcommittee: My name is Dway ne L. Keller: 
I am a resident of Lewiston, Idaho, and district m: inager of Inland 
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Motor Freight. I am also director of civilian defense for Nez Perce 
County and the city of Lewiston. 

Civil defense, as you know, is the preparation for and the carrying 
out of all emergency functions other than functions for which mili- 
tary forces are primarily responsible. 

i the planning of civilian defense organizations certain conditions 
must be assumed, and for all practicable purposes, we must assume 
that Nez Perce County and surrounding counties will be primarily 
support areas, aiding in the movement of the concentrated population 
from the target areas. 

Evacuation will be required not only from H-bomb and A-bomb 
target areas, but also from other areas which will be threatened by 
the fallout contamination menace. 

The civilian defense organization of this county has made a study 
of this area’s highways to ascertain the best possible evacuation 
routes. The volume of traffic that may be accommodated by a route 
is termed its capacity. Route capacity is dependent not only upon 
the physica] features of the route but also upon the traffic density and 
speed of movement. 

Capacity studies made for the evacuation routes out of our area 
were based upon information and procedures taken from the Federal 
Civilian Defense Authority Traffic Manual and the Traffic Com- 
parison of Idaho Highways which was prepared by the State of 
Idaho Department of Highways in cooperation with the United States 
Department of Commerce Bureau of Public Roads. 

Tests have determined that the average evacuation vehicle carries 
3.5 persons and that the number of evacuation vehicles required should 
be increased by 25 percent above the number calculated in terms of 
vehicle capacity. 

The number of vehicles that can pass a certain point on one trattic 
lane will vary depending on the existing conditions. Our civilian de- 
fense organization knew that our one evacuation route was far below 
the capacities needed for any emergencies and this was proven during 
the national alert on July 16, 1957. 

The Lewiston civil defense organization was confronted with the 
masses of people from the populated areas, and with only one evacua- 
tion route south, this was soon bogged down. We direfully need an 
evacuation route east and we strongly urge the development and 
finishing of the Lewis-Clark Highway as soon as possible. 

Senator Gore. Thank you very much. Mr. Hartzler. 

Mr. Ketter. Senator Gore, I have Mr. Hartzler’s statement here. 
I will just present it. 

Senator Gore. It will be printed. Thank you very much. 

(The statement referred to is as follows:) 


STATEMENT OF KENNETH BE. HARTZLER, MANAGING Director, IDAHO Motor TRANS- 
PORT ASSOCIATION, BoIsE, IDAHO 


Mr. Chairman and members of the subcommittee, my name is Kenneth E. 
Hartzler. I am managing director of the Idaho Motor Transport Association 
with headquarters at 203 Eastman Building, Boise, Idaho. My affiliation with 
the organization as managing director has covered the past 8 years. I represent 
the organized trucking and bus industry in the State of Idaho and our organ- 
ization is a State affiliate of the American Trucking Associations, Inc., with 
headquarters in Washington, D. C. Our association represents over 500 car- 
riers here in Idaho, from the smallest one-truck operator to one of the largest 
carriers in the Nation. 
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It is estimated by the regular common carrier members of the Idaho Motor 
Transport Association that upon the completion of the Lewis-Clark Highway 
there will be a minimum of 24 regular schedules operating over this route, be- 
tween Missoula, Mont., and Lewiston, Idaho. This figure does not include the 
nonscheduled operators. 


The estimated freight tonnage carried over this route will average well over 
a million pounds per each 24-hour period. The operators by using this shorter 
route to Portland will realize savings in fuel, labor costs, equipment, and mainte- 
nance costs. 


In using the average ratio fuel consumption of 4 miles per gallon for heavy 


trucks, this would mean a saving of some 500 gallons of fuel for each 24-hour 
period. 

By using this shorter route the shipping public will benefit from the resulting 
reduced shipping costs, while at the same time receiving better and faster service. 

The State of Idaho Department of Highways automatic counter at 10 miles east 
of Post Falls, Idaho, on U. 8S. 10 shows a count of 7,481 vehicles for a 24-hour 
annual average and as high as 10,779 vehicles for a 24-hour average in July of 
1956. 

It therefore stands to reason that the operators by routing their Portland 
scheduies via the Lewis-Clark Highway, instead of using U. S. 10, will therefore 
also reduce the accident ratio. The Lewis-Clark water-grade route offers safer 
winter miles, in contrast to the high elevation of U. 8. 10 route. 

Under the national highway program, U. 8. 10 will be in the process of recon- 
struction for the next 15 years between Coeur d’Alene, Idaho, and Missoula, 
Mont., and we therefore urge that every effort be made toward the early com- 
pletion of the Lewis-Clark Highway. 


Senator Gore. Mr. Schroeder, Mr. Bert Schroeder. 
STATEMENT OF BERT SCHROEDER, LEWISTON, IDAHO 


Mr. Scuroeper. Senator Gore, Senator Church, Mrs. Pfost, Con- 
gresswoman Pfost: Iam Bert Schroeder. I reside at Lewiston, Idaho, 
and I have been a fruit and vegetable grower in this area for some 20 
years. I am a former president of the North Idaho Horticultural 
Society and now chairman of the Board of County Commissioners of 
Nez Perce County, State of Idaho. 

I believe that the completion of the Lewis-Clark Highway is one 
of the most pressing needs of this entire area. The completion of this 
highway will be of great benefit to the fruit and vegetable industry of 
this community. The average production of fruit in Asotin, Garfield, 
and Whitman counties in W ashington and Nez Perce County in Idaho, 
are as follows: apples, 40 carloads; peaches, 1,100 tons; and cherries, 
800 tons, besides the many crates of berries and vegetables that are 
grow n. 

When the Lewis-Clark Highway is completed, much of this fruit 
aud vegetable production will be moved over this road to points in 
Montana and adjacent States, thereby relieving the glutted local 
market which occurs nearly every year when the various fruits are in 
season. 

It is a proven fact that a very fine quality of raspberry and straw- 
berry can be grown in this section but because of the high cost of 
transportation and distance to market, berries are not grown exten- 
sively, but if the Lewis-Clark Highway were completed, I believe the 
berry industry would expand rapidly because the growers could pick 
their fruit in the morning and prepare it for shipment and start a 
truck to the Montana market the same evening and have the fruit in 
Montana groceries the next morning in fresh and excellent condition. 
Furthermore, many growers would haul their own produce and be 
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able to get a little more for their product and at the same time sell at 
a price where it would be less costly to the consumer in the fruit-hungry 
areas of western Montana. 

I firmly believe that adequate funds should be provided by Congress 
to complete the uncompleted section of Lewis-Clark Highway dur- 
ing the 1958 session. 

Senator Gore. Thank you very much. Mr. Ernest A. Nelsen, to 
be followed by Mr. Howard Engle. 


STATEMENT OF ERNEST A. NELSEN, LEWISTON, IDAHO 


Mr. Netsen. Senator Gore, Senator Church, Representative Pfost : 
My name is Ernest A. Nelsen, partner in the business called Bollinger 
Hotel in Lewiston, Idaho. I am a member of the Lewiston Chamber 
of Commerce board of directors, Kiwanis Club member, past president 
of the Idaho State Hotel Association, past president of the State 
Restaurant Association, and member of the Lewis-Clark Turnpike 
Association. 

Our association members had a preliminary survey of the Lewis- 
Clark Highway made in August of 1955 for the purpose of determin- 
ing the feasibility of the road compared to the cost of finishing it 
at that time. This survey has been studied by numerous individuals, 
organizations, and highway officials. It is the only professionally 
prepared survey that we know of which tries to measure certain of 
the factors which bear on this road. Although compiled on the only 
available statistics, which were already obsolete at the time (1954), 
it is already apparent that the projections are turning out to be most 
modest and conservative as stressed by Wilbur Smith & Associates 
and the other professionals who have reviewed it. 

I shall briefly quote from page 27 under the heading Truck Travel 
on Main Highway: 

There has been a steady increase in truck travel in Idaho since 1941 when 
trucks made up about 21 percent of all vehicles crossing the State’s eastern 
border. Traffic at the border has increased 130 percent since 1941 and the pro- 


portion of trucks is now (1954) over 27 percent of the total stream. The 
volume of trucks has increased 310 percent in the interval 1941-54. 


Then they go on to say of the Lewis-Clark Highway that it is— 


opening up new areas which may have unusual potential in the development of 
truck travel on that route. New industries—lumbering, mining, ete—would 
have a profound effect on the generation of truck use. These developments 
will: come after the road is available for use, rather than before, and the mag- 
nitude of new traffic created by the road cannot be estimated at this time (1954). 


i further quote from page 34: 


Not all trips potential to a given route will use that route even if travel on 
it costs less and requires shorter time than on an alternate facility. There 
are a number of factors which account for this—such things as scenic values, 
safer, more relaxed driving, etc. A reasonably good measure of these intangibles 
is the overall speed differential between two routes. Thus, if the computed 
cost of travel on each of two routes is identical, but average speed is consider- 
ably higher on one route, the majority of the traffic will choose the faster route. 
In general, the faster route will be less congested and has fewer stop signs, 
signals, and other impediments to travel. 


And on page 36 of the Wilbur Smith & Associates survey, I quote, 
Traffic volumes on most principal highways have increased at almost 5 percent 
per year since 1952. Growth from 1949 to 1952 averaged 6 percent to 7 percent 
per year. Future increases will probably average out to about 4 percent in the 
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years 1955 to 1958 inclusive, and about 3% percent annual increases for the 2 
years 1959 and 1960. Of course these projections do not allow for sudden popu- 
lation increases which might occur if the proposed reclamation program on the 
lower Snake River develops in the immediate future. 


Now, looking at their table I, called Traffic Summary, page 43, we 
see that in 1960 there would be 713 vehicles per day, that would mean 
30 per hour or one vehicle every 2 minutes. Reminding your com- 
mittee again that the data which determined this report are based 
on the most conservative 1954 appraisal of the highway route, we feel 
that even that resultant vehicle every 2 minutes leaves no doubt that 


a finished road of Bureau of Public Roads standards is needed at once. 
On page 47 I quote: 


Many of the traffic data used are out of date, especially the origin-destination 


data, and new information would have to be collected for the preparation of a 
complete feasibility study. 


Mr. Paul Speer, nationally known municipal financial consultant 
commented on his own study of the Wilbur Smith & Associates sur- 
vey and the Lewis-Clark Highway route. I shall attach his letter as 
exhibit A and conclude with this brief quotation from Mr. Speer: 


I believe the strongest comment that I could make would be that when I 
examined the relative facts and particularly the estimates of the traffic engineers, 
I made the statement that this road, over a period of years, should be able to 
pay all its costs from tolls. 


If constructed as atoll road: 


If, therefore, it was apparent that users would pay a toll sufficient to pay for 
the cost of the road, the need must be there. 


And he concludes: 


If this highway is constructed as a free road, on the Interstate System, or in 
any other manner, it is certainly of a great deal more value to users. A glance 
at the topography and geography is sufficient to prove the validity of the esti- 
mates of traffic which would be benefited. It is particularly noteworthy that a 
high proporion of the traffic which would use this route comes from great dis- 
tances so that the route itself becomes a link not between two local points, but 
between important markets lying well beyond he termini. 

(The letter referred to is as follows :) 

Curcago, Itu., November 26, 1957. 
Mrs. Putt SAttz, 
Lewis-Clark Turnpike Association, Inc., 
Lewiston, Idaho. 

DreAR Mrs. Satrz: You have asked me to comment on the need for the Lewis- 
Clark Highway, and particularly the segment connecting Missoula, Mont., and 
Lewiston, Idaho. 

I believe the strongest comment that I could make would be that when I ex- 
amined the relative facts and particularly the estimates of the traffic engineers, 
I made the statement that this road, over a period of years, should be able to 
repay all its costs from tolls. It was not apparent, however, that it was initially 
financible on that basis since there would have been no reserve coverages. If 
therefore, it was apparent that users would pay a toll sufficient to pay for the 
cost of the road the need must be there. 

If this highway is constructed as a free road on the Interstate System, or in 
any other manner, it is certainly of a great deal more value to users. A glance 
at the topography and geography is sufficient to prove the validity of the esti- 
mates of traffic which would be benefited. It is particularly noteworthy that a 
high proportion of the traffic which would use this route comes from great dis- 
tances so that the route itself becomes a link not between two local points, but 
between important markets lying well beyond the termini. 
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You have my permission if you wish to introduce this letter at the time of 
your hearing next month. If I can serve you further, please let me know. 
Sincerely yours, 
PAvuL D. SPEER. 


Senator Gore. Thank you, Mr. Nelsen. Mr. Engle. 


STATEMENT OF HOWARD E. ENGLE, PRESIDENT, CLARKSTON, 
WASH., CHAMBER OF COMMERCE 


Mr. Enetx. Senator Gore and distinguished guests, my name is 
Howard E. Engle. I reside at 845 Beachview, Clarkston, Wash., and 
I am in the investment business. I am president of the Clarkston 
Chamber of Commerce and member of the roads and highways com- 
mittee of the Lewiston Chamber of Commerce, a member of the Lewis- 


Clark Turnpike Association and regional county vice president of the 
Inland Empire Waterways Association. 


(The witness read his prepared statement as follows:) 


STATEMENT OF Howarkp E. ENGLE ON WEATHER AND MAINTENANCE CONDITIONS, 
LEWIs-CLARK HIGHWAY IN IDAHO 


The subject I shall present will be weather and maintenance conditions as 
they apply to the Lewis-Clark Highway in Idaho. 

Over 150 years ago Capt. Merriwether Lewis and William Clark were com- 
missioned by President Thomas Jefferson to make a trek to the Pacifie Ocean, 
through the vast unplatted and unexplored northwestern part of what is now 
the United States, and make a full report of their findings to the President. 

They naturally wanted to take the shortest and most direct route through 
the Rocky and Bitterroot Mountains to the Pacific Ocean. They also wanted the 
route that had the least snowfall and which was the most sheltered from the 
winds. 

Their only source of information regarding these important matters were the 
Indians, who inhabited this vast unexplored area for generations and who had 
traveled in hunting and raiding over the entire area. 

The route across the Bitterroot Mountains recommended by the Indians was 
over the Lola Trail leading through the Bitterroot Mountains over a low pass 
protected by high mountains on either side and down to the Lochsa River to a 
point now known as Powell Ranger Station. They were guided in this now 
famous trek by the Indian maiden Sacajawea. 

This water grade route west from Missoula, Mont., down the Lochsa River 
to the Clearwater River in Idaho, was at that time and still is today the shortest 
and best route across the Bitterroot Mounains from the plains area on the east 
to the Pacific Ocean on the west for the same reasons today as given by the 
Indians over 150 years ago. 

Incidentally, this is also the route first picked by the railroad as being the 
best crossing of the Bitterroot Mountains, and in fact 20 miles of railroad was 
constructed and laid leading west from Lolo, Mont., before the great compromise 
was made between the transcontinental railroads. 

The reasons why this is the best crossing of the Bitterroot Mountains known 
by the Indians 150 years ago and still true today are, in part, as follows: 

1. The shortest. 

2. It affords a water grade from a point approximately 40 miles west of 
Missoula, Mont., to the Pacific Ocean. 

3. There is only one summit to cross, Lolo Pass. 

4. The area of the pass and westerly is protected by high mountains, making 
this area outside the Snow Belt prevailing further to the north in the Bitterroot 
area. I have a snow report on comparisons which is attached hereto, marked 
“Exhibit A” and by reference made a part hereof. 

5. Sheltered area: The pass and the area to the west of the pass is protected 
from the wind by high mountains making less drifting of snow and less damage 
likely from slides. 

6. And, finally this famous Lewis-Clark trail (known to the Indians as the 
Lolo Trail) was the first and foremost route through the Bitterroot Mountains 
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It looks like the first shall be the last, but when this highway is completed, so 
help me, Hannah, the last shall be first. 


Exuisit A.—United States Soil Conservation—Snowfall data—Boise, Idaho 
(Mr. Nelsen) 





Snow measurement stations Elevation at | | Average snow 








| | 
| station | in inches 
+ re ne i. oo 
1937-57 ..| Powell pasture, approximately 10 miles south- 3, 700 | 37 
| west of Lolo Pass. | 
1937-52_... Packers meadow, approximately 30 miles south- | 15,700 | 160 
west of Lolo Pass. 
1937-57 _- -..-.-..-.| Mullan ; dc uaa cian ee 93 





1This may be comparable to Lolo Pass for which the elevation is 5,187. 
2 Appare ntly adjacent to U. S. 10; elevation on the highway 4,738. 


Senator Gore. I might say that yesterday one of your distinguished 
Senators, Senator Magnuson, expressed great concern and interest in 
the development of this highway and, of course, he is the author of 
Senate Resolution 88. 

T also had a telegram from Senator Jackson from your State yester- 
day expressing great interest in it. 

Mr. Enorier. That’s fine. We know they are pulling for us on that. 

By way, I might just make this a sideline. [ was through Knoxville 
the other day when your big game was going on, and I “heard it an- 
nounced that you were there, and I was glad to hear your team won, 
and we also are betting your team is going to win on this deal. 

Senator Gore. Thank you very much. I think I am going to be on 
your team. 

I would like to say, I had a great misfortune over at the Knoxville 
game that day, though. I had been accorded the honor of crowning 
the queen, which carries with it the privilege of kissing the queen, and 
[ fooled around and got there in time—at least I thought I did—but 
there were 2,000 people ahead of me trying to get into a hole into the 
stadium and I missed kissing that girl. 

Mr. Enate. If you didn’t do that there was sure a lot of traffic. 





STATEMENT OF BERNARD STELLYES, GIFFORD, IDAHO 


Mr. Sretiyes. Senator Gore, Senator Dworshak, Senator Church, 
and Congresswoman Pfost, my name is Bernard Stellyes, Gifford, 
Idaho. I own and operate Reubens Grain Co., Reubens, Idaho; own 
and manage Stellyes Seed Service, Gifford, Idaho; own and operate 
Stellyes Seed & Appliance, Lew iston, Idaho; and farm 1,600 acres in 
Nez Perce County in Idaho and 300 in Wallowa County, Oregon. 

I was the first chairman of the Nez Perce County ‘Planning Board 
and am now serving my second term as chairman. I was appointed 
on the original Hay and Pasture Seed Advisory Committee in Wash- 
ington, D.C.,5 years ago, which position I still hold. 

We operate a national seed business dealing with principally whole- 

salers in the seed trade and bird food business in every State in the 
United States, except three; 97 percent of all dwarf essex rape seed 
produced in the United States is shipped from a radius of 40 miles 
from Lewiston, Idaho, and I personally handle more of this than all 
the other dealers combined. Approximately 85 percent of this seed 
goes east, some by rail, some by truck to Portland and through the 








492 FEDERAL HIGHWAYS AND FOREST ROADS 


Panama Canal to the east coast, and the balance is either trucked 
through Coeur d’Alene to Missoula and east, or through Boise to Den- 
ver and east. 

In transporting seed from our Reubens east, we will have a direct 
saving in mileage of 113 miles and about 5 hours driving time by not 
climbing the Lewiston hill, Fourth of July or Lookout Passes when 
the Lewis-Clark Highway is completed. There will be a saving of 
about 100 miles by way of Denver. We handle several other seed 
crops each year, but on the rape crop alone the Lewis-Clark Highway 
would benefit the farmers of our area a total of approximately $6,475 
in cheaper transportation alone. If the Lewis-Clark Highway will 
save almost $6,500 in wasted transportation on an item many, many 
people never heard of, what will it do for us on items like timber prod- 
ucts, grain, livestock, and many others? Let’s push its completion as 
fast as possible and find out. 

Senator Gore. Thank you. A luncheon has been scheduled for 12 
noon. I regret to make the luncheon period short, but I don’t know 
how else we can complete our schedule, so the hearing will resume 
promptly at 1 o’clock. The committee is adjourned until 1. 

(Whereupon the hearing recessed at 12 noon, reconvening at 1 
p- m. this date.) 

Senator Gore. The committee will come to order. The manage- 
ment of this hotel has made available to the committee and to the 
citizens the facility of this room without charge. I want to express 
appreciation for it and ask all those present to join in a hand of ap- 
plause and appreciation for the facilities without charge here. [Ap- 
plause. | 


The first witness will be Mr. Wade Wilson. 
STATEMENT OF WADE WILSON, KAMIAH, IDAHO 


Mr. Witson. Senator Gore and distinguished guests, my name is 
Wade Wilson, a semiretired pharmacist, residing at Kamiah, Idaho, 
up near the Lolo Trail. I am presently county commissioner, first 
district, Lewis County, officer of the North Idaho Chamber of Com- 
merce, and treasurer of the Lewis Clark Turnpike Association, Inc. 

‘The rest of my remarks concerning the work done by the two 
captains, Lewis and Clark, has been repeated by the people who have 
preceded me, and I have nothing more to offer excepting I did have 
some comments that haven’t been stated concerning the markers and 
monuments of historical value, and as this is a matter of record 
and concerns nothing but the tourists who will some day be through 
the country, I shall delete that and ask that this be made a part of the 
record. 

Senator Gore. It will be. 

(The statement referred to is as follows :) 


STATEMENT OF WADE WILSON 


My name is Wade Wilson, pharmacist, residing at Kamiah, Idaho. I am 
presently county commissioner, first district, Lewis County, officer of the North 
Idaho Chamber of Commerce, and treasurer of the Lewis Clark Turnpike Asso- 
ciation, Inc. 

I appreciate the opportunity to remind the Nation—through the courtesy be- 
ing extended us by you, Senator Gore, and your committee—to remind the Na- 
tion, that if ever courage and accomplishment have deserved a national living 
memorial this Lewis Clark Highway deserves thoughtful consideration. 
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One hundred and fifty years ago, two intrepid explorers and their party pene- 
trated the mountain wilderness of Montana and Idaho, on their way to blaze a 
new trial to the Pacific. These men, Capts. Meriwether Lewis and William 
Clark, for whom many cities, towns, and rivers in the West are named, were 
great and hardy adventurers. They were sent on this mission by President 
Thomas Jefferson, who was interested in the development of the country, in 
the kind of Indians that inhabited this vast domain, in the potential fur indus- 
try, in the fertility of the land, in the importance of waterways, and all the other 
unknowable facts. 

Not much, before that time, was known of this country, but they did know of 
the Continental Divide and they were particularly charged with obtaining the 
information relative to the waterway passage from the Rocky Mountains to the 
-acific Ocean. 

Strange as it may seem, these explorers traveled the greater part of their 
journey by water, bringing large boats up the many streams and rivers to a 
point below Great Falls, Mont., where the larger boats were cached, smaller 
ones fitted with wooden wheels made from round sections of cut logs, and, by 
sheer manpower, were portaged around the falls, again launched and passage 
was made by boat almost to the Salmon River. When they finally had to aban- 
don the boats at a place near the present Salmon City, they thought that at 
last they had discovered the navigable river to the Pacific Ocean. But to their 
disappointment they learned from the Indians that the Salmon, now termed 
“the river of no return,” was not navigable from that point and it would be 
necessary for them to seek a passage through the Bitterroots, across mountains 
that were to prove the most severe test of endurance and hunger to be en- 
countered on their whole journey. That river passage they sought was not 
to be found until they had crossed the mountains, and descended to the Clear- 
water, as it is known today. 

Thus it was that the famous Lolo Pass, an ancient crossing used by the 
Indians to travel to the buffalo grounds of Montana, became known also to 
the two explorers. 

Now, 150 years later, other great men of the New World are working to 
realize the goal of these 2 men and their party, who fought such bitter struggles 
against unfriendly Indians, lack of food, and distressingly cold weather, to 
bring about a new source of wealth for their beloved country. 

Many years ago the Lewis Clark Highway Association was formed around 
men of vision who saw the necessity of a highway across this famous, all- 
winter, low pass through the Bitterroots. The immense amount of effort and 
work done by this association is itself now almost a part of the history of 
the road. 

Markers and monuments of historical value have been erected to the memory 
of Lewis and Clark along the route of their travels, but the most fitting and 
magnificent of these lies unfinished before us this very day. So near, and 
yet so far, from completion. 

This highway, when completed, will lead through a country new in historical 
lore, one that will meet with the interest and approval of the thousands of 
people who have long cherished the desire to travel it. 

First let us mention the Lolo Hot Springs where the Lewis and Clark party 
wrote of resting and enjoying the bathing in these pleasant waters. And the 
Jerry Johnson Hot Springs too will be enjoyed by the new tourists on their 
way to coastal points as they take the short route via Lolo Pass. Clark wrote 
of these unusual springs because, of the two emerging springs, one is almost 
boiling hot and the other ice cold. 

One of the finest camping spots in this section of Idaho is being prepared 
under direction of the forestry department on Cedar Creek, not too far off 
the highway,and is the spot Lewis and Clark camped on their way to Orofino. 
Some of the immense cedars found in Idaho can be seen at this campsite. 

Coming down the Middle Fork one can almost see the spot where the “Battle 
of the Clearwater” was fought in the Nez Perce Indian war of 1878. 

After camping at«the big cedars, Lewis and Clark traversed a section leaa- 
ing into the area of Weippe. To my thinking this is one of the most historic 
spots in Idaho, for it is here that they met the Nez Percé Indians. They were 
camping here while gathering the camus root for food, and it was here that 
the Indian girl Wat-Coo-ese became instrumental as a turning point in the 
history of this country possibly—she is credited with saving the lives of the 
exploring party. This exact spot has been pinpointed and it is naturally a story 
the Nez Percés love to tell. 








494 FEDERAL HIGHWAYS AND FOREST ROADS 


At Orofino, we find the canoe camp, a spot where the party stopped to build 
the canoes which were to take them to the sea, since water navigation was 
possible from this point. An area where these preparations were made has 
recently been designated as a State park. 

Then the highway will wend its way along the Clearwater River and we 
come to Spalding Park, the home of the Reverend Spalding and his mission 
in Idaho, where the first printing press in the country located, where the book 
of Matthew and Luke were printed in the Indian tongue by Spalding, the home 
of the first grist mill in Idaho, and now a beautiful State park. 

Just below this site is one that is little known but is interesting because it 
is this little building at which Chief Joseph always stopped when he visited 
Lapwai Valley. 

In 1806, upon their return from the coast, the Lewis and Clark party made 
their way to the Kamiah Valley, bypassed on their way down to the sea in 
1805. This valley teems with historical lore both before and after the visit 
of Lewis and Clark who stopped here 6 weeks on their return to Montana. 
Here one finds the weed for which Kamiah is named, being a form of Canadian 
hemp of tough strands, the only material available which when woven in small 
strands made a water-withstanding rope. And these were made into fish nets. 
Directly on the highway will be found the original school which the McBeth 
sisters founded. Here, some of the early Indians received training leading to 
the ministry. Nearby is the present Presbyterian Church, the first of this 
denomination founded in Idaho, in 1871. 

Also near the highway in the State’s area, is some of the finest petrified wood 
to be seen in the State. The remains of the Howard fortifications are still to 
be seen along the fields bordering Kamiah, and where he expected battle with 
the Nez Percés in 1878. Also the old Nez Percé trail by which the Indians left 
the Clearwater and began their desperate trek to Montana is visible from the 
highway. 

In their book, The Indians Since Lewis and Clark, the McBeths state that 
there was at one time a Hudson Bay trading post at Kamiah. This spot was 
not located until recently but the post was established between 1660 and 1670 
and is now readily observed from this historic trail. 

Gentlemen, a living memorial to some very great Americans lies in your hands. 
We believe we all have a part in it. Let us hope that this dream of 40 years 
will soon be realized. Thank you. 


Mr. Wiuson. And also I have a resolution by the Kamiah Chamber 
of Commerce which I would like to include with this, endorsing Lewis 


and Clark Highway. 
(The resolution referred to is as follows :) 


RESOLUTION 


Be it hereby resolved, That the mayor and council of the city of Kamiah heartily 
endorse completion of the Lewis-Clark Highway per the following: 

Whereas the completion of the Lewis-Clark Highway has been approved by 
the North Idaho Chamber of Commerce ; 

Whereas the Lewis-Clark Turnpike Association's traffic survey has proved 
that there would be ample traffic to justify its final completion ; 

Whereas the Lewis-Clark Highway would be a very important military trans- 
portation and evacuation route in the event of an attack on one of our coastal 
points or a national emergency ; 

Whereas the Lewis-Clark Highway would provide an outlet to transport mil- 
lions of feet of timber to Idaho sawmills to be manufactured in Idaho; 

Whereas there has been an expenditure of over $5 million on this highway which 
has brought the State of Idaho very little revenue in its present uncompleted 
condition ; 

Whereas the Lewis-Clark Highway would shorten the distance from coast to 
coast a considerable amount of miles, and save many hours of time: it would open 
a historic route to thousands of tourists, fishermen, and hunters; 

Whereas the Lewis-Clark Highway has the support of Idaho’s Senators, Repre- 
sentatives, and Governor; as well as the support of the Idaho State Highway 
Commission, and the States of Montana, Washington, and Oregon; 

Whereas the people of this area, and the mayor and council of the city of 
Kamiah, feel it is of major importance that all appropriations to the Lewis-Clark 
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Highway be applied to finish completion of said highway, and not to further 
improve portions already completed: Let’s punch it through! 
H. S. LAMUNYAN, 
Mayor, City of Kamiah, Idaho. 
Georgia EMMERT. 
Clerk. 


RESOLUTION 


Be it hereby resolved, That the Kamiah Chamber of Commerce heartily en- 
dorses completion of the Lewis-Clark Highway per the following: 

Whereas the completion of the Lewis-Clark Highway has been approved by 
the North Idaho Chamber of Commerce ; 

Whereas the Lewis-Clark Turnpike Association’s traffic survey has proved that 
there would be ample traffic to justify its final completion ; 

Whereas the Lewis-Clark Highway would be a very important military trans- 
portation and evacuation route in the event of an attack on one of our coastal 
points or a national emergency ; 

Whereas the Lewis-Clark Highway would provide an outlet to transport mil- 
lions of feet of timber to Idaho sawmills to be manufactured in Idaho; 

Whereas there has been an expenditure of over $5 million on this highway 
which has brought the State of Idaho very little revenue in its present uncom- 
pleted condition ; 

Whereas the Lewis-Clark Highway would shorten the distance from coast to 
coast a considerable amount of miles, and save many hours of time; it would 
open an historic route to thousands of tourists, fishermen and hunters; 

Whereas the Lewis-Clark Highway has the support of Idaho’s Senators, Rep- 
resentatives, and Governor; aS well as the support of the Idaho State Highway 
Commission, and the States of Montana, Washington, and Oregon; 

Whereas the people of this area, and the Kamiah Chamber of Commerce, feel 
it is of major importance that all appropriations to the Lewis-Clark Highway be 
applied to finish completion of said highway, and not to further improve portions 
already completed: Let’s punch it through! 


KAMIAH CHAMBER OF COMMERCE, 
ALBERT J. Houpbe, President. 

Senator Gore. Perhaps you know that one of our colleagues, Sena- 
tor Neuberger, has written a fine book on the Lewis and Clark 
Trail. 

Mr. Wirson. Yes. We do know that, and also I do know that 
very noted historian, Bernard DeVoto, has asked that his ashes be 
scattered on the trail, which you this afternoon will see, the place 
and the area in which he thought enough that he asked his remains be 
deposited there. 

Senator Gore. I am acquainted with his works and his book which 
is, I think, really an editing of the Lewis and Clark journal. 

Mr. Witson. That is right. 

Senator Gore. It is a notable contribution to the literature. 

Mr. Witson. That is right, and people haven’t read that, that is the 
best wild west story that was ever written. 

Senator Gort. Thank you. Mr. D. B. Zirbel. 


STATEMENT OF D. B. ZIRBEL, LEWISTON, IDAHO 


Mr. Zirpev. Senator Gore, Senator Church, my name is D. B. 
Zirbel of Lewiston, Idaho. I am president of Zirbel Transport, Inc., 
an Idaho corporation, operating 41 trucks and trailers in the motor 
transportation business through the States of Idaho, Oregon and 


Washington. I have been in this business in this immediate area 
since 1930. 
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The rapid and economical movement of goods is one of the funda- 
mentals on which modern merchandising and distribution practices is 
based and immediate completion of the Lewis-Clark Highway would 
be of great benefit to the many people of the Northwest. We em- 
phasize the following facts from the standpoint of the motor freight 
industry 

The statistics of the industry show that at the present time an aver- 
age of 145 trucks and trailers move daily between Coeur d’Alene 
and Missoula over U. S. Highway 10 and approximately 40 percent of 
these are moving to or from. points in Idaho, Washington and Oregon 
which could be served much more economically and speedily over the 
Lewis-Clark Highway. 

For specific examples, the present distance from Missoula to Lewis- 
ton is 286 miles. The distance via the Lewis-Clark Highway would be 
201 miles, or a round trip saving of 168 miles, which at a rate of 40 
cents per mile cost of operation, is a saving of $67.20 each trip. 

The present distance from Missoula to Walla Walla is 361 rage 
The distance via the Lewis-Clark Highway would be 296 miles, or a 
round trip saving of 130 miles, or a dollar saving of $52. The W nla 
Walla area is a famous producer of early carden products, and the 
Montana area could use these to excellent advantage. 

The present distance from Missoula to Portland via U. S. Highway 
10 is 585 miles. The distance from Missoula to Portland via the 
Lewis-Clark Highway would be 542 miles, or a round trip saving of 
82 miles, or a dollar saving of $32.80. These same savings would ap- 
ply to other points in southern W ashington and Oregon. Thus it 

~_ be seen that the actual savings in dollars—and that means on the 

‘affic moving today—on the approximately 66 trips now moving from 
Missoula to western points which would actually move over the 
Lewis-Clark Highway would amount to two or three thousand dollars 
a day, which would be a saving to the public; because after all, it is the 
ultimate consumer who pays most of the transportation bill. 

There is no question but that the completion of the Lewis-Clark 
Highway will result in an increase in traffic, as it would enable the 
Montana area to reach the barge transportation which will be available 
at Lewiston, over a distance economically served by truck. 

The motor-freight industry would be greatly benefited by the com- 
pletion of the Lewis-Clark Highway owing to the naturally lesser 
winter hazards. The route from Couer d’ Alene to Missoula via Look- 
out Pass will always be subject to more or less severe snowstorms and 
slick roads for several weeks of the year, whereas the more southerly 
and sheltered location of the Lewis-Clark Highway in the valley 
of the Clearwater and Lochsa Rivers will ordinar ily have only a few 
days of hazardous weather. 

A route from Portland to Missoula via the Lewis-Clark Highway 
would enable carriers to move merchandise from Portland to Missoula 
overnight in time for 8 a. m, delivery. At present, if a customer has 
a full load, or at least a large order, he can get delivery the day after 
shipment, probably by afternoon, but trucks do not get into Missoula 
in time to process small orders for early morning deliver y. This has 
the effect of second day delivery instead of overnight service. 

There are a number of wholesale houses of various types both in 
Lewis-Clark area and the Missoula area, who, if economical over- 


| 
| 
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night service was available, would serve each other to great advantage, 
whereas at the present time there is very little interchange. 

For the above reasons we of the motor-freight industry urge the 
expedited completion of the Lewis-Clark Highw: ay. 

Senator Gore. Thank you very much. Mrs. Margaret Thompson. 


STATEMENT OF MRS. MARGARET THOMPSON, NORTHWEST 
CONSERVATION LEAGUE, KENNEWICK, WASH. 


Mrs. ‘Tuompson. Senator Gore, Senator Church, I represent the 
Northwest Conservation League, which crusades for regional plan- 
ning and I was very happy, Senator Gore, to hear your remarks during 
the dinner talk to the thinking of America in terms of regions and 
nationally, 

We wold set forth in connection with the park and recreational 
value of a Lewis-Clark Highway two premises: first, a sound na- 
tional pron am for highways includes planning for recreational motor 
touring (parkways and tourways) as well as for rapid commercial 
transport (freeways). 

Premise No, 2, planning for recreational touring west of the Missis- 
sippi River has lagged greatiy behind that for “the regions east of 
the Mississippi, whereas incre: ising tourism from Eastern and Mid- 
western States to the Pacific Northwest calls for more attention to 
the planning and development of national tourways in this region. 

And speaking for that, 1 would say that we should think of a Lewis 
and Clark national tourway as a monument to the vision of Thomas 
Jefferson, who planned it, and to the courage of Meriwether Lewis 
and William Clark, who commanded the first expedition of white 
men to the Pacifie Northwest. Proper recognition of the national 
benefits resulting from their enterprise is long overdue. Historical 
research has introduced historical documents that had it not been for 
the Lewis and Clark expedition, the international boundary line today 
would run down the Columbia River and we would have lost to the 
United States of America all of that very valuable area in the States 
of Washington north and west of the Columbia River which includes, 
of course, the greatest forest of the United States as well as the Puget 
Sound with all of its very valuable shipping facilities. 

So that the Nation is immensely richer for having gained that, hav- 
ing held that territory which they surely would not have held had it 
not been for Lewis and Clark and had it not been for the vision of 
Jefferson, who first talked about this in 1783, the year of the end of the 
American Revolution. He saw the importance of sending out such 
an expedition and planned it consistently until he was able to see it 
accomplished. 

We feel that a national historical tourway would develop, permit 
every citizen to drive along the route of Lewis and Clark that they may 
ree apture and relive that adventure, enjoy the superlative scenic and 
recreational features which line the route. 

At first we would ask that this bottleneck be opened across Idaho. 
If we can get these few miles opened up and start travel across there, 
then the returns that we will get in such things as gas taxes will help 
to pay for the whole thing. 

Then, as a long-range proposition, we do hope that you will study 
and carry along the purpose of Senator Magnuson’s resolution 88, to 
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which you referred this morning, which would develop step by step 
the national toury way from St. Louis, Mo., to Seaside, Oregon, ‘and I 
have referred in this statement, copies of which I am leaving with you, 
to the study made of the Mississippi Parkway submitted to C ongress 
and which you are familiar with which sets forth the thinking, the 
type of planning that needs to be done for this sort of thing. We 
would like that type of planning worked out for a Lewis and Clark 
Tourway up the Missouri and to the Pacific that would be worked out 
in conjunction with a parkway for the Mississippi Valley. That would 
be good national planning. 

Senator Gore. Would you yield? 

Mrs. THomrson. Yes. 

Senator Gorr. Another example is the Natchez Trace. In fact the 
remains of the great Meriwether Lewis now rest along the route of 
the Natchez Trace. There, too, we have experienced diffic ulty. For 
years and years we have been w orking to complete this highway along 
an historic American trail. It, too, has been done in segments, and 
I have been advocating—what was the Governor’s term—a single-shot 
appropriation, I have been advocating a single-shot deal on that, too, 
but eventually we will get that completed, and eventually the Lewis 
and Clark Highway w ill be completed, too, 

Mrs. THompson. Well, that is what we are glad to know, I would 
like, in that connection on the Natchez Trace as a parkway. The tour- 
way type is something that was, the idea was developed by planners 
in the West during the 1930's, because a parkway does not allow truck 
traffic and we felt, and we had national planners sitting in on these 
conferences, that that is not practical by and large to plan 1 the develop- 
ment of our roads in the West through the mountain sections that 
would prohibit truck travel, so this c oncept of a tourway which would 
be a parkway except that it does not prohibit truck travel. Other- 
wise we would like to bring it up to parkway standards, the main 
purpose of which is to conserve the roadside values and bring in your 
historic spots. 


(The written statement filed by Mrs. Thompson is as follows:) 





NorRTHWEST CONSERVATION LEAGUE STATEMENT ON PARKS AND RECREATION 
ASPECTS OF THE LEWIS AND CLARK HIGHWAY 


Premise No. 1. A sound national program for highways includes planning for 
recreational motor touring (parkways and tourways) as well as for rapid com- 
mercial transport (freeways). 

Premise No. 2. Planning for recreational touring west of the Mississippi River 
has lagged greatly behind that for the regions east of the Mississippi, whereas 
increasing tourism from Eastern and Midwestern States to the Pacific North- 
west calls for more attention to the planning and development of national tour- 
ways in this region. 

Speaking from premise No. 2, we ask that a national tourway be developed 

along the Lewis and Clark route as a monument to the vision of Thomas Jeffer- 
son, who planned it, and to the courage of Meriwether Lewis and William Clark 
who commanded that first expedition of white men into the Pacific Northwest. 
Proper recognition of the national benefits resulting from their enterprise is 
long overdue. Historical research has established beyond any reasonable doubt 
that had it not been for the explorations of Lewis and Clark today’s international 
boundary line would run from the point of its intersection by the 49th parallel 
down the channel of the Columbia River to its mouth. We ask members of 
Congress to envision the difference to our national welfare (in World War II, 
for example) if Puget Sound, embracing the world’s greatest harbors, the 
supremely valuable forests of western Washington, and other natural wealth 
of that area were not a part of this Nation. The advantages that have accrued 
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to the United States as a Nation from having gained title to the land west and 
north of the Columbia River are beyond computation. Certainly they warrant 
the support of this road as a national monument to these men. 

There was, first of all, the vision of Thomas Jefferson when he wrote to George 
Rogers Clark in 1783, the year the American Revolution came to an end, and 
proposed such an expedition to head off the British, who, he wrote, had “their 
eyes on that country.” There was his initiative as President of the United 
States in obtaining authorization from Congress for such an expedition in Janu- 
ary of 1803 and appointing Lewis to lead it months before he had any idea that 
Napoleon would be willing to sell the Louisiana Territory. Then there was the 
conspicuous ability of the two captains who carried out the assignment, specifi- 
cally with respect to (1) their excellent judgment in selection of the routes 
explored, (2) their diplomacy in dealing with the Indians they encountered, 
and (3) the scholarly recording of geographical data. 

In recognition of the tremendous importance to the well-being of this Nation of 
that outstanding event in our history, we ask that a national historical highway 
be developed to permit every citizen to drive along the route of Lewis and 
Clark, that they may recapture and relive that tremendous real-life adventure 
and enjoy the superlative scenic and recreational features which line the route. 


Opening the bottleneck in Idaho 


We ask, first of all, that funds be appropriated to complete the section of the 
road now under construction along the Lochsa Branch of the Clearwater River 
in Idaho. This is a very attractive scenic stretch and will give access for motor- 
ists to delightful recreational areas of central Idaho, in addition to affording 
direct communication between southern Montana, central Idaho, and southern 
Washington. Since the route lies across national forest land, the matter of 
conserving landscape values of abutting roadsides presents relatively little diffi- 
culty. Increased gas-tax revenue from opening this route to travel will help 
to finance further development. 

Objectives of a historical tourway 


For the mountainous West we recommend the tourway type of recreational 
highway, a modification of parkway standards in that truck travel is not pro- 
hibited. This thinking assumes first that the primary objectives is to conserve 
roadside values, and secondly that through truck transportation will generally 
choose the faster freeways. 

In the matter of standards we respectfully call to your attention the report 
to Congress on a Parkway for the Mississippi, by the Bureau of Public Roads and 
the National Park Service, dated November 28, 1951. As pertinent to the pro- 
posed Lewis and Clark National Tourway we quote (p. 17), “A parkway for tour- 
ists is an instrument of conservation through its running band of land controls, 
but it should also be seen as a way between the outstanding historic sites, parks, 
and scenic areas of the region traversed.” [Italic supplied.] From page 7: 
“Existing highways to be used and coupled with new construction. Develop- 
ment would start from a system of carefully selected existing highways. * * * 
Gradual improvement of these existing highways would be advanced concurrently 
with construction of * * * new sections where the traffic, scenic, historic, or 
engineering considerations indicated that a new development would be desirable 
and useful.” 

Senator Warren G. Magnuson’s Senate Joint Resolution 88, introduced last 
May, would accomplish such development along the route of Lewis and Clark, 
and we urge its enactment into law. By its terms “the Commissioner of Public 
Roads is authorized, in cooperation with the highway departments of the inter- 
ested States, to designate and to proceed immediately to construct a system 
of highways to be known as the Lewis and Clark National Tourway which shall 
extend from St. Louis, Mo., along the general route of the Lewis and Clark 
expedition, through Montana, across Idaho, and along the north bank of the 
Columbia River, terminating at Seaside, Oreg. In the planning and designation 
of such highway system the Commissioner shall consider the action, if any, 
taken by any State in designating any highway or highways as part of the Lewis 
and Clark Expedition route.” 

This, we submit, calls for a fine comprehensive program and should be con- 
sidered as a westward extension up the Missouri of the Mississippi Parkway 
project by those leaders concerned with national planning for highways. Much 
already has been done to mark existing roads along the Lewis and Clark route 
by Missouri, Iowa, the Dakotas, Montana, and other States. One of the diffi- 
culties presented is the fact that on the return journey Clark followed a route 
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down the Yellowstone, while Lewis took the direct Indian road from the vicinity 
of the present Missoula through the Blackfoot Valley to the great falls of the 
Missouri and thence down that river. The difficulty can be resolved by designat- 
ing a north and south road—Lewis and Clark Highway South to follow U. S. 10, 
and Lewis and Clark Highway North to take a route paralleling the Missouri 
as closely as practicable, including the historic Fort Benton and Great Falls, 
and taking the splendid new highway from Great Falls through the Blackfoot 
Valley to Missoula. 

Across Idaho the road under construction follows water grade from Lolo Pass 
to the mouth of the Clearwater, which for the most part is somewhat to the south 
of the trail actually used by Lewis and Clark but more practicable for modern 
highway location. A study of the map will reveal that it affords the most direct 
line of communication between the communities of central and southern Montana 
with those of central Idaho and the lower Columbia River region. 

The State of Washington has officially designated and marked a Lewis and 
Clark Highway from Clarkston over U. S. 410 to Kennewick and thence down 
the north bank of the Columbia on Highway 8. Funds have been appropriated 
for completion of Highway 8, and construction is currently underway. 

Considering the spadework that has been done by States, we submit that the 
time has come for the National Government to take on the task of coordinating 
and supplemening the programs of the several States, the task of developing a 
national recreational motor road along the route of Lewis and Clark that will 
tie together the outstanding historic sites, parks, and scenic areas, provide ade- 
quate tourist facilities, and erect markers that will interpret to the traveling 
public the events that cdntributed so significantly to the greatness and glory of 
these United States. 

Respectfully submitted. 





Mrs. MARGARET THOMPSON, 
Executive Secretary 
KENNEWICK, WASH. 


NORTHWEST CONSERVATION LEAGUE, 
EASTERN WASHINGTON CHAPTER, 
Kennewick, Wash., November 30, 1957. 
Hon. RICHARD NEUBERGER, 
Portland, Oreg. 

DEAR SENATOR NEUBERGER: Enclosed is a copy of the statement I have prepared 
for presentation at the hearing of the Gore subcommittee in Lewiston on Decem- 
ber 13. I note by the Congressional Directory that you are a member of the 
Public Works Committee and I am hoping that you may be on this subcommittee. 

In any event we are very hopeful of getting early action in the matter of mak 
ing Federal money available sufficient to open that road along the Lochsa without 
further delay. 

Also we hope for favorable action on Warren Magnuson’s Senate Joint Resoln 
tion 88 to authorize a long-range program on a Lewis and Clark tourway com- 
parable to the program for a Mississippi River parkway, as I have indicated on 
pages 2 and 3 of the enclosed statement. 

I have just dug out a letter from Mrs. Neuberger dated February 22, 1955, in 
answer to one I had written to her suggesting that the State of Oregon officially 
label as Lewis and Clark Highway the road following the south bank of the 
Columbia from Portland to Seaside. In this letter she stated that she planned to 
contact the highway department about it. I trust the action was favorable. You 
both probably have seen the very attractive Lewis and Clark Highway markers 
designed by the Washington State Highway Department. I was interested to 
note on the trip to Boulder Flats last August that Idaho has placed copies of it 
along their road from Lewiston eastward. 

Sincerely yours, 
MARGARET THOMPSON, 
Executive Secretary. 


Senator Gore. That is a very good statement; I thank you. Now 
I see next on the list someone I surely don’t want to miss hearing, the 
Democratic Women from Nez Perce County. Who is representing the 
Democratic Women? There she is, God bless her. 


| 
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STATEMENT OF MRS. SHIRLEY LYONS, LEWISTON, IDAHO, 
DEMOCRATIC WOMEN OF NEZ PERCE COUNTY 


Mrs. Lyons. Thank you, Senator Gore, distinguished guests. This 
comes as a surprise to me that I was to speak. We just put in our 
resolution, 

For 40 years I have heard about the Lewis-Clark Highway, dreamed 
of it, and like many others here, we hope to see it completed soon, 
because it is such a necessary, vital thing. That is all I have to say. 

(The resolution referred to is as follows :) 


LEWISTON, Ipano, December 13, 1957. 
To THE SENATE PuBLIc ROADS SUBCOMMITTEE: 

The Nez Perce County Democratic Women’s Organization wish to go on record 
urging the early completion of the Lewis-Clark Highway and that this be done 
under one big contract. 

Bessie L. CurrIs, 
President. 

FERN DRESSEL, 
Secretary. 

Senator Gore. Thank you. Mr. F. K. Dammarell, president of the 
Moscow Chamber of Commerce. 


STATEMENT OF FRANK AMERY, MOSCOW, IDAHO, CHAMBER OF 
COMMERCE 


Mr. Amery. Senator Gore and Senator Church, Senator Dworshak, 
ladies and gentlemen: I am Frank Amery, representing the president 
of the Moscow, Idaho, Chamber of Commerce. 

Senator Gore. I would like to say that there is a Moscow, Tenn., 
too. 

Mr. Amery. I thought maybe you were going to say, when I men- 
tioned Moscow, Idaho, well, I was going to tell you that if this was 
Moscow, Russia, we wouldn’t be having this meeting here today. 

Our chamber of commerce has gone on record in favor of comple- 
tion of the Lewis and Clark Highway, and what I have submitted and 
filed is a resolution from the Moscow chamber and if you wish I will 
read the resolution, or we will leave it as filed. 

(The resolution is as follows:) 


RESOLUTION 


Whereas the early compietion of the Lewis-Clark Highway within the State 
of Idaho will provide the final link in a through water grade highway route from 
the east to the west coast of the United States, and 

Whereas the Lewis-Clark Highway when complete, will provide a scenic tour- 
way which will relieve heavy traffic congestion on existing east-west highways 
during the summer tourist season, and 

Whereas the Lewis-Clark Highway will provide access to valuable timber 
stands currently deteriorating due to lack of proper forest conservation pro- 
cedure in cutting timber for lumber at the peak of quality, and 

Whereas early completion of the Lewis-Clark Highway in the State of Idaho 
will provide a vital link in the national system of highways for purposes of 
national defense : Now, therefore, be it 
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Resolwed, That the Chamber of Commerce, of Moscow, Idaho, extend maximum 
support in the matter of allocation of all possible funds, Federal or State, for 
the early completion of the part of the Lewis-Clark Highway within the State 
of Idaho. 

F. K. DAMMARELL, 
President, Moscow Chamber of Commerce. 


Senator Gore. Thank you, sir. Mr. Burt Belknap, chairman, high- 
way committee, Pomeroy Chamber of Commerce. 


STATEMENT OF BURT BELKNAP, CHAIRMAN, TRANSPORTATION 
COMMITTEE, POMEROY, WASH., CHAMBER OF COMMERCE 


Mr. Betxnar. My name is Burt Belknap, I am the chairman of 
the transportation committee of the chamber of commerce, Pomeroy, 
Wash., a town of about 2,000 people 30 miles west of Lewiston. 

Any reasons we might give for completion of the Lewis and Clark 
Highway would be largely repetitious. Our immediate interest would 
be in the economic value to our town from the traflic which would go 
through it if the Lewis-Clark Highway—I mean when the Lewis- 
Clark Highway will be completed. Our primary purpose, however, 
in being here is to give our support to these people who are working 
for the completion of this highway and assure them that we will do 
everything in our power to assist them toward the completion of that 
goal. 

We on the Washington State side of this important link are work- 
ing to improve our present highway so that we will be better able to 
handle this additional traffic when and as soon as it gets here. Thank 
you. 

Senator Gore. Mr. Harry Hughes, manager of the Lewiston Cham- 
ber of Commerce. 

(A resolution of the Lewiston Chamber of Commerce filed on behalf 
of Mr. Hughes, is as follows :) 


RESOLUTION OF CHAMBER OF COMMERCE, INC., POCATELLO 


Whereas the proposed Lewis and Clark Highway on the Lolo Trail Pass route 
has been sought by the residents of the Clearwater Valley for a number of years 
both because of its historic significance and the economic value to the Clearwater 
area and the entire State of Idaho; and 

Whereas the appropriations to construct this route have been made piecemeal 
over a period of some 30 years and the road is still uncompleted, and to receive 
each piecemeal allotment for construction has been an annual struggle for those 
people active in its interest ; and 

Whereas by a process of simple attrition the unconstructed mileage has been 
decreased until the completion is no longer a major undertaking: Now, therefore, 

The Pocatello Chamber of Commerce of Pocatello, Idaho, urges all appropriate 
authorities to take the matter in hand and complete this project without further 
delay, not only as a tribute to the original explorers and their party nearly 150 
years ago, but also as a tribute to the tenacious individuals and communities who 
have had the courage to continue the movement for its completion over the long 
period of years which was necessary. 

Approved and passed this 4th day of December, in regular session, by the 
Pocatello Chamber of Commerce, with authorization for its use wherever the 
purpose therefore may be indicated. 

Larry W. BRAINARD, 
President. 

ALVIN H. READING, 
Secretary. 
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Senator Gore. Joseph Black Eagle, grandson of Chief Joseph, is 
the next witness. We will be pleased to hear him. 


STATEMENT OF JOSEPH BLACKEAGLE, LAPWAI, IDAHO 


Mr. Biackeacte. Distinguished guests, Senator Dworshak, Senator 
Gore, and Senator Church. I missed by Congresswoman, Mrs. Pfost. 
My name is Joseph Blackeagle; I am representing the Nez Perce In- 
dian Tribe, I am a member of the Nez Perce tribal executive com- 
mittee and appearing for our chairman, Richard Halfmoon, who is 
presently in Washington, D. C., on tribal business. 

Just off the record, I want to introduce this portion of information 
for your identification. My great-great-grandfather, Chief Black- 

eagle, was 1 of the 4 Indians who heard about the white man’s religion. 
They called the Bible the white man’s “Book of Heaven.” They 
wanted 1 for their own, so in 1831, 4 Indians made the j journey over- 
land to St. Louis to ask General C ‘lark, who was then Superintendent 
of Indian Affairs, to give them a copy of the Bible. Chief Blackeagle 
never returned to his homeland. He died at St. Louis. But his jour- 
ney had not been in vain. It so stirred the religious world that soon 
missionaries of all faiths headed west. 

Now, we are meeting here on some of the historic sites where our 
respected forerunners met a bare 152 years ago. How different is 
the setting. When Lewis and Clark brought instructions from Presi- 
dent Thomas Jefferson to the Nez Perces, a handful of white men were 
in the minority. Today, a handful of red men greets the overwhelming 
major ity of white men as we meet together to plan the future destiny 
of our Nez Perce country. 

Today, you and I speak a common language. We talk man to man 
across the table. When Chief Broken Arm was host to Lewis and 
Clark at a council of Nez Perce Indians at Kamiah in 1806, on their 
return from Astoria, to learn how the Great White Father planned to 
take this country away from the Indians, the method of co-amunica- 
tion was complicated. Captain Lewis began his speech by saying one 
sentence in English. One of his men translated it into French for 
Toussaint Charbonneau, Sacajawea’s husband, who put it into Hidatsa 
for Sacajawea, who changed it to Shoshoni for the interpreter, who 
repeated it in Shahaptin, the language of the Nez Perces. Five dif- 
ferent tongues were necessary before President Jefferson’s message 
could be understood by our forefathers. 

Nez Perces had much to do with the Lewis-Clark Expedition. Two 
Nez Perces accompanied Lewis and Clark down the Snake and Colum- 
bia as far as The Dalles. Chief Twisted Hair drew a map with a piece 
ef charcoal on a tanned deer hide, showing the course of the Clearwa- 
ter until it emptied into the Snake, called Tsceminicum, and across the 
river from here is where Lewis and Clark camped on October 10, 
1805, and had their first feast of dog meat. One member of the Lewis 
and Clark party, who kept a diary, wrote that the party became so 
fond of dog meat they preferred it stewed to that of fish. Twisted 
Hair’s map , plotted the Lewis-Clark course down the Snake and Col- 
umbia Rivers to the Pacific Ocean. Time will not permit me to relate 
the fascinating pages of history written by the Nez Perces in their 
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friendliness to the white man in the settlement of this area, their pro- 
tection given the white man from warring and nonfriendly tribes. 

As a tribe, we are interested in the completion of the Lewis-Clark 
Highway for two primary reasons. The road traverses 100 miles of 
our reservation through or bordering some of our finest tribal timber 
reserves containing overripe timber. We are furnishing you statisti- 
cal information on this so that you may know the importance to the 
Nez Perce Tribe from an economic standpoint of access roads, 

Over and above any monetary gain to the tribe from sale of timber, 
and God knows we are a poor tribe, with only 25 families having in- 
side plumbing and 144 families having privies, and only 4 of these 
privies are the approved type, serving 21 people, we urge the comple- 
a of the Lewis-Clark Highway so that the people of this Nation 

iay have a chance to visit this area where some of the dramatic pages 
of history were written. 

Think what Lewis-Clark Tourway will mean. Wherever an Indian 
museum and townsite has been established on Indian reservations 
throughout the country, tourist data has proven them to be a No. 1 
tourist attraction. For example, 4 miles out of Anadarko, Okla., 
Indian City, U. S. A., was opened 2 years ago. In these 2 years, over 
100,00 people have been clocked through as tourists. The traffic be- 
came so heavy that a new 4-lane highwa ay is under construction from 
Anadarko to 4 miles south to this Indian City. 

Governor Raymond Gary predicted at the dedication ceremonies 
that Indian City would become one of the Nation’s top tourist attrac- 
tions within 10 years. 

Our Nez Perce people have dreams of establishing such an Indian 
city or trading post on the Lewis-Clark Tourway ‘when completed. 
We will dedicate our best efforts toward that end. It will furnish 
employment to scores of our Nez Perce people. But over and beyond, 
we are anxious to help preserve the Nez Perce culture and traditions 
for the generations coming after us, so that they may have a greater 
appreciation of the founding days of American history when the 
Indians roamed this great West, and their descendants became part 
of the populace which helped build a mighty empire upon the firm 
foundation laid by Lewis and Clark and the red men they found 
here, America’s first citizens. 

Senator Gorp. Thank you. I have just received the following tele- 
gram from Senator Warren Magnuson, of Washington: 

Regret very much obligations of my own committee prevent my being with 
you for Lewiston hearing. Am sure local witnesses will give you detailed in- 
formation on Lewis and Clark Tourway and related subjects. When we re- 


convene in January, you, Senator Jackson, and I can talk over in person problems 
involved and courses of action suggested by testimony you will receive. 


WARREN G. MAGNUSON, 
United States Senator. 


Mr. Howard Hechtner. 


STATEMENT OF HOWARD HECHTNER, STATE SENATOR, 
NEZ PERCE COUNTY 


Mr. Hecutner. Senator Gore, Senator Dworshak, Senator Church, 
and Representative Pfost, I have prepared a statement for this hear- 
ing and I have also prepared a brief of this statement which I can 
read in the allotted time of 3 minutes. 
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Senator Gore. Well, Senator, we would be glad to hear you. You 
have a distinguished record of public service. I feel confident that 


you not only represent, but that you invited the sentiments and aspira- 
tions of the people of this area. 


Mr. Hecurner. Thank you very much, sir. May I say that I am 
Howard Hechtner, a farmer, owner and operator of a farm, Lapwai, 
Idaho, For a number of terms I have served in the legislature from 
Nez Perce County. Iam currently in the senate. 

I am also speaking for Thomas W. Boise, owner and operator of 
the Raymond Hotel at Lewiston, Idaho. 

(The prepared statement is as follows:) 


STATEMENT OF HOWARD HECHTNER AND ToM W. Boise 


I am speaking for myself as State senator from Nez Perce County, chairman 
of the senate finance committee and for Tom W. Boise who is the owner and 
operator of the Raymond Hotel at Lewiston, Idaho. 

Mr. Chairman, we desire to express to your committee and especially to you, 
Mr. Chairman, our thanks for providing this opportunity for us to personally 
express our views and submit our evidence in behalf of the early and, if possible, 
immediate completion of the Lewis-Clark Highway from Missoula, Mont., to 
Lewiston, Idaho. 

Some years ago, under less turbulent world conditions than now exist, the 
Lewis-Clark Highway was recognized by the military department of this country 
as a necessary strategic national highway and its early completion was recom- 
mended by the War Department. If, during the past, this recognition of mili- 
tary need for the free movement of equipment and supplies was evident, what 
must be the circumstance now in this atomic age? 

Orderly and effective evacuation of the civilian population from the west coast 
and from this region to the east, in the event of need, would be impossible with 
existing highway facilities. The completion of this project, I am convinced, 
could be the means whereby the lives of thousands of citizens could be saved. 

We further wish to advise you that the completion of this road will open what 
was the most difficult and dangerous part traversed by the famous explorers 
Lewis and Clark, who, through their indomitable will, fortitude, and persever- 
ance made it possible for this great Northwest to become a part of our Nation. 
It will open for all, young and old, an opportunity to travel and to see this par- 
ticular section so richly and widely discussed in our American history. It will 
for all time be a living memorial to them and their expedition. 

We also wish to call to your attention the importance of this completed high- 
way as it will fit into overall water, rail, and highway transportation as they 
will be developed in the near future. This would have a stabilizing effect upon 
the economy of the whole Northwest. 

We desire to expressly call your attention to the millions of dollars of frozen 
funds invested in the incompleted highway at present. From this little if any 
benefit accrues. This, in itself, should be complete justification for the immedi- 
ate expenditure of sufficient Federal funds to finish the highway; especially 
since it lies wholly in a national forest area. 

Potential avenues for an expanded tax base for county, State, and Federal 
revenues will be the major benefit derived from the completed highway. It is 
one of those self-liquidating improvements. 

Paramount reasons for maximum values in timber are decided by the kind, 
quality, quantity, and accessibility. Contingent on the Lewis-Clark Highway 
is a vast potential of timber and mineral resources. This road will make this 
natural bounty more accessible and thereby afford real competition for its pur- 
chase and will unquestionably be responsible for numerous wood products and 
mineral operations which can then be added to the present tax base. The in- 
come accruing to all the people from the opening of this highway would be a 
sizable figure indeed. And, we assure you, Idaho must increase her highway 
revenue. 

Many expressions have been made by organized groups in our neighboring 
States showing that they need this highway, too. In fact, there have been times 
when we in Idaho have been embarrassed because the job hasn’t been done 
sooner. But recent developments in Idaho have shown that all the agencies 
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interested in the building of Federal and States highways are demonstrating 
their willingness to cooperate. On December 4, 1957, at Boise, the State high- 
way commission, Forest Service, and Bureau of Public Roads approved the 
largest allocation of $800,000 ever to be expended on the completion of Lewis- 
Clark Highway. Considering all these facts, we hope that the congressional 
delegation from Idaho continues to work for and solicit the assistance of the 
delegations from the Northwestern States to obtain sufficient funds to complete 
this much needed highway. 


Senator Gorr. Thank you. Mr. Carl Malmgren. 


STATEMENT OF CARL RICHARD MALMGREN, LEWISTON, IDAHO 


Mr. Maimeren. Senator Gore and Senator Church, Senator 
Dworshak and Mrs. Pfost, we are certainly honored to have this won- 
derful hearing here at Lewiston. 

My name is Carl Malmgren and I have been in business here in 
Lewiston for 37 years. Twenty years I managed a cooperative food 
store, served 4 years on the city council, have been a member of the 
Lewiston Chamber of Commerce Roads and Highways Committee for 
many years. Also I am secretary of the Lewis-Clark T urnpike Asso- 
ciation and member of the Elks and the Kiwanis and Knights of 
Pythias. 

I am very much interested in the progress of our community and of 
our State and of our Northwest area. 

In the interest of good business and economy, I request that you 
consider the great loss in interest alone on the investment that has been 
made in the road so far, which is over $300,000 per year, and it would 
just be plain good commonsense to get this road finished in one shot, 
as you say, if it is at all possible. It will save the taxpayers money. 

The needs for this road are great, as recognized and attested to by 
the resolutions I have here over the 41 years and these are the signa- 
tures of individuals which I hand you here. There are hundreds of 
signatures here. I thank you. 

(The documents referred to are in the files of the committee. ) 

Senator Gore. Mrs. Swank, reading statement of Tillman McCurdy. 


STATEMENT OF MRS. SWANK, APPEARING FOR TILLMAN McCURDY, 
LAPWAI, IDAHO 


' 

Mrs. Swank. Distinguished panel, I am Mrs. Swank, local writer 
and photographer and was a member of the trail ride over the moun- 
tains this last August. 

Mr. McCurdy is conducting a convention of packers and guides in 
Grangeville today and could not be present. Mr. McCurdy is presi- 
dent of the North Idaho Packers and Guides Association and vice 
president of the State association. He is also a farmer near Lapwai. 
He says: 


I feel that it is imperative this highway be completed at an early date to take 
advantage of the potential in economic and tourist business, which the opening 
up of this road will bring to the region, and to the West. 

Hunting and fishing in Idaho is big business. It brings people to the area where 
they live for a week or more, purchase gas and oil, buy licenses, and put other 
sums of money into circulation. There has been a big elk take in the region 
during the past. The streams and lakes are stocked with fish. Steelhead fishing 
is a big and profitable sport. Pheasant, duck, and goose hunting is unexcelled. 

From one economic standpoint, hunting and fishing furnishes winter meat for 
many families who would be without meat otherwise. 
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With the opening up of the highway, access to the hunting and fishing grounds, 
lakes and streams, would be better for the packers and guides, and they could 
handle approximately twice as many people as they are able to take care of 
now. Good roads could take them nearer the camping sites, which the packers 
and guides association members set up each year. 

The opening up, and use of the Lewis-Clark Highway, will benefit, not only 
our section of Idaho, but the whole State, as well as the surrounding States. 


Senator Gore. Mrs. Stellman. 


STATEMENT OF MRS. STELLMAN, LEWISTON, IDAHO 


Mrs. StettMan. Senator Gore, Senator Dworshak, Senator Church, 
and Congresswoman Pfost. I am submitting this on behalf of Mrs. 
R. R. McGregor, and in the interest of time I will just hand you her 
report, which reaffirms again the wish of this community and of our 
State for the completion of the Lewis-Clark Highway. 

(The statement referred to is as follows :) 


STATEMENT OF Mrs. R. R. McGrecor, LEwi1ston, IDAHO 


My name is Mrs. R. R. McGregor. I was born in Lewiston, Idaho, and have 
lived here all my life. I am the wife of Robert R. McGregor, deceased, who 
was mayor of our city during the years 1940-43. 

I am the daughter and only child of Marcus A. Means, deceased. My father 
came to Lewiston when a young man of 18 alone and on his own, his father 
having been killed during the Civil War. His first job here was carrying the 
mail by team and buggy and horseback between Lewiston and Anatone. He 
soon went to work for John P. Vollmer, of Genesee, Idaho, and later established 
his own store and bank in that city. He later opened a store in Orofino, Idaho, 
and established the first bank in that city. He established the first streetear 
transportation system serving Lewiston and Clarkston. 

He was always very interested in civic and public affairs and at an early age 
foresaw the great influence the open river and Lewis-Clark Highway would 
have upon our State and Nation. He was one of the organizers of the Open 
River Association formed to promote the construction and opening of the Celilo 
Canal on the Columbia River, one of the early steps in furnishing slack-water 
navigation to Lewiston, Idaho’s only seaport. He served Nez Perce County 
as its State senator, and the State of Idaho as commissioner of agriculture un- 
der Governor Moore. 

Early in 1918 in association with Lloyd Harris, Albert Alford, Ester Seaborg, 
Bert Savage, 0. P. Pring, P. R. Bevis, Eugene A. Cox, and others, he was in- 
strumental in securing an allocation of $1 million to start construction on the 
Lewis-Clark Highway. He later learned a large portion of this allocation was 
used to construct forest roads other than along the Lochsa Rirer where the 
appropriation was intended. This discovery caused him sorrow and consterna- 
tion but initiated him to the pattern which later became so familiar to him in 
his work and endeavor on behalf of the completion of this important highway. 

In 1936 he helped organize what is known as the Lewis-Clark Highway Asso- 
ciation and served that organization as president or director until his death in 
1954. In 1940, while a director of the Lewis-Clark Highway Association and 
president of the Lewiston Chamber of Commerce, he went to Washington, D. C.., 
and stayed over 3 months at his own expense, and at that time secured the desig- 
nation of the highway as a first-priority military highway by Harry H. Wood- 
ring, Secretary of War, and Gen. George V. Strong, Chief of the War Plans Divi- 
sion and Chief Planning Engineer of the United States Army. 

T ain very happy to appear before your committee and give the following testi- 
mony on behalf of a project with which I have lived almost daily, during my 
entire life. 

Our community has wholeheartedly endorsed the passage of Senate Joint Reso- 
lution No. 88, now pending in Congress, and we want this committee to know 
that we have done so. Congress has been memorialized by the legislators of the 
States of Idaho, Oregon, Montana, Washington, and North and South Dakota 
to provide suffiicent funds to complete the Lewis-Clark Highway and designate 
it the Lewis-Clark Expedition Tourway. This route extends from St. Louis, 
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Mo., to Seaside, Oreg. A national highway traverses every foot of the historic 
route traveled by Lewis and Clark, except the 10-15 miles remaining unbuilt in 
Idaho. While at this time we are mainly concerned with the completion of the 
link remaining in Idaho, we view it as essential that the tourway be designated 
and considered as a key highway in our national system. To further strengthen 
the support of this bill, not only the legislators but the Governors of the six 
Northwest States have endorsed and recommended the passage of this joint 
resolution. 


Senator Gore. Mr. Harold Coe. 


STATEMENT OF HAROLD COE, CLARKSTON, WASH. 


Mr. Cor. Senator Gore, Senators and distinguished guests and sup- 
porters of the Lewis-Clark Highway. By way of introduction, I am 
Harold Coe of Clarkston, Wash., secretary of the Greater Clarkston 
Association. 

Grateful appreciation is acknowledged for the privilege of repre- 
senting our association at this hearing on a project of such vital impor- 
tance to the region and to the Nation. 

The Greater Clarkston Association, composed of a group of men 
and women from Washington and Idaho, who are interested in North- 
west development, is proud to be one of the many organizations which 
has been active in focusing public attention on the need for comple- 
tion of the short missing link in what is destined to become one of 
the Nation’s great tourways. 

Every school child knows the story of the Lewis and Clark expedi- 
tion by heart. Think what it will mean to the building of a better 
America for our people to be able to traverse this historic route, to say 
nothing of its worth from economic and defense standpoints. 

In 1953, the Greater Clarkston Association organized a hiking 
party. Nine men traversed the rugged wilderness of the Litterroot 
Mountains over the approximate course of the unfinished portion of 
the highway along the North Bank of the Lochsa River. It took 4 
days. Inspired by this challenging experience, this little group spear- 
headed a movement which resulted in the Idaho Legislature memorial- 
izing Congress to complete the missing link in the Lewis-Clark High- 
way. 

In April 1954, we sponsored a public meeting in this very hotel, 
which was attended by Idaho's distinguished senior Senator 
Dworshak; Senator Wayne Morse, of Oregon: Idaho’s Congress- 
woman Gracie Pfost; and Congressman Engle, of California. While 
we are satellite and missile conscious today, we were atomic-bomb 
minded then, and these Members of Congress expressed great interest 
in this arterial from a civilian defense and evacuation standpoint. 

In 1955, as part of the sesquicentennial celebration of the Lewis 
and Clark Expedition, the Greater Clarkston Association organized 
an auto caravan which traversed the route taken by Lewis and Clark 
from Bismark, N. Dak., to Astoria, Oreg. Through radio, television, 
moving picture, newspaper, and magazine coverage all along the route, 
national attention was focused on this reenactment of the Lewis-Clark 
fete, led by Esther Horne, great granddaughter of Sacajawea. In 
1956, we sponsored a trek eastward over the same route, with renewed 
public interest in Lewis-Clark history. 
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During 1955, Senator Gore, we had the privilege of carrying the 
flag of the State of Tennessee, the flag of the State of Idaho, and 37 
other State flags to the Territory of Alaska telling the story of the 
Lewis-Clark Highway, and the need for its completion. While I 
doubt if it would have any serious effect on Congress, may I say to you 
that the people in Canada and the people in Alaska all expressed ex- 
treme interest in the completion of the Lewis-Clark Highway because 
it is 1 of the 4 major feeding roads to the Alaska Highway as it 
now stands. 

I feel qualified to ask, because of carrying the flag of your State on 
a good-will tour to Alaska, to ask your support personally, each of 
you from Tennessee and Idaho, as your ambassador of good will to 
the Territory of Alaska, we now ask your support for our ‘project here 
in Idaho. 

It is our purpose at this hearing to prove the wide-spread interest 
in the completion of the Lewis-Clark Highway by presenting these 
excerpts from letters in our files. I am not going to burden you with 
the reading of those. There are 60 organizations we are authorized 
to represent at this hearing today, and those 60 organizations come 
from 7 States, Senator, lowa, North Dakota, South Dakota, Montana, 
Idaho, Oregon, and Washington. We have the letters in our files. 
You will find an excerpt from each in the brief that you have in front 
of you; and we thank you for the opportunity of appearing here. 

(The brief referred to is as follows :) 


LEWIS AND CLARK HIGHWAY 
Brief Prepared by the Greater Clarkston Association, of Clarkston, Wash. 
Containing endorsements of organizations in this area and organizations in cities 
along the route followed by Lewis and Clark in their expedition of 1804-05 
and return to the East in 1806 


Idaho organizations for whom we are authorized to speak in behalf of the 
completion of the Lewis and Clark Highway : 


Chamber of Commerce, Troy, Idaho Idaho-Lewis County Pomona Grange, 
Lions Club, Lewiston No. 22 

Brink and A Half Club Pine Grange, No. 107 
Lewiston-Clarkston Altrusa Club Winchester Grange, No. 323 

Chamber of Commerce, Kamiah Fraser Grange, No. 367 

Clearwater Pomona Grange, No. 31 Evergreen Grange, No. 374 

Lions Club, Stites Wells Bench Grange, No. 378 

Kamiah Grange, No. 381 Banner Grange, No. 379 

Chamber of Commerce, Moscow Orofino Grange, No. 3891 

Latah County Chamber of Commerce Nez Perce County Pomona Grange, No. 
Clearwater Chapter I. O. A. 27 

Greencreek Grange, No. 359 Lewiston Valley Grange, No. 300 


Lewiston Orchards Assembly Lapwai Valley Grange, No. 330 
Veterans of Foreign Wars, Harold Nez Perce Grange, No. 295 


Kinne Post 2396, Orofino Charity Grange, No. 294, Grangeville 
Kiwanis Club, Orofino Craigmont Grange, No. 346 
Chamber of Commerce, Orofino Cottonwood Grange, No. 362 


United Brotherhood of Carpenters and Eliza Spaulding Club 
Joiners of America, Orofino 
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Organizations in other States we are authorized to represent in urging im- 
mediate construction of the Lewis and Clark Highway: 


Chamber of Commerce, Umatilla, Oreg. 

Chamber of Commerce, The Dalles, 
Oreg. 

Chamber of Commerce, Portland, Oreg. 

Chamber of Commerce, Vancouver, 
Wash. 

Chamber of Commerce, Camas, Wash. 

Chamber of Commerce, Asotin, Wash. 

Chamber of Commerce, Walla Walla, 
Wash. 

Chamber of 
Wash. 

Greater Clarkston Association, Clark- 
ston, Wash. 


Commerce, Clarkston, 


Asotin, Wash, Grange No. 1026 

Walla Walla Rotary Club 

Northwest Conservation League 

Clarkston, Wash., Rotary Club 

Chamber of Commerce, Missoula, Mont. 

Chamber of Commerce, Great Falls, 
Mont. 

Chamber of Commerce, Hamilton, Mont. 

Chamber of Commerce, Miles City, 
Mont. 

Chamber of Commerce, Sidney, Mont. 

Lions Club, Big Timber, Mont. 

Chamber of Commerce, Yankton, S. 
Dak. 





Radio Station KGVO, Missoula, Mont. 
Central Montana Highway Association, 
Great Falls, Mont. 


Military 


The evacuation of the population of the Pacific Northwest in the event of an 
enemy attack on the west coast is closely linked with the Lewis and Clark High- 
way with only two principal east-west routes available. A mass evacuation 
would require more than 2 months to move the Washington population over 
present surface routes to say nothing of Oregon and western Idaho citizens who 
would have to use the same eastward escape route, which would be taxed beyond 
its capacity with military vehicles moving men and materials into the area 
under attack. 

The map on the front cover depicts the potential target area of the western 
part of the United States. The dot in the upper left-hand corner represents the 
Territory of Alaska. The other dots represent Grand Coulee Dam, Spokane, 
the Hanford Atomic Plant, the Bremerton and Seattle industrial area and 
defense installations, and the Portland-Vancouver shipyard area. Along the 
coastline the heavy line represents the potential landing area of any major 
military power who might make an attack on the west coast of this country. 

The dropping of two atomic bombs in this area could create chaos in the entire 
Pacific Northwest and present a military and civilian problem which could be 
well nigh insurmountable. 

For example one bomb knocking out Coulee Dam and the resulting contami- 
nation of its waters could cause the evacuation of not only every resident of the 
Columbia River area as far as the coast but would also cause thousands of 
others to have to abandon their homes because of radiation. A second bomb 
dropped in the Spokane area closing off 1 of the 2 possible evacuation routes 
for the approximately 10 million residents of Oregon, Washington, and western 
Idaho presents a picture that is most unpleasant. 

The opening of this third evacuation route at the earliest possible moment is 
necessary to the welfare not only of this area but to the Nation. 


Commercial 


The completion of the Wash-Ho-Tana link would provide access and transpor- 
tation routes for vast lumber and mineral development areas. It would provide 
a direct route to market in the semiarid areas which need the soft fruits, berries, 
and other produce of this region. Oil, gasoline, and other commodities produced 
in the Midwest could be supplied to this area at a new low freight cost. 

The increase in tourist traffic to the area as a result of this direct route to 
the Northwest would result in millions of tourist dollars spent in the Northwest. 
Revenue from employment for local citizens providing for the influx of tourists 
and the building of additional facilities for their use would pay Idaho’s share 
of the cost of the Wash-Ho-Tana many times over. 


Recreation 


An all-weather road to the border of the Nation’s only truly primitive area 
should excite the recreational spirit of every sporting fan in the country. 


Civie Club, Garrison, N. Dak. 
Chamber of Commerce, Onawa, Iowa 
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Other facts 


This route has been advocated since 1916. Sixty organizations in seven States 
are represented in the Greater Clarkston Association effort to secure the com- 
pletion of the Lewis and Clark Highway. 

This route is adjacent to and parallels the route actually traversed by Lewis 
and Clark in their explorations. 

The uncompleted portion all lies on federally owned land. 

The distance from the Lewiston-Clarkson area to Missoula will be shortened 
by 70 miles, from Boise to Missoula 100 miles, and from Portland to Missoula 
90 miles. 

The uncompleted portion of the route follows the Lochsa River and at no point 
does the elevation exceed 3,000 feet, thus providing an all-weather route. 

More than 350 miles of the State of Idaho from Coeur d’Alene on the north 
to Pocatello on the south has no east-west highway crossing. 

It is our purpose at this hearing to prove the widespread interest in the com- 
pletion of the Lewis and Clark Highway by presenting these excerpts from 
letters in our files: 

We wish to join your efforts and assist in your splendid campaign to promote 
the completion of the Lewis and Clark Highway.—Lewiston Valley Grange. 

We have an intense interest in area development, please keep us posted and 
advised how we can help publicize this effort for the completion of the Lewis- 
Clark Highway.—Mosby’s, Inc., Radio KGVO, Missoula, Mont. 

We are expressing our interest in the completion of the Lewis-Clark Highway.— 
Stites, Idaho, Lions Club. 

We of the grange are very glad to have the opportunity of giving our support 
to what we feel one of the greatest improvement of roadbuilding in the area.— 
Kamiah Grange No. 381. 

Please be advised that our chamber of commerce and also the Latah County 
Chamber of Commerce, both, fully endorse your effort to get an early comple- 
tion of the Lewis-Clark Highway.—Chamber of Commerce, Moscow; Latah 
County Chamber of Commerce. 

This is to endorse the efforts being made by your organizations toward the 
completion of the Lewis-Clark Highway. When completed this will be of tremen- 
dous value to the entire Pacific Northwest.—Clarkston, Wash., Chamber of 
Commerce. 

The farmers of the Clearwater Valley are strongly behind the completion of 
the Lewis-Clark Highway. We heartily lend our support to the various organ- 
izations supporting the completion of this route——Clearwater Pomona Grange. 

We heartily endorse this project—Kamiah Chamber of Commerce, Kamiah, 
Idaho. 

We hereby endorse the completion of the Lewis-Clark Highway.—Rotary Club, 
Walla Walla, Wash. 

By all means list our chamber of commerce as being in support of the Lewis- 
Clark Highway.—Walla Walla Chamber of Commerce. 

This is to inform you that our grange by vote unanimously endorsed the early 
completion of the Lewis-Clark Highway.—Winchester Grange No. 323. 

Please place the name of the Northwest Conservation League among the or- 
ganizations backing the Lewis-Clark Highway.—Northwest Conservation League, 
Kennewick, Wash. 

Our members wish to go on record as being all for the completion of the Lewis- 
Clark Highway and we are doing and will do everything we can to promote it.— 
Lewiston-Clarkston Altrusa Club. 

Everyone in Kooskia is in favor of early completion of this project.—Clear- 
water Chapter Idaho Outdoor Association. 

We have always voted in favor of the completion of the Lewis-Clark Highway.— 
Nez Perce-Pomona Grange No. 27. 

We are approving the use of The Dalles Chamber of Commerce as an endorser 
of the project. We have had many tourists searching a more direct route into 
Montana and to points farther east, therefore, there is a through-travel interest 
in this great project—The Dalles Chamber of Commerce, The Dalles, Oreg. 

We are wholeheartedly in favor of the completion of the Lewis-Clark High- 
way.—Orofino Chamber of Commerce 

We appreciate the opportunity to be of assistance in the drive for the Lewis- 
Clark Highway.—Lapwai Valley Grange No. 330 

We wish to go on record as endorsing the Lewis-Clark Highway.—Craigmont 
Grange No. 346 
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We wish to endorse construction of the Wash-Ho-Tana link of the Lewis- 
Clark Highway.—Charity Grange No. 294—Grangeville, Idaho 

Our membership cast a unanimous vote favoring the completion of the Lewis- 
Clark Highway.—Cottonwood Grange No. 362 

We favor the completion of the Wash-Ho-Tana Highway from Washington 
to Montana.—Nez Perce Grange No. 295 

We wish to send in our approval of the effort to complete the Lewis-Clark 
Highway.—Greencreek Grange No. 359 

At a meeting of the board of directors and officers we went on record as being 
unanimously in favor of the completion of the Lewis-Clark Highway between 
Missoula and Lewiston.—Veterans of Foreign Wars Post 3296—Orofino, Idaho 

The membership went on record as approving the program which has to do with 
the ultimate completion of the Lewis-Clark Highway.—Orofino Kiwanis Club 

We certainly support the plan to finish the Lewis-Clark Highway as soon as 
possible.—United Brotherhood of Carpenters & Joiners—Orofino, Idaho 

It was unanimously approved that we would like to have the Idaho-Lewis 
County Pomona Grange behind this effort in behalf of the Lewis-Clark Highway 
along with all the other civic bodies interested.—Idaho-Lewis County Pomona 
Grange No. 22 

Our Grange went on record that you add our name in the effort furthering 
this highway campaign.—Asotin Grange No. 1026 

The board of directors have gone on record supporting your campaign for 
the completion of the Lewis-Clark Highway. We appreciate the opportunity to 
be of further assistance—Camas (Wash.) Chamber of Commerce 

We of the Brink and a Half Club have always pushed for the completion of the 
Lewis-Clark Highway and are most certainly happy to help hasten the completion 
of the Lewis-Clark Highway.—Brink and a Half Club—Lewiston, Idaho 

For many years our organization has been interested in securing a completed 
route from Missoula, Mont. to this port of shipment for eastern Washington.— 
Vancouver (Wash.) Chamber of Commerce 

As you well know the people of Portland are very keenly interested in the 
completion of the Lewis-Clark Highway and certainly this organization is happy 
to have its name used in any way you wish in the completion of this highway.— 
Portland (Oreg.) Chamber of Commerce 

Believe me we are behind your efforts in the completion of the Lewis-Clark 
Highway—more power to you—Umatilla (Oreg.) Chamber of Commerce 

We are very much in favor of the completion of the Lewis-Clark Highway.— 
Troy (Idaho) Chamber of Commerce 

Our organization at our last meeting unanimously adopted a resolution urging 
that the construction of the Lewis-Clark Highway be completed at the earliest 
possible date.—Lewiston Orchards Assembly 

The Idaho section of this famous and important link of the Lewis-Clark High- 
way has always been promoted by our group for a great many years.—Central 
Montana Highway Association 

We are in favor of the completion of the Wash-Ho-Tana link of the Lewis- 
Clark Highway.—Clarkston (Wash.) Junior Chamber of Commerce. 

We have voted in favor of completing the remaining part of the Lewis-Clark 
Highway.—Rock Creek Grange 

We endorse the Lewis-Clark Highway development project.—Clarkston 
(Wash.) Rotary Club 

We have gone on record as favoring the completion of the Lewis-Clark High- 
way.—Veterans of Foreign Wars Post 1448, Clarkston, Wash. 

Our organization has voted in favor of the completion of the Wash-Ho-Tana 
link of the Lewis-Clark Highway.—Troy Grange No. 280 

We urge completion of the Lewis-Clark Highway.—Orofino Grange No. 391 

Please count on our support for completion of the Lewis-Clark Highway.—- 
Wells Bench Grange No. 378 

We want to be included in the supporters of the completion of the Lewis-Clark 
Highway Ferdinand Grange No. 357 

We want to assist in the drive for the completion of the Lewis-Clark High- 
way.—Mountain Home Grange 

We hereby endorse and encourage construction of the Lewis-Clark Highway 
immediately for the Eliza Spaulding Club 

You are authorized to present our endorsement urging the immediate con- 
struction of the Lewis-Clark Highway.—Miles City (Mont.) Chamber of 
Commerce 


| 
| 
| 
| 
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Please represent us in behalf of completion of the Lewis-Clark Highway.— 
Hamilton (Mont.) Chamber of Commerce 

We urge early designation and construction on the Lewis-Clark Highway.— 
Sidney (Mont.) Chamber of Commerce 


We authorize you to present a statement for us urging completion of the Lewis- 
Clark Highway.—Big Timber (Mont.) Lions Club 


Yankton definitely supports completion of the Lewis-Clark Highway.—Yank- 
ton (S. Dak.) Chamber of Commerce 


We are very happy to have a small part in your crusade for the Lewis-Clark 
Highway.—Onawa (Iowa) Chamber of Commerce 

We wish to encourage construction of the Lewis-Clark Highway.—Garrison 

N. Dak.) Civie Club 


Senator Gore. Mr. Frank Cullen. 
STATEMENT OF FRANK CULLEN 


Mr. Frank Cunien. Chairman Senator Gore, our Congressional 
delegation, and ladies and gentlemen: I think it is only fair at this 
time, Senator, to commend you for the excellent manner in which this 
hearing is being conducted, I have been at several public hearings 
and I think that this is running along pretty smoothly, and you are 
certainly listening to your witnesses. 

My name is Fr: ‘ank Cullen. I am a director of the Coeur d’Alene 
Wildlife Federation and the chairman of the District No. 1 Idaho 
Wildlife Federation. I might add at this time, ladies and gentlemen, 
that I am also the chairman of the Montana-Idaho-Oregon-Washing- 
ton Wildlife Federation. We are taking in the State of Montana 
soon, and we are going to call ourselves by the probable name of 
Columbia River Interstate Sportsmen’s Council. And I believe that 
you will have plenty of endorsements for various programs when this 
second session of the 85th Congress convenes next month. 

It is my wish as a delegate of the Coeur d’Alene Wildlife Federa- 
tion to add a few comments to the testimony heard here today by 
your committee. We are very much interested in the multiple-use 
purposes of our national forests and are essentially interested in the 
sustained harvest and yield of game and in the use of the timberland 
areas for recreational purposes. 

We have three national forests in the district which I represent. 
The St. Joe, the Kaniksu, and the Coeur d’Alene. Each year more 
hundreds of people are camping, hunting, and fishing on these lands. 
Congress has always shown a great interest in these forest properties. 
This public domain belongs to all the people and it is only natural 
that the United States citizens should look to Congress for the leader- 
ship needed to guarantee continuous appropriations for the operation 
of these forests. You, in Congress, should realize that now, more 
than ever before, we are interested in what happens to our public 
land and its related uses. 


These same people must have a way to get in and out of our scenic 
areas conveniently. I mean by this that good forest roads and trails 
should be constructed and maintained if we are going to be able to 
develop recreational use of our forests in an orderly manner. The 
road system is the key to successful management. Not only does the 
cut. timber come out over the roads, but they provide access for 
replanting, fire suppression, bug infestation control, and easier exten- 
sions for additional cuttings. 
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In 1950, 914 million campers set up temporary quarters in our State 
and national parks across the country—more than 45 million did 
the same things in 1956. We have reason to believe that comparable 
figures have used our national forests and private tree farms for recre- 
ation in 1956 and we are emphatic in our belief that even greater num- 
bers will enjoy our public domain in the years ahead. We believe 
that with all-purpose roads leading into our timber areas that under 
proper management we will be insured a healthy stand of timber on 
our slopes and in our Vv alleys so necessary for our fish and wildlife to 
reproduce and live in. 

We have heard of depradation done by deer and bear and we realize 
that here also is a crop to be harvested and probably with proper 
access roads, new trails and others cleaned out that the public can 
and will harvest this resource and alleviate some of the damage done 
by big game animals. 

We wish at this time to commend the United States Forest Service 
for its policy on timber access road standards. These roads are such 
that modern cars can be used by our recreationists in harvesting re- 
sources other than timber from our forests. We would not want to see 
these road standards deteriorate. We heartily recommend, at this 
time, that there be a continuation of an aggressive access road-con- 
struction program designed to make easier the utilization, further 
development and modern management of our national forests and 
related resources. 

I consider this a privilege and certainly an honor to be able to ex- 
press my views and those of my fellow federation members. Thank 
you. 

I would like to say to our Congresswoman Pfost at this time that 
tomorrow I will be at a meeting of the Washington State Sports 
Council annual convention. I think we will get the resolution through 
on S. 1136 and the companion bill over in the other chamber. I will 
be at the Montana Wildlife Federation annual meeting in Kalispell 
on the 11th and 12th of January. We will have the same action taken, 
and at the Idaho Wildlife Federation here in Boise on the 17th and 
18th and 19th, I am positive we will have a resolution adopted. 

Senator, there isn’t a question or isn’t a doubt in my mind—I would 
like to make one more statement; I don’t believe I want an answer 
at this time. But I think it is understood by these chambers of com- 
merce people here, by the waterways, by the road commissioners, the 
waterways representatives, that if not in this session, in the 86th, 
sooner or later they are going to present a bill—to introduce a bill to 
build the Penty Cliff Dam. Now, you remember, gentlemen, that that 
will flood out 46 miles of your Lewis and Clark Highway, and at the 
time we need help to oppose that, we certainly want you to affiliate and 
line up with us to save paying twenty or thirty million dollars to re- 
locate that road. Thank you. 

Senator Gorr. There is only one more witness on the list before me 
and that is for a summarization, but I would not want to reach the 
summarization and close the hearing without affording any person 
present an opportunity to be heard, “whether on the list or not. Is 
there any other person who would like to be heard? This is public 
business; it is your business; you have a voice and you are part of this 
country and the government of it. 
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If there is no one, we will hear the summarization. 

Mrs. Prost. Senator Gore, I have here a schedule which I would 
like to have inserted in the record, which substantiates some of the 
statements that I made this morning and in my printed statement. 
This breaks down the national-forest area here in Idaho and shows 
and bears out the figures that I gave which enactment of this bill— 
and, incidentally, Senator, during the lunch period several people 
asked me what the provisions of S. 1136 truly were and I thought with 
your permission I might read just one paragraph out of the bill which 


maybe will clarify for those people in the audience just what this 
bill would do: 


That, for the purpose of carrying out the provisions of section 23 of the 
Federal Highway Act (42 Stat. 218), as amended and supplemented, there are 
hereby authorized to be appropriated for forest development roads and trails, 
including timber access roads to and on the national forests in locations and 
according to specifications which will permit maximum economy in harvesting 
timber from national forest lands tributary to such roads, the following sums: 
$32,000,000 for the fiscal year ending June 30, 1958 ; $36,000,000 for the fiscal year 
ending June 30, 1959 ; $42,000,000 for the fiscal year ending June 30, 1960; $50,000,- 
000 for each of the subsequent nine fiscal years; and such sums as may be needed 
for each fiscal year thereafter. 


And I might say, Senator, that the enactment of this bill would 
rastly step up the rate at which national-forest timber is made avail- 
able in the State. 

At the present time, it was stated this morning, that only three- 
fourths of the allowable annual cut is being harvested because of in- 
adequate access roads. So since Idaho counties share, or receive 
rather, 25 percent of all national-forest receipts, this means then that 
Idaho counties were actually shortchanged about $670,000 in fiscal 
1956, and $763,350 in fiscal 1957, and these particular data break down 
each of the national forests in those amounts. Thank you very much. 

(The table referred to is as follows:) 


Idaho 
1956 | 1957 
Per- | Allow- | 
cent | able cut | Actual Pay- Pay- | Actual | Pay- | Pay- 
Forest of | (thou- cut ment to | ment to cut | ment to | ment to 
forest! sand (thou- | Per- counties|counties! (thou- | Per- counties counties 
in | board- | sand | cent | from | iffull | sand | cent | from | iffull 
Idaho| feet) board- cut | timber | cut had | board- | cut | timber | cut had 
feet) cut been | feet) | ;} eut | been 
made | made 
ii 
Bitterroot 43 61,000 30,390 50 =$25,500 $51,000, 20, 757| 34; $21,500 $63,250 
Boise... 129, 000, 118, 058 91 377,200) 414, 500) 111, 735) 86) 415,700 483, 400 
Cache. 8, 000 4, 563 57 6, 450 11, 300 4, 872) 61 6, 400 10, 500 
Caribou 8, 000 1, 666 21 1, 800 8, 600 2, 644 33 3, 200 9, 700 
Challis. 10,000; 3, 187 32 3, 500 10,900) 4, 284 43 6,650! 15, 450 
Clearwater 125,000, 70, 461 56 «177,650, 317,250) 65, 895 53) 188,700; 356, 050 
Coeur d’ Alene --- 131, 500) 88, 413 67 214,550) 320,200) 91,907 70| 271,200! 387, 450 
Kaniksu-_. 61, 149,000. 108, 878 73 ' 117,300 ' 160,700) 133, 454 90) ! 186, 900) } 207, 656 
Kootenai_. 3, 185,000 228, 383 123 12, 200 12, 200; 235, 175 127) 13, 400 13, 400 
Lolo--. 18 148,000, 100, 226 70 34, 250 48,900) 69, 965) 49 35, 050 71, 550 
Nez Perce... ; 144,000 8%, 943 62 178,650, 288,150) 61, 764 43} 114,100, 265,350 
Payette _ 93,000 54,018 58 97,650' 168,350) 77, 349) 83} 144,550) 174,150 
Salmon. -- 5 20,000, 10,912) 55) 28,650, 52,100) 9,867; + =—50}_—:17,300, 34, 600 
St. Joe_- 73,900 49, 253 67 64, 600 96, 400) 56, 923) 77| 136,250) 176,950 
Sawtooth... _- 21, 000 8, 081 39 18, 550 47, 550 9, 584} 46 31, 400 68, 250 
Targhee __. 79 50,000 = 19, 637 39 13, 100 33, 600) 22, 794 45 14, 700 32, 650 
Total. .-..- ; 1,351,000 986, 069 73 1, 371, 600 2, 041, 700) 967, 969) 211, 607, 000 2 2, 370, 350 
County revenue loss. : 670,100 , * 763,350 
Total Treasury loss. . i 2,680,400 ---|- ie 3,053,400 


Gigstaahiee atin shanbaa senieeclinaacnm tmmeniinaat 


1 Payment based on percentage of forest in Idaho. 
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Senator Gore. Senator Church? 

Senator Cuurcu. Senator Gore, before we have the summary state- 
ment from Mr. Ray McNichols, which certainly will be a fitting cli- 
max, I think, to the testimony that has been given here today, I would 
like to say just very briefly a few words that I think should be said 
regarding you, our chairman here today. 

I know that the people who are here in this room, or a great many 
of you, are very fully aware of Senator Gore’s record in the Senate, 
but for those of you who do not know it as fully as you might, let me 
say that he is recognized in Washington as one of the hardest work- 
ing Senators, and has the admiration and respect of all of his col- 
leagues on both sides of the aisle. That in a very real sense, Senator 
Gore was the father of the tremendous and historic Interstate High- 
way program that is now underway. 

He is one of the foremost authorities on highway matters in the 
country today. 

I think that we are very much privileged to have you here, Senator 
Gore. 

I think that it also should be said with respect to that great high- 
way program that Senator Gore was the man who more than any 
other was responsible for eliminating the proposed program for financ- 
ing the highway system with bonded indebtedness, which would have 
cost the taxpayers of the country a great many millions of dollars in 
interest alone, and for substituting in its place a pay-as-you-go pro- 
gram that has eliminated that interest burden. That is the program 
that was adopted and this largely due to the efforts of our chairman 
today. 

So for all these reasons, and finally, for the reason that you have 
come here to Idaho so far from Tennessee in this Christmas season 
and have left your family to do so, I want to say for my part and for 
the part of my colleagues here and for the part of the people who 
have come here today “and for the part of all people of Idaho, how 
much we appreciate it and to express for them our very sincere thanks 
to our chairman, Albert Gore. [ Applause. ] 

Senator Gore. If I had known he was going to do that I would have 
ruled him out of order. Henry, do you have ‘anything ? 

Senator DworsHak. Well, Senator Gore, I can reecho whole- 
heartedly what has been said by my colleague concerning the appre- 
ciation of people in this section of the State for your unselfish efforts 
in coming here, holding this hearing. I know that it will be worth 
while in that you will have a better under standing of the highway 
problems which face us, particularly as they are related to « -ompletion 
of the Lewis-Clark Highway. 

I want to thank also the committee which arranged the hearing lo- 
cally, those who have testified. It has been stimulating to me to know 
that there is so much enthusiasm now generated behind the comple- 
tion of this highway project. I can look back many years when the 
late Mark Means used to make annual trips to the National Capital 
to keep alive the spark of interest in the Lewis-Clark Highw ay, and 
former Congressman Compton White, with whom I used to make 
many visits to the Bureau of Public Roads and the Forest Service 
offices in Washington, D. C., although I was then serving the Second 
Congressional District far removed from this area, I was fully aware 
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of the vital importance to the Northwest of completing this highway 
project. I am sure now that making more articulate this interest and 
this sentiment in behalf of the project that we can anticipate greater 
support in furthering the final completion. 

However, in all frankness, as I think has already been pointed out, 
we must recognize from a realistic standpoint that many States and 
the Representatives and the Senators from those States which do not 
have any forest areas are not particularly interested in providing 
additional funds to build these forest highways and to that extent 
it isa difficult problem and a real burden for those of us who do come 
from States with large forest areas to be successful in getting these 
authorizations which are a prerequisite to getting funds other than 
money coming from the regular sources. We must recognize this 
problem. 

Weare very enthusiastic, and I think that this momentum will carry 
us a long way, and yet we have a real job to do in the forthcoming 
session of C ongress, and if we can carry forward effectively, I am sure 
that we can anticipate the completion of the Lewis and Clark High- 
way by 1960; and if we render that worthwhile service, I am sure 
that all of you people who have for many years participated in build- 
ing up this sentiment will be very happy, because of the part that you 
played in the fruition of this development. 

Senator Gore. The last witness on the list, Mr. Ray MeNichols, 
for the summary statement. 


STATEMENT OF RAY McNICHOLS, ATTORNEY, OROFINO, IDAHO 


Mr. McNicuors. Mr. Chairman, distinguished guests at the com- 
mittee table, I expect to take between 3 and 5 minutes of your time, 
Senator. I hope this summarization won't turn out to be an anti- 
climax. I am wide open for that in view of the high quality of this 
meeting today. 

I am Ray MeNichols. I am an attorney and I live in Orofino, 
Idaho. That is about 40 miles up the Clearwater River and along the 
existing route of the Lewis-Clark Highway. I am Democratic county 
chairman of my county and have been for a number of years. I am 
one of the vice presidents of the North Idaho Chamber of Commerce, 
an organization made up of all the chambers of commerce in the north 
part of the State. I am a director of the Orofino Chamber of Com- 
merce and for a number of years have been active in various organi- 
zations having as their sole purpose the promotion of the Lewis-Clark 
Highway. 

This brief personal background is intended merely to indicate to the 
committee that I have had an opportunity to be aware of the public 
sentiment that exists for the early construction and completion of 
the Lewis-Clark Highway. 

We on the agenda committee, and I did serve on the agenda com- 
mittee for this meeting, could not be certain exactly what testimony 
would be presented, nor were we—and I apologize for this—aware 
that the committee chairman would be, first, so well prepared and so 
well versed in our problems, and, second, that he would be so keenly 
interested and ask questions that would bring out matters and prob- 
lems we were afraid would arise and perhaps some conflicts of ideas. 
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However, my job has been made most simple by the fact that the 
chairman of the committee has asked these inquisitive—has been 
inquisitive and has keenly looked into the basic problems that were 

resented, and especially the factual matters that were brought out 
vy the various State and Federal governmental officials. 

So then I am limited, actually, Mr. Chairman, to submitting to 
you and summarizing our position generally, and our position on the 
Lewis-Clark Highway, which lies solely within our own State, is 
that while it may be anomalous, we feel it is a national need and a 
national obligation, and we feel today we have shown to you that 
it is a national need and that it is a national obligation for the early 
construction and completion of this road. 

Basically this is set upon the fact that there exists a national 
defense, and the committee chairman has announced that he accepts 
that as established that the national defense of the Nation would be 
best served, would be well served, by an early construction of this 
road. Witnesses have testified to the need for civil defense. 

For a moment, if I may speak, we have a portion of our State lying 
north and south through the United States 300 miles wide with no 
relief through the center of it, no road through that area. We have 
two national highways leading to the heavily populated portion of 
the coast in the Pacific Northwest. In that area, has has been stated 
by some of our witnesses, lie important and strategic military targets. 
If it ever became necessary both to protect the Pacific Northwest 
and to evacuate our citizens, it would be an impossible task as things 
presently exist. It is impossible. The two roads will not carry all 
the military traffic that would need to be going toward the coast. The 
civilians, there is no way to evacuate them now. With three roads 
it is felt that at least there would be some chance of using one for 
the purpose of evacuating civilians. 

Now, many of our witnesses have testified factually to the element 
of this road’s natural feasibility. It is the only real all-weather route 
through these mountains. It is a water route from what is our large 
area to the coast, that is, our large population area, it isn’t large 
nationwide, but it is an important element. From the coast in to 
the plains this is a water route with one rather low grade to be crossed 
to go across this high, what is ordinarily a bad high mountain area, 
and is much better than the existing routes. 

This will also represent a return to all the more people, and ulti- 
mately to the national government in the return of earnings and 
wealth. 

From a standpoint of forest production, our good friends from 
the Forest Service have come today and have urged also that more 
help be given in the completion of this road and that it will be in the 
national good. And again, if I may delineate for a moment, the 
Chairman very keenly went to one of the basic questions when the 
Regional Forester, Mr. Tebbe, was here and when his assistant, our 
good friend, Axel Lindh, came up to furnish some figures, and asked 
the very real question, “What are we losing in dollars by not harvest- 
ing that portion of the forest now?” And I believe there is one place 
that perhaps the matter was left not quite well answered. For it was 
left in the air that there may not be an actual serious loss at this time. 

However, that forest is there; it is ripe and ready to be harvested, 
and these Forest Service people tell us that in round figures, about 
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20 million board-feet of logs can come out every year, not for a few 
years, but forever. 

Now, time, as we all know so well here, never marches backwards, 
and every year that you don’t take out the entire potential of that 
forest it is lost for that year and, therefore, it is lost forever, and so 
that everything that is not taken out now to meet a sustained yield 
is a total loss; so that whatever is not being taken out now, you can- 
not take a ratio of that as being lost and it is being lost now. I think 
perhaps the figure got down as low as a loss of $160,000 a year. If 
it takes 10 more years, as it looks like it would unless we get some 
faster efforts on this road, that would be $1,600,000 in the next 10 
years. If you use that basic fact along with the one that was estab- 
lished by several witnesses here that ultimately: the Federal Govern- 
ment is going to build this road, that is $1,600,000 lost, and that is a 
minimum figure, and I believe that these officers have set the figure 
low deliberately as they did not want to give any misleading in- 
formation. 

Another factor, of course, is the great tourist travel. That has 
been brought out and is important. 

Also, of course, that is a matter of national interest and national 
need and isa national obligation we feel. 

The historic phase of this highway is a matter in the national need 
and of national obligation. For it is one of the fine traditions of 
our country that we carry on and make possible the wealth and the 
good living that you spoke of at lunch, Senator, where our working 
man, a man with a family, can get into his automobile and drive out 
to the West and take his youngsters to a spot, for instance, on the 
Lewis and Clark Highway near Orofino, Idaho, and he can say, “This 
place is known as Canoe Camp. This is the site; you are standing 
on the land where Lewis and Clark worked digging out logs to make 
canoes to go down to the Columbia River.” That actually exists in 
that place now and you will merely have to turn your car off the road 
and put on the brake and stop and you are standing on that site. 
That is the type of thing that we can bring to our people by bringing 
them across the Lewis-Clark Highway. 

Another matter we wanted to be sure and present and were afraid 
might be missed was an actual request of you for something. I think 
one of the weaknesses our —_ 1ave had in the past is that we have 
struggled to find a way to build this road. Now, our Governor stood 
before you and made what would serve our committee as a formal re- 
quest. He said, “We think”—and to paraphrase both you, Senator, 
and the Governor—“a one-shot appropriation should be made to build 
this road, and we think $814 million or $9 million is a realistic figure, 
and we think it is small in the national budget for so important a 
road as this.” 

And, therefore, it is the feeling of the agenda committee and the 
people in our area. I know, that we ask Congress to have a special 
seers to build that road and finish it once and for all and to 
end the piecemeal situation that has presently existed. 

I think unless it develops that the committee chairman feels we 
have left some gaps in our picture that we have presented to you a 
clear-cut national need for the completion of his highway. 


207388—58——_34 
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On behalf of the people who have made the arrangements, I want 
to thank you and to personally thank you for giving us this oppor- 
tunity for taking your time to come out here and hear about the 
Lewis-Clark Highwa , and we feel—at lunch I was taking the pulse 
of these people, and they think in Senator Gore they have a friend in 
their development and completion of the Lewis and Clark Highway, 
and from our hearts we thank you, sir. 

Senator Gore. That is the concluding witness. I de not know much 
of the history of this region. I know only a small portion of it. I 
find myself unable to comprehend why this natural passage has been 
successfully avoided all these years by both highway and railroad 
development. There may be reasons. If there has been competition, 
and opposition from other routes and other areas, then there is no 
evidence of that opposition here today. 

I am happy to see that this community, that spokesmen from Idaho 
and from Washington, north, south, east, and west, are unified in the 
desire that this highway be developed. 

Now, ladies and gentlemen, I would be remiss in duty if I did not 
point out to you that this need, and it is a need, and this request must 
be made by the President of the United States and his Budget Bureau, 
and by the Congress of the United States, be compared with the needs 
and the requests of other areas and of the Nation as a whole. I can 
give you no forecast as to the exact terms of a bill that may be passed or 
the exact amount that may be approved. I can,and an pleased to, give 
you one assurance: I will be working side by side with your represent- 
atives in Congress to bring about the early completion of this natural 
highway. 

Additional statements and resolutions filed with the committee will 
be inserted in the record. 

(Additional statements and resolutions are as follows :) 


STATEMENT OF J.C. JEPPSON, BoIsE, IDAHO 


My name is J.C. Jeppson. I am retired and reside at Boise, Idaho. 

We would like to voice our endorsement of Senate bill 1136 which would 
increase the funds available for timber access road construction. Idaho's 
national forects administration is presently cutting less than three-fourths of the 
timber that could be cut on a sustained yield basis. Because of this, the Federal 
Treasury and the affected local counties are losing sizable revenues. The 
funds which could be derived by cutting all of the matured and ripe timber 
would benefit the Federal Treasury. The advance construction of timber access 
would promote better forest management and would not cost the Federal Gov- 
ernment one cent. We consider it of great importance that the Federal Govern- 
ment redeem its responsibility to the local governments by providing the full 
cut of mature timber on a sustained yield basis for the market. Since local 
government receives payments in lieu of taxes only to the extent that income is 
developed, it is at the mercy of the Federal Government in this regard, This 
bill would also provide a revolving fund for the development of Indian timber. 
Here again is a Federal responsibility, and the Government should do every- 
thing possible to assure that the standard of living of our Indian tribes is raised 
to the highest possible level so that they may enjoy all of the rights and privi- 
leges to which they are entitled. 


STATEMENT oF C. H. KeTCHAM, PRESIDENT OF PRAIRIE LUMBER Co., VICE PRESI- 
DENT OF PRAIRIE LAND & TIMBER Co., MEMBER OF GRANGEVILLE CHAMBER OF COM- 
MERCE ; ENDORSED BY JEFF WELCH, MANAGER OF IDAPINE MILLS 


The following figures we believe are pertinent to this investigation and should 
be considered authentic as they were obtained from the United States Forest 
Service and based upon their most recent information. 
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The United States Forest Service is beset by many problems which are reflected 
in a deficiency of timber sales, too much competitive bidding, and much misunder- 
standing between the operator and the United States Forest Service. Nearly 
all of these problems can be resolved by the allocation of more access road funds. 
Under the present policy any moneys taken from the access fund and applied 
for the betterment of main haul roads is lost forever to the access fund. Timber 


access funds needed to attain the allowable cut on the Nez Perce Forest by 
June of 1962 breaks down as follows: 





Year | Miles | Amount 
1957__- 4.8 $422, 000 
1958 ie 71.4 | 2,239,000 
1959 eebsanscpinedeseuee-cnerss) 62.4 | 1,837,000 
1960... io : ee ee ene ce 56.0 | 1) 643, 000 
1961__- 2 gi ..| 25.0 | 550,000 
naa) ey 0k 8 Bre ae A a ee kao | 218. 6 | 6, 701, 400 





On the Nez Percé it appears that some $500,000 will be programed each year 
from funds available at this time: $6,701,400--$500,000—23.4 years to accomplish 
task at present rate of funds applied. 

Operator-built roads for same objective are as follows (these will be con- 
structed by operators and paid for by allowance in stumpage value) : 


Year Miles Amount 
1957 Ht 2: 26.2 | $503, 000 
1958__- , = ar ata a teed a een? Sa 30.8 | 311, 000 
1959. _ dbcowhha hb thhimadisieh cibhadgulabndok apthiiiodat 14.0 210, 000 
1960__- ; Si Sains oben eandases~ deals sh cists De aie a ao 8.0 | 106, 000 
1961... ean edi tapla seid maid sopeetnaatol Cente agit | we | 380, 300 


This will only attain the allowable cut, to sustain the cut, many more miles 
of road will be required. This additional mileage will need to be financed with 
timber access funds as well as operator constructed. 

Also desired were average production costs by species of lumber ‘on the cars 
at Grangeville. Logging costs will not vary by species, but will vary because 
of 3 main factors; namely, (1) size (number of logs per thousand feet), (2) cut 
per acre, and (3) topography. Therefore the cost enumerated below are weighted 
averages of appraisal allowances for respective items during the first half of 
calendar year 1957. Transportation costs will vary directly with the length of 
haul. Following costs based on 70,919 thousand feet board measure included in 
7 sales from stump to pond. 


Per thousand feet 
board measure 


Stun £0 treek 800 1000... cL le Le $11. 24 


Transportation 


la i aaa a gta a a i i in a i a a 9. 39 
Rr I Ec alee ene late 4. 71 
Contractual costs (slash disposal, erosion control, ete.) ..--.__________ 2. 34 
PSV OTC OS nee eee i es aN a he ce eeeaeptateee d. 79 

cee ee eee enone ene eee nee ac bacp peak dent argedecnnace 33. 47 


Manufacturing costs as determined by region 1 sawmill production cost study 
for the year 1956, and as used in Forest Service appraisals is $35.06 per thousand 
feet board measure mill scale. In many cases the cost of transporting the 
finished product to the railhead is a cost of manufacture and must be added to 
the average cost. The resulting total must then be converted to log seale for 
appraisal purposes. Because of the lumber haul necessary on 44,300 thousand 
feet board measure of the total volume 70,919 thousand feet board measure, the 
weighted average manufacturing cost of $47.54 is high. Average lumber haul 
cost figure from Elk City to the raithead at Stites was determined to be 
$7.18 per thousand feet board measure lumber tally. 
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STATEMENT OF Howarp DRAKE, CONSULTING FORESTER, COEUR D'ALENE, IDAHO 


Mr. Chairman, my name is Howard Drake. I have been a resident of north 
Idaho for 45 years and was employed by the United States Forest Service for 
a period of 36 years, until my retirement as logging engineer, June 30, 1945. 

It is my considered opinion that every effort should be made to further the 
completion of the Lewis-Clark Highway at the earliest possible date. This 
project when completed, will make it possible for the United States Government 
and other agencies to market mature timber which is now inaccessible. Inven- 
tories indicate that there is 14 billion board-foot volume of merchantable saw 
timber which this highway will make possible its removal to market. 

In addition there is a large volume of timber suitable for the manufacture of 
pulp, with natural resources readily available for marketing, plus the opening 
of one of the most scenic routes of the West to the public. This project, in 
time, cannot fail to be self-liquidating. 


RESOLUTION OF BONNERS FERRY (IDAHO) CHAMBER OF (COMMERCE 


At a regular weekly meeting held at Don’s Cafe on Monday, November 25, 
1957, the following resolution was unanimously adopted by the Bonners Ferry 
Chamber of Commerce. 

“Be it resolved, That the Bonners Ferry Chamber of Commerce goes on record 
as favoring the expanded forest access road construction program as being 
necessary for the removal of United States timber stands in Boundary County.” 


LEE MAHLER, Secretary. 


STATEMENT OF THE GRANGEVILLE CHAMBER OF COMMERCE, GRANGEVILLE, IDAHO 


Idaho County, the largest county in the State of Idaho, with a land area of 
8,539 square miles and a population of 11,400, includes within its borders 
4,414,191 acres of national forest. This is 81 percent of the combined land area 
of the entire county which is comparable in size to the entire combined area of 
both the States of Connecticut and Rhode Island. Included in this vast timber 
area are six separate national forests to include the entire Nez Perce National 
Forest, with headquarters in Grangeville, Idaho, and parts of the Bitterroot, 
Lolo, Clearwater, Payette, and Salmon National Forests. 

Timber resources of the 6 national forests combined with timber en State 
and privately owned lands support more than 20 sawmills in the county, and 1 
out of every 3 persons in the county is directly dependent upon the timber 
industry for livelihood, and 2 out of 3 persons are dependent, in at least a 
part, on the timber industry for a living. 

A majority of sawmill and logging operations in the county are on a com- 
parative small scale and these small operators are the backbone of our economy. 
Their operations are efficient and diversified, this is their home, their entire 
assets are tied up in this area, and they are good citizens with their roots 
deep in this county. Their problem is ours. 


THE PROBLEM 


For the past several years the small sawmill operators in our area have been 
able to secure sufficient timber from private lands and on the fringe of the 
national forest to keep their mills in operation. Each year the competition and 
demand for this fringe area timber increases to the point where blocks of timber 
have been sold far in excess of realistic appraisals merely because these opera- 
tors are fighting to stay in business, keep their mills in operation, and to pro- 
tect the investment they have in our county. If there appeared to be no pros- 
pect for relief in sight to this situation, it is doubtful that many of them would 
have continued in business. 


THE PROSPECT FOR RELIEF 


Locked within the borders of the national forests of our county and not 
available to our sawmills because of lack of forest access roads are billions 
of board-feet of overmatured timber. Why is this not available to our locai 
sawmills? The answer is simply that they cannot possibly afford to put out 
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$1 or $2 million building roads that will take 2 or 3 years to complete before 
they could even move 1 log out of the forest. And after they invested this 
money, if they have it, could they expect to derive anywhere near the benefit 
from the risk of capital that will be available to the United States for the fu- 
ture management and profit to the United States from the timber crops in that 
area for years to come? 

These operators, even so, have built many hundreds of miles of forest devel- 
opment roads over the period of the past several years at a cost of millions of 
dollars. This at no cost to the Government except an allowance on the stump- 
age paid for the timber for the construction of forest access roads. In areas 
where the initial cost of getting into the timbered area is not excessive there 
is no objection to this type of arrangement. On the other hand, we have just 
about run out of this type of available timber and in this county where we have 
an extreme contrast in elevation varying from 1,000 feet along the river bot- 
toms and zooming to more than 9,000 feet elevation in the matter of several 
miles the initial cost of building roads into the remaining timbered areas are 
prohibitive for the small operator. 

It is a fact, that not only is our local economy being jeopardized by the in- 
accessibility of this overmatured timber but the Federal Government is losing 
millions of dollars in revenue and stand to lose a great part of the investment 
tied up in years of stewardship and management of these large tracts of now 
overmatured timbered lands. For example, in the Black Tail area of the 
Nez Perce National Forest there are better than 200 million feet of overmatured 
Yellow Pine that will become accessible for logging only after almost $1 million 
of access roads are constructed; for the same reason 100 million feet of timber 
in the Elk City Basin; 600 million feet in the Newsome Creek Basin; 750 mil- 
lion feet in the Meadow Creek area on the Selway; all way past maturity and 
it remains inaccessible to our loggers. These are only a few examples of the 
situation. 

Another example, direct to the point and based on fact, is that in the National 
Nez Perce Forest of Idaho County, the annual allowable timber cut is 150 
million feet—but because of lack of roads into the timber area the cut has run 
about 70 million feet a year or less than \% of the timber available on a sustained 
yield basis. This is a simple waste, and is about the same as a farmer who 
loses a fine wheat crop because he can’t get into the field to harvest. Some 
hight say, “why not find some outfit that is big enough to finance these millions 
of dollars necessary to get this timber—perhaps a big corporation?’ We have 
nothing against the big corporations—we think that their place in the develop- 
ment of this country has been tremendous and we think and hope that they 
will continue to prosper. We are, however, not concerned here with big corpora- 
tions, we are concerned with our own people who are now in the timber industry 
and who are fighting for their very existence and their right to continue in the 
lumber industry and protect their investments in our communities. Nor do we 
overlook the fact that in the event vast blocks of timber were to be put up for 
sale to a limited number of wealthy bidders who could afford to spend the 
millions needed to build the access roads—the competition would become less 
with the field of qualified bidders narrowed to a point where timber would be 
sold far less than the reasonable value, with a resulting loss to the Government. 
This would result in, also, a smaller revenue to our county and State govern- 
ment from the national forest fund which is available as 25 percent of all 
receipts from the sale of national forest timber as a substitute for taxes. This 
is the only money in lieu of taxes that is received by the county to provide schools 
and maintain county roads in the areas in and adjacent to the national forests. 
The funds even now are spread paper thin and are not nearly adequate enough 
to meet the needs for schools and county roads in this vast area. 

We, the Grangeville Chamber of Commerce, respectfully propose the following: 

1. That direct appropriation be made by Congress and made available to the 
United States Forest Service for the construction of forest development or access 
roads in a sum sufficient so that a portion allotted to this area will construct at 
least 150 miles of forest access roads in the national forests in Idaho County each 
year for a period of at least 5 years beginning in 1958. The expenditure of this 
money and more would be returned to the Federal Government in a short period 
from increased timber sales revenue. 

2. That Federal forest highway funds, as distinguished from forest road de- 
velopment or timber access funds, be increased over the present appropriation 
in order that State and county roads traversing public domains such as the Elk 
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City road (State Highway 14) and the Lewis-Clark Highway (State Highway 
9) may be completed at once. 

3. That every consideration be given to the small operator to bid on timber 
sales (all other things being equal), so that he is at least competitive and not 
forced out of the market because he would have to guild roads that will freeze his 
capital for years before he could realize any return from his investment. 

Respectfully submitted this 13th day of December 1957. 

JOSEPH MONTELL, President 

Attest: 

J. MILES FLANIGAN, 
Secretary Grangeville Chamber of Commerce. 





St. MARIES LUMBER Co., 
St. Maries, Idaho, December 12, 1957. 
SENATE PuBLIC WorkKs COMMITTEE, 
Hearing at Lewiston, Idaho, December 13, 1957. 


GENTLEMEN: The future of our industry here in St. Maries will depend 
largely on the opening up of timberlands by the United Forest Service by access 
roads. 

At the present time there are millions of board-feet in overripe trees which 
can be harvested only by an adequate system of access roads built by the United 
States Forest Service. 

These roads are also needed for better fire suppression, bug control, and many 
other administrative functions which are necessary to good forestry practice. 

We sincerely hope that you will recommend legislation which will implement 
the immediate construction of these roads which are so vital to this region and 
our industry. 

Sincerely yours, 
L. R. PueH. 


ST. MARES CHAMBER OF COMMERCE, 
St. Maries, December 12, 1957. 
SENATE COMMITTEE INVESTIGATING FOREST ACCESS ROADS. 

GENTLEMEN: As chairman of the roads and highways committee of the St. 
Maries Chamber of Commerce, I submit on behalf of that group the following 
thoughts regarding the need for an increased program for creating and improv- 
ing forest access roads. 

St. Maries, county seat of Benewah County, is the largest of six small com- 
munities located in the St. Joe River Valley. To a large extent, these communi- 
ties are dependent upon small to medium-sized local logging and milling indus- 
tries for their existence. 

The topography of the valley is mountainous and rough. It contains mainly 
mountainous forested lands. Most of the forested lands are in public ownership, 
of which the National Forest Service manages the largest acreage. Several 
large timbered areas in this valley are still without main access roads. This is 
particularly true in the headwaters area of the St. Joe River, where something 
like a billion feet of valuable timber is still inaccessible. These inaccessible 
forested areas must be brought under proper management as soon as possible, 
since we are continually losing large volumes of timber due to insects, disease, 
wind, and other destructive forces—a loss this Nation can ill afford for the 
future. 

We are vitally interested in the sustained harvest of forest products from 
these forest areas to stabilize the economy of our communities. Due to the 
rugged terrain, road construction is extremely costly, often being as much as 
$20,000 to $30,000 or more per mile for constructing main roads.- Heavy and 
eostly road construction equipment is needed for this work, and is, therefore, 
beyond the means of our small loggers and mill owners. 

In the past, we are aware, timber access roads very often have been con- 
structed by purchasers of the timber, this cost being allowed in timber ap- 
praisals. This has often, too, resulted in large sales and long term, which have 
been beyond the reach of our local timber industry. 

We doubt both the wisdom and the fairness of such practices, and feel that it 
is in the publie good to take a realistic approach to the matter of access roads 
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if the forests of our valley and elsewhere are to be properly and fully developed 
in order to produce the most in economic resources for both us here, and for the 
national welfare. 
We wish to thank you for your consideration in this matter. 
Respectfully, 
JoE B. MOTTERN, 
Chairman, Roads Committee. 


IpAHO COUNTY, STATE OF IDAHO, 
BoaRD OF COUNTY COMMISSIONERS, 


Grangeville, Idaho, December 9, 1957. 
Hon. ALBERT GORE, 


United States Senate, 
Chairman, Subcommittee on Public Roads. 


DEAR SENATOR GORE: It is requested that this statement be included as a part 
of your committee hearing at Lewiston, Idaho, on December 13, 1957, concerning 
forest development roads and trails and forest highways. 

My name is Con Nitz. I am chairman of the County Commissioners of Idaho 
County, State of Idaho. 

Idaho County is the largest county in Idaho. Over 80 percent of Idaho County 
is national forest land. We, therefore, have a tremendous interest in the devel- 
opment and operation of national forest land and resources. In fact our dollar 
return from the 80 percent national forest land in Idaho County in lieu of taxes 
is determined entirely by forest receipts. Receipts depend entirely upon activi- 
ties such as timber sales. 

My long experience and association with national forest activities convinces me 
that the most pressing need at present is for roads, good roads, to make these 
forest resources available for use. The great majority of the timber is over- 
ripe. It needs to be harvested. 

Apparently only about one-half of the allowable annual timber cut on the 
national forests in Idaho County is being harvested. The first and most im- 
portant step needed to bring actual and allowable annual timber cut into balance 
is a substantial increase in forest development or access road funds. Major 
advantages of such an increase include: 

1. Small and medium-sized local loggers and sawmill operators in Idaho County 
will be assured of an opportunity to compete for stumpage with large operators. 
Conversely, forced construction of main-haul roads from timber sale receipts re- 
stricts or excludes our local operators from participating because of the large 


amount of capital needed. This is of major concern because of the adverse effect 
upon local labor and business. 

2. The waste of overmature timber through rotting can be halted and the land 
can go back to productive work by growing more timber. 

3. Dollar returns to the county for schools and roads in lieu of taxes on the 
Federal land will be increased and made more stable. 

4. The Federal investment in road funds will be repaid. In fact a good profit on 
this investment should be possible within a reasonable time. 

5. Opening up the back country will also make many additional forest areas 
available for other uses by our citizens. Opportunities for picnicking, camping, 
hunting, and fishing will be greatly expanded. Prospecting and mining will be 
made easier. 

6. Protection and management of our vast forest areas by the United States 
Forest Service will become more efficient and practicable. Funds are also needed 
for forest highways. The 50-mile Elk City Highway, for example, is too narrow 
and hazardous for the present volume of traffic. Use is increasing each year. 
An additional sawmill is under construction and is expected to start operating 
within a few months. 

All of its lumber must be hauled over the Elk City Highway. It is, therefore, 
tremendously urgent that action be taken immediately that will result in a two- 
lane oiled highway. 

Opportunity to appear before your committee and present the urgent road needs 
of the county with the greatest national forest acreage of any county in the 
United States is appreciated. 

Con Nitz, Cheirman, 
HENRY ScHMIDT, 
Warp A. SEWELL, 

Idaho County Commissioners. 
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STATEMENT BY GRACE KIRKPATRICK, SPOKANE, WASH., EXECUTIVE SECRETARY OF 
THE PAciIFIC NORTHWEST TRAVEL ASSOCIATION, INC., A NONPROFIT ORGANIZATION 


The Pacific Northwest Travel Association represents the majority of chambers 
of commerce and many other agencies interested in promoting tourist travel to 
its member States of Idaho, Montana, North Dakota, Oregon, Washington, and 
the Province of British Columbia. 

The Pacific Northwest Travel Association realizes that the travel industry 
represents one of the greatest national economic reservoirs that can be tapped 
and which can contribute to the wealth and progress of this region. 

Already the tourist business contributes in the millions to the income of our 
area. In many of the Pacific Northwest Travel Association’s member States it 
ranks generally among the three top industries. 

As many of these visitors to this region—and others who will come—do, and 
will travel by automobile, the Pacific Northwest Travel Association realizes that 
the completion and maintaining of scenic highways, such as the Lewis and Clark 
Highway, are undertakings of major importance to the entire area and will add 
to the scenic resources and travel wealth of this area. 


RESOLUTION OF FARMERS UNIoN Locat No. 429, Lewiston, IDAHO 


“Whereas the Lewis-Clark Highway would provide an all-weather, water 
grade route from the mouth of the Columbia River to Missoula, Mont.; and 

“Whereas such a route would be an important factor for defense purposes ; and 

“Whereas the Lewis-Clark Highway would open up a vast area of largely un- 
developed forest and mineral lands; and 

“Whereas this highway is an essential component necessary to the economy of 
the inland Northwest : Now, therefore, be it 

“Resolved by Farmers Union Local No. 429, That we urge the most rapid com- 
pletion of this highway in its entirety and ask that the Federal Government do 
everything possible toward this end. 

“By Hersert Howe, President.” 


The above resolution was passed unanimously by local No. 429 at a regular 
meeting held December 12, 1957. 


CHAMBER OF COMMERCE, 
Hettinger, N. Dak., November 26, 1957. 
Hon. Senator GorE, 
Chairman, Roads Subcommittee, Senate Committee on Public Roads, 
412 Senate Office Building, Washington, D.C. 


Dear Sir: The following resolution was passed by the Hettinger Chamber 
of Commerce at their regular meeting on November 26, 1957 : 

“Whereas the completion of the Lewis and Clark Highway is in the best public 
interest as a connecting link between the towns of Missoula, Mont., and Lewiston, 
Idaho: Therefore be it 

“Resolved, That every effort be made by the Senate Committee on Public Roads 
to complete the Lewis and Clark Highway at the earliest possible date and if at 
all possible within the next year. 

“We feel that it would be a great asset to the national defense effort by giving 
the highly industrial areas of southern Washington a direct link with the Middle 
West and also giving central Idaho an outlet for the vast timber and mining 
resources, to the areas of the Midwest. 

“We also feel that from the standpoint of commercial and tourist travel, the 
completion of this highway would be a great asset to the States of Montana, 
Wyoming, North and South Dakota, Minnesota, and Wisconsin, by giving them 
a direct link to southern Washington and northern Oregon and west coast areas. 

“In view of the fact that expenditures so far on the Lewis and Clark Highway 
have been mostly Federal funds from the Forest Service, it is felt the early com- 
pletion of this highway will justify the expenditures to date by making the road 
available for travel.” 

Yours truly, 


Stan Severson, President. 








FEDERAL HIGHWAYS AND FOREST ROADS 527 


CHAMBER OF COMMERCE, 
Lemmon, 8S. Dak., November 27, 1957. 


RESOLUTION 
To Whom It May Concern: 

Whereas there presently exists a great potential in the economic, industrial, 
and public welfare of our Nation by the completion of the Lewis and Clark High- 
way to the west coast; and 

Whereas there remains only a few miles at the Idaho border to be completed 
for a direct and short route between Detroit, Mich., and Portland, Oreg.; and 

Whereas completion of said route would prove an important link in the expan- 
sion and development of the great Northwest and further provide an exit for 
emergency evacuation of our coastal cities ; and 

Whereas it is a proven and known fact that the State of Idaho, due to its 
sparsely populated area, does not have sufficient finances to carry out the com- 
pletion of this important project; and 

Whereas this route would be the shortest, safest, and fastest most scenic high- 
way artery between Detroit, Mich., and Portland, Oreg.: Now, therefore, be it 

Resolved, That the board of directors of the Lemmon (S. Dak.) Chamber of 
Commerce do hereby respectfully request the United States Government and all 
branches directly involved to provide and make available adequate funds for the 
immediate completion of the Lewis and Clark Highway from the Montana-Idaho 
border west, consisting of some 14 miles; be it further 

Resolved, That immediate action and all necessary steps be taken to insure 
completion of this project at the earliest possible date. 

G. G. PopxKE, 
President. 
Gro. G. PoPKE, 
Manager 
(For the Board of Directors). 





Nez PerRcE COUNTY DEMOCRATIC CENTRAL COMMITTEE, 
Lewiston, Idaho, December 5, 1957. 
THE SUBCOMMITTEE ON ROADS AND HIGHWAYS OF THE UNITED STATES SENATE 
Pusitic WorKs COMMITTEE. 


Mr. CHAIRMAN: The following statement was unanimously approved by the 
Nez Perce County Democratic Central Committee at their regular meeting, De- 
cember 4, 1957: 

“Sincerely believing the completion of the Lewis-Clark Highway to be of the 
greatest and most urgent importance for military, civil defense, and complete 
economic development of the entire Northwest; we, the Nez Perce County Demo- 
cratic Central Committee, hereby solicit and respectfully request your commit- 
tee recommendations and efforts to secure ample funds to immediately complete 
the remaining portion of this vital highway.” 

Respectfully submitted. 

J. D. NICHOLSON, Chairman. 

CaRL C. Moore, Secretary. 

JOHN StrieEFF, Vice Chairman. 

Tom W. Boise, State Committeeman. 

EUREKA DAMMRSAL. State Committeewoman. 


We, the undersigned, join with the Nez Perce County Democratic Central Com- 
mittee and heartily approve and endorse their recommendation for the early 
completion of the Lewis-Clark Highway. 

Harry WALL, 
National Committeeman. 
Mrs. Bert MILLER, 
National Committeewoman. 
JOHN GLASBY, 
Chairman, Idaho Democratic Central Committee. 








528 FEDERAL HIGHWAYS AND FOREST ROADS 


STATEMENT OF NortH IDAHO CHAMBER OF COMMERCE, BONNERS FERRY, IDAHO, 
ON Lewts-CLARK HIGHWAY 


We reiterate our previous stand urging completion of the Lewis-Clark High: 
way at an early date. 
Rospert Giti, President. 
Det W. McPuerson, Secretary. 
(Transmitted by Ray McNicholas, chairman, resolution committee. ) 





STATEMENT OF G. B. WILSON, VICE PRESIDENT, IDAHO CATTLEMEN’S ASSOCIATION, 
LAPWAI, IDAHO 


Honorable Senator Gore, ladies and gentlemen, I am G. B. Wilson, vice presi- 
dent of the Idaho Cattlemen’s Association, and speaking for the cattle industry 
of the State of Idaho. I live on a combination grain and livestock farm 17 miles 
east of Lewiston. I have lived on the same farm for 29 years. 

Cattle and calves rank second in agricultural income of all agricultural prod- 
ucts in the State of Idaho. Our industry has suffered for many years by con- 
stantly increasing labor and transportation costs. 

This is where we become gravely interested in completion of the Lewis-Clark 
Highway. When you start transporting dressed beef you must do it fast. There 
is no question that, with the completion of the Lewis-Clark Highway, transporta- 
tion costs will decrease both from the mileage standpoint and on a general basis. 
It will provide an increased outlet for our products by shortening the distance 
from the Pacific coast to the Midwest and the main population centers in the 
New England territory. 

Furthermore, we have been told by our economists and statisticians that by 
the year 1975 we will be called on for an increased of 40 percent in beef and 
beef products. This is going to take some juggling of operations by the cattle- 
men to provide this increase. 

Naturally it will mean additional forage lands along with other additional 
feeds, grains, etc., that it takes to produce a mature beef animal. 

I doubt very much if anyone has given much thought to the adjacent terri- 
tory lying along the route of the Lewis-Clark Highway as a possible supple- 
ment for part of this increased forage need. 

I have been over the ground, personally, on both sides of this proposed high- 
way route and will say here that it has great possibilities of partially bridging 
the gap that it is bound to take, for this 40 percent increase in beef by 1975. 
If Greece, or Japan, or many other foreign countries had this land to develop 
as a grazing territory, I am sure that you will agree that it would have been 
done years ago. 

Somewhere, somebody has been dragging their feet in the completion of this 
vital highway link from east to west. We are living in an age of speed. Let’s 
cooperate by speeding up the Lewis-Clark Highway as soon as possible. 

I thank you. 





Your Lewis-CLtark Highway THINK I1tr—TaLK I1tr—ReEaAp I1tr—Write It 
DREAM IT—COMPLETE IT 


Here’s what you can do now: 


Tell everyone of the tremendous new empire to be formed by its completion. 

Tell everyone that at least 100 miles would be saved from Portland east. 

Tell everyone of the rugged beauty to be unfolded for the touring public. 

Tell everyone it connects Idaho’s seaport with the Great Lakes. 

Tell everyone it will complete the shortest route from Detroit-St. Louis to 
coast. 

Tell everyone it is a must for emergency evacuation of coastal cities. 

Tell everyone it is a must for expansion and development of the Northwest. 

Tell everyone of the economic loss Idaho suffers each day of each year. 

Tell everyone of the tremendous interest by our neighbors to the east and west. 

Tell everyone Idaho would gain $197,000 annual minimum gas tax when com- 
pleted. 
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Tell everyone to attend special Senate public hearings to be announced this fall. 

Tell everyone to write in support of Senate Joint Resolution 88 which calls 
for immediate completion of the Lewis-Clark National Tourway. 

Please tell us that you are supporting the Lewis-Clark Highway completion in 
every way you can, 


ErMA DALLASEGO. 
BILLINGS BLock, LEWISTON, IDAHO. 
(Please mail to Lewis Clark Turnpike Association, 719 D Street, Lewiston, 
Idaho, the interstate organization devoting itself exclusively to the completion 
and opening of the Lewis-Clark Highway.) 





RESOLUTION OF IDAHO STATE GRANGE, REAFFIRMED ANNUALLY SINCE 1954, 
REPRESENTING 11,000 MEMBERS 


The Idaho State Grange uanimously favors the one-contract completion of 
the Lewis-Clark Highway, at the earliest possible date. 


HuGH PARKS, 
Vice Chairman of Executive Committee, Idaho State Grange. 


STATEMENT OF CLYDE H. FRIEND 


My name is Clyde H. Friend, director of the office of civil defense, city of 
Spokane, 421 City Hall, Spokane, Wash. 

I believe that the completion of the Lewis-Clark Highway would be a definite 
benefit to Spokane, Spokane County, and eastern Washington civil defensewise. 

As you know, Spokane is considered a target area, and our civil defense 
planning centers around evacuation, trusting that we have ample warning time. 
In evacuating the Spokane area we would be sending many of our evacuees 
into north Idaho. Using the ratio of one to one set up by the Federal Civil 
Defense Administration for reception areas, Admiral Specht, Civil Defense 
Director for the State of Idaho informs us that the 10 north Idaho counties 
could receive 140,000 evacuees. 

If we were to send this number of people into Idaho, and the fallout pattern 
should extend across the panhandle, there would be a serious problem in moy- 
ing people out of the fallout area. 

However, if the Lewis-Clark Highway were completed, it would be invaluable 
in moving people out of the dangerous area. At the present time, people try- 
ing to evacuate Idaho, Nez Perce, Lewis, Latah, and Clearwater Counties east- 
ward, would have to come back to the north to United States Highway No. 10 
which quite possibly could be closed due to heavy fallout. 

Also, the completion of the Lewis-Clark Highway could be of great assistance 
in movement of foods, mobile support teams, etc., into a stricken area. 

I believe the above facts substantiate the need for completion of the Lewis- 
Clark Highway in the interest of civil defense planning. 





WasH-Ho-TaANAa TREK 
By Gary Randall, Clarkston, Wash. 


I was 1 of 9 men who on August 7, 1953, made the trip up the Lochsa River over 
the exact route of the over 30 miles of the then uncompleted link of the Lewis- 
Clark Highway. 

This project started 38 years before, that had met with so much controversial 
argument year after year and disappointments of all sorts, misrepresentatioa, 
and appropriations which have all been too pitifully small. We wanted to 
cover this route, foot by foot, and get the overall first hand authentie data as 
to the exact type of country this highway’s remaining link would have to be 
made through. 

This trek was the first and only organized trip that has ever been made over 
the exact grade route of this remaining piece of work. It was not a pleasure 
trip. There were none of us that were used to hiking rough country, carrying 
a pack of 40 pounds with 4 days’ food and sleeping bags, etc., on our backs, 
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I was past 60 years of age as were 2 others of our party; we trudged over the 
rocky rough country in the heat of summer to find out the truth firsthand about 
the route. 

During the rest periods we compared notes, miles after mile along the route: 
We were surprised to find that the hardest stretch had already been finished ; 
there was only an occasional short stretch of rocky cliff jutting down to the river. 

Four years have elapsed since we made that trip; according to reports, there 
is now less than 14 miles left to punch through to make this much-needed and 
vital connecting link through central north Idaho a useful highway thorough- 
fare. As this project stands today, it represents a lot of money expended over 
the years, that has and is yet doing no one any good. 

Looking at the map you will see just how vital and necessary the completion 
of this highway project is, not only to this local area but the whole Northwest 
and the entire Nation. Its completion right now would serve the whole 
Northwest in many ways, first, a much needed emergency route from east to 
west connecting up with other main arterial highway, vitally needed at this 
time for emergency evacuation and military needs of defense. Its completion 
would cut off over 100 miles between Missoula, Mont. and U. 8S. Highway 10 
to the coast. 

The Lewis-Clark Highway is not a pet local project, but is of national im- 
portance at this time and for the future and should be completed at the 
earliest possible time. Civic leaders in all the Northwest States have long 
realized this fact, and we in this great Northwest country feel slighted that 
our Federal Government has not paid some attention and given aid to this 
vital project. 

The Lewis-Clark Highway when completed would serve as a multipurpose 
highway. It would be a short scenic route for tourists and travelers and relieve 
traffic congestion on other now crowded highways, it would serve the local 
area and central Washington with a faster, shorter water-grade route to the 
east for valley and inland products and produce. 

Any one of the country’s reliable contractors could now punch this remaining 
link through and have this road connected up to U. 8S. 10 at Missoula within 
1 year. What we need now is a little wholehearted cooperation from Uncle 
Sam in the way of financing. We hope you can all see this need is vital, and 
in view of the fact that so little work remains to complete this link, that it 
is a Shame to drag this project out another 5 years or so, when it is so vitally 
needed right now, and the whole country could be receiving benefits from all 
the moneys previously expended, rather than let this project lie dormant doing 
no one any good, as it is now. 


PRESENTATION IN SUPPORT OF EFFORTS TO SECURE THE EARLIEST POSSIBLE COM- 
PLETION OF THE LEWIS AND CLARK TURNPIKE, A HIGHWAY FROM THE MONTANA 
State LINE Just WEST OF MISSOULA, MONT., TO CLARKSTON, WASH. 


I speak representing the U. S. 12 Highway Association of Minnesota and 
the two Dakotas. 

Our association is actively interested in helping the people of Montana and 
Idaho secure the completion of the Lewis and Clark Turnpike. The opening 
of that route will secure for us a much greater volume of travel than we now 
enjoy. 

In explanation of this statement, we offer a route more than 100 miles shorter 
than any existing road between Portland, Oreg., and Chicago, a route with two 
less mountain ranges to cross, a very historic and scenic driveway. This routing 
will make two popular national parks more accessible. 

We wish to spotlight the fact that in a distance of 350 miles between Mullin 
in the north and Gooding in the south, there is not a completed highway 
crossing Idaho State from east to west. 

In asking a special Federal appropriation we want to state that Idaho has 
a population of only seven persons to the square mile and that a large part 
of its area is mountainous which means very expensive roads. It is nearly 
impossible for them, in the foreseeable future to build the miles of road they 
are saddled with. 

One or two other States have a lower population ratio but they are not as 
mountainous and their roads not so costly. 

We wish to present the thought that the States on both sides of this unfinished 
section are also of low population-to-area ratio. Their highway systems and road 
needs are not nearly satisfied and they are in no position to help. 
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We, the people of Washington, Oregon, Montana, and the Dakotas, are being 
severely penalized by Idaho’s inability to complete this project. This should 
be patent from the fact that Sen. Magnuson of Washington introduced S. J. Res. 
88 and is enjoying the help of the Senators of Montana and the Dakotas to get 
it passed. 

To clarify my statement that these States are being penalized, please under- 
stand that in the Dakotas, next to agriculture, our greatest source of ‘‘out of 
State” money is sales and service to “out of State” travelers, tourist and com- 
mercial. I thought this might rate third in the States of Minnesota, Montana, 
and the Northwest coast and I was surprised when a member of the Montana 
Highway Commission made the statement last August that traveler’s money is 
also second in Montana. Lack of this highway is the penalizing restriction we 
are asking you to remove. 

Completing this project will serve in three ways: By cheapening trip costs 
by reducing mileage, by attracting business from other routes, and by stimulating 
additional travel that present higher costs are restraining. 

We wish to inform and remind the Congress that this partly constructed high- 
way has been built to date and, if completed in the usual order and practices, 
will all be done by unmatched Federal funds of the Department of Forestry, that 
this request is not for Federal money to relieve the State of Idaho of paying its 
share. It is to speed up a program that has been too long delayed. 

I am told that the Federal Government now has some eight or nine million 
dollars invested in this road that is not earning and cannot earn a return until 
the road is completed. 

Another reason for a quick completion of this highway is that it is the natural 
location for a direct shorter route from the Hanford-Richland area to the east 
and is very essential to any war effort. It would be disastrous to be caught un- 
prepared in this respect. 

The very fact that this road, when made usable, will be on the identical path 
-. followed by Lewis and Clark for the first crossing of this continent within our 

Nation justifies this expenditure. Its completion will assure a great volume of 
tourists from every part of our Nation by the many people desiring the thrill of 
making the same trip as Lewis and Clark. 

We of this age can surely show in 1957 as much faith and foresight in our 
country’s development as our great President Jefferson did in 1804 by making the 
vast Louisiana Purchase. 

Lumber that is now falling and rotting away because of the lack of roads for 
transportation will be made available and at today’s prices will more than repay 
the cost of the completion of this highway, plus the purchase price of the entire 
Louisiana Purchase area. 

Jefferson, in 1805, the year following the purchase, had men claiming and in- 
specting this area. We can well follow his inspiring example in promptness by 
immediate legislation that will complete this highway so greatly needed and 
desired by the interested States and their citizens. 

It is reported that before 1960 Lewiston, Idaho, and Clarkston, Wash., will 
start shipping and receiving freight by water to the west coast. I believe the 
day will come when this Nation must make the same use of the Missouri River 
as is now proposed for the Columbia and Snake Rivers. When that day comes 
this route will be the “short portage.” 

With every assurance that power dams will be built on the upper Snake and 
its tributaries, a direct road across the Bitterroots in this area is a must. To 
have this highway ready if needed, it should be built in 1958. 


N. R. St. Marre. 


ABERDEEN CHAMBER OF COMMERCE, 
Aberdeen, S. Dak., November 26, 1957. 
Hon. ALBERT GORE, 
Chairman, Roads Subcommittee, United States Senate, 
Suite 412, Senate Office Building, Washington, D.C. 

DEAR SENATOR GorE: On behalf of the more than 450 business and professional 
members of the Aberdeen Chamber of Commerce I urge your full support for the 
earliest possible completion of the Lewis and Clark Highway. 

Passage of the Senate Joint Resolution 88 introduced by Senator Warren Mag- 
nuson would accomplish this, and you and your Subcommittee on Roads are 
urged to support its adoption by the Senate. 
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Completion of this route would shorten travel by at least 100 miles across this 
vital vein of travel and would encourage development of the vast Northwest, and 
in addition would allow for the emergency evacuation of coastal cities in the 
event of defense needs. 

With the tremendous development in the Great Lakes and St. Lawrence sea- 
way area, completion of this road would open another avenue for shipping. 

Too, with the tremendous increase in tourist traffic this new route would in- 
crease tax revenue dollars to the States involved, and provide access to a new 
and as yet undeveloped empire. 

Again may I sincerely urge your support for the completion of this much 
needed road through the passage of the Senate Joint Resolution &8 introduced 
in the United States Senate. 

Respectfully submitted. 


Urraic M. Gwynn, Jr., Manager. 
(Whereupon the hearing adjourned at 2: 10 p. m.) 
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SATURDAY, DECEMBER 14, 1957 


Unrrep STaTes SENATE, 
ComMMITTEE ON Pusiic Works, 
SUBCOMMITTEE ON Pupriic Roaps, 
Missoula, Mont. 

Present: Senator Albert Gore, subcommittee chairman. 

Also present: Representative Lee Metcalf of Montana, Theo W. 
Sneed, chief clerk of the subcommittee, and Robert Wolf, special con- 
sultant to the subcommittee. 

(Pursuant to recess at Lewiston, Idaho, on December 13, the hear- 
ing convened at 9 a. m., in the music building, Montana State Univer- 
sity, Senator Albert Gore, chairman, presiding. ) 

Senator Gorse. The committee will come to order. I understand we 
are to be favored with a patriotic musical number. 

(The Star-Spangled Banner was sung.) 

Senator Gore. The United States Government has embarked upon 
the largest public works program in the history of the world, a high- 
way development program. It involves a system of national] interstate 
highways, primary Federal highways, urban highways, secondary 
farm-to-market highways, public lands highways, “forest access high- 
ways, and forest dey elopment roads and tr ails, 

To safeguard the expenditures of the vast sums involved, the Senate 
Subcommittee on Public Roads has undertaken to exercise strict sur- 
veillance over the program. 

Early this year it was our unhappy duty to uncover a system of 
widespread scandal and corruption in the State of Indiana, Fortu- 
nately, this has not been repeated in other States. The committee will 
be on guard, however, lest it does recur. The committee expects to be 
diligent to see that the taxpayers get a dollar’s worth of road for each 
dollar paid in taxes, 

The program is just getting well underway. Already suggestions 
are being made for amendments and improvements of the act. It 
has been ‘suggested by the Senators and some of the Congressmen from 
the northwestern p: art of the United States that an in: idequate amount 
is being expended on forest access roads and public land roads. The 
hearing which the subcommittee has been conducting this week in 
New Mexico, Oregon, Washington, Idaho, and today in Montana, is 
for the particular purpose of consider ing Senate bill 1136 introduced 
by Senators Murray, Mansfield, Magnuson, Jackson, Morse, and Neu- 
berger. Similar bills have been introduced in the House. 

The hear ing, however, is open to all phases of the highway program. 
I think it is “good to take government to the people, because every 

citizen is a part of the government of our free country. Therefore, 
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at each of these hearings we have afforded everyone present, whether 
public official or private citizen an opportunity to be heard. 

There is a list of witnesses before me now and we will undertake to 
hear each of them. The first is your distinguished Congressman, Mr. 
Lee Metcalf, but before I call on Congressman Metcalf, 1 would like 
to ask the clerk to read a telegram and a letter into the record. 

Mr. Wo tr (reading) : 


Senator ALBERT GORE, 
Chairman, Senate Subcommittee on Public Works, 
Montana State University, Missoula, Mont.: 

We are happy that your committee is conducting the hearing in Missoula 
today on timber access roads. We are sure that you will find a great deal of 
interest in this program and it is with deep regret that we could not be there 
personally in support of the access roads program and the completion of the 
Lewis and Clark Highway. However, Congressman Lee Metcalf is presenting 
a statement in behalf of the Montana congressional delegation and we are 
certain that he will express our deep interest and appreciation for your courtesy 
in conducting this hearing. 

Regards, 
Senator MIke MANSFIELD. 
Senator James E. Murray. 


The second is a letter from the Governor of Montana: 


Dear SENATOR GORE: Since the hearings you are now holding in Missoula con- 
cern the Lewis and Clark Highway, I would like to point out, proudly, that Mon- 
tana’s portion of this highway is already completed. 

We will naturally appreciate any efforts of your subcommittee to help secure 
completion of the remaining portion of this highway. However, since I am 
unable to be at your hearings, I wanted you to know that Montana has done its 
job and welcomes the travelers to use this highway and others to visit our 
Treasure State and enjoy our scenic beauty, hunting, fishing, and other recrea- 
tional wonders. 

If you or any other members of your subcommittee have any questions con- 
cerning the completed portion of this highway which lies in Montana, I am cer- 
tain that Mr. Fred Quinnell, Montana highway engineer, and other representa- 
tives of the Montana Highway Department who may be in attendance will be 
more than happy to try to answer your questions. 

Very truly yours, 
J. Hueco Aronson, Governor. 


Senator Gore. Certain other telegrams have been received which 
will be entered into the record. 
(The telegrams refrred to are as follows :) 


LEwIsToN, Mont., December 13, 1957. 
Senator ALBERT GoRE, 
Senate Roads Subcommittee, 
Florence Hotel, Missoula, Mont.: 


Please enter in records Central Montana Chamber Commerce strongly urges 
consideration increased access roads national forests this area Montana. Besides 
timber harvest roads vital such matters fire control, forest insect control, in- 
creased recreation usage, and surplus game animal harvest. Also humbly urge 
cooperation completion Lewis and Clark Highway, respectively 

WALTER ELLIOTT, 
President, Central Montana Chamber of Commerce. 
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Troy, Mont. 
SENATOR GORE AND MEMBERS OF COMMITTEE ASSEMBLED, 
Access and Forest Roads, State University Auditorium, 
Missoula, Mont.: 


Senators, Lincoln County in western Montana is one of nature’s tree grow- 
ing counties, wonderful stands of mature and past mature trees await the lum- 
bermans ax and saws. Senators, members of the committee, roads are needed 
for harvesting of the mature crop of trees. 

ALLEN GOODGAME, 
State Representative, Lincoln County. 


Congressman Metcalf, the committee will be pleased to hear you. 


STATEMENT OF CONGRESSMAN LEE METCALF, MONTANA 


Mr. Mercatr. Chairman, Senator Gore, as the telegram said that 
was read from Senators Murray and Mansfield, I am speaking today 
not only for myself but for them and for Congressman Anderson, in 
behalf of the entire Montana congressional delegation. And I know 
that Senators Murray and Mansfield would want me to express their 
appreciation to you for bringing your committee here and discussing 
here with the people of western “Montana this very important matter. 

Senator Gore. These hearings are being held in response to the 
request of the Senators from the Northw est, authors of Senate bill 
1136. The Senators from the Northwest have been very helpful and 
deeply concerned in the development of the region from which it is 
my privilege to come. More and more our problems are regional and 
national in character. If the Senators from Montana were interested 
only in the problems of Montana, and if Albert Gore and Estes 
Kefauver were interested only in the problems of Tennessee, and if 
thus the United States Senate was broken up into 48 blocks of two 
Senators each, the national interest would suffer. 

I have always though that whatever was good for the Northwest 
part of the United States was good for the United States of America, 
and likewise I have had great “difficulty finding an instance in which 
what was good for America was bad for Tennessee. 

Therefore, along with your Senators, I have undertaken to live up 
to the full concept of the term and designation, “United States Sen- 
ator,” and I have noticed Congressman Metcalf—[applause]|—and I 
have been pleased to notice that in your years in the House of Repre- 
sentatives that you, too, have undertaken to be a United States Con- 
gressman as well as a Congressman from Montana. 

Mr. Mercatr. Thank you, Senator. I have enjoyed also working 
with the Members of Congress such as Congressman Evins and others 
from your State and believe that the development of the Tennessee 
Valley, for example, has been very important nationwide and has 
helped us to develop the power and the natural resources of the North- 
west, and so we have a community of interest that extends clear across 
this United States. 

Senators Murray and Mansfield, as you say, are cosponsors of S. 
1136, and I have introduced in the House H. R. 4292, an identical bill. 
Therefore, at the outset, we are all completely behind your program 
to develop the roads system in our public forests. We have not intro- 
duced a bill to raise the authorization for forest highways, but we 
will do so in January. 

20738—58—-—3% 
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We do not desire to trespass upon the time of the many people who 
have come here to testify so I shall be brief. 

We wholeheartedly support the national-forest program. It was 
with great foresight that Congress created a network of national for- 
ests. These are use forests, not preserves, and over the years there 
has been developed a pattern of multiple uses—timber management 
and cutting, recreation, grazing, mining, and watershed protection. 

We have watched the national-forest system mature and all of the 
people have helped it develop. At first these were forest reserves, 
and set aside for ultimate use. Slowly the various uses were devel- 
oped and today we stand on the threshold of an era of development 
which is closqiy akin to the potential that our young people have as 
they reach the ripe age of 21 years. 

What we do in the next decade will to a large extent influence the 
ultimate role these forests will play in the growth and well being of 
America. Today all eyes are turned toward the sky, as satellites and 
missiles pose terrible and perplexing problems. A bountiful future 
is available to us if we act with wisdom and the destruction of the 
world possible if we are not wise enough. We must plan on making 
this a better world and this means that while our defense from aggres- 
sive threats must be strengthened we must not forget to build for 
future generations. We believe that we can be strong only if we do 
all of the things that must be done. We believe that we have the abil- 
ity, will, and the reserves to meet the challenge. 

The development of our forest resources is an essential step in this 
process. 

We are of the firm conviction that the Federal Government has the 
responsibility to provide the leadership in providing for the care, pro- 
tection, and management of forest land. It has the solemn respon- 
sibility to properly manage its own lands. The Congress is required 
to exercise its own best judgment because the executive branch has 
failed to adopt a policy for the highest possible use of our forest re- 
sources. 

The keystone in this program is that an adequate network of roads 
must be built into the public forests within the next decade. Forest 
management is not possible without roads. We believe that the forest 
highway system and the forest development road system must be con- 
sidered as companions in the overall plan. 

Montana’s forest highway system presently existing consists of 1,194 
miles. Six hundred and eighty-six are class I roads, that is roads on 
the Federal-aid primary system; 171 miles are class IT, on the Federal- 
aid secondary system ; while 337 miles are class III roads, that is roads 
not in the Federal-aid system. These roads are key links in the Na- 
tion’s highway system; only one-fourth of these roads are not on the 
Federal-aid system, thus the forest highways assume major impor- 
tance not only to the State but to the Nation. I daresay that every 
major pass in the West is on a forest highway route. 

We need an additional 706 miles to complete the 10-year program 
for the system, and the major portion is on Federal- aid roads. The 
purpose of the forest highway program is to recognize the Federal 
responsibility for the ¢ onstruction of highways through its lands. Yet 
today State and local governments have expended 46 percent of the $1 
billion invested in this system since its inception. In Montana alone 
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we need $65 million to spend on forest highways in the next 10 years. 
lf the authorization continues at the fise aul year 1958 level, Montana 
would receive $23,900,000 in the next 10 years. 

Our entire delecation i is shocked that in the face of these needs the 
Departments of Agriculture and Commerce cut Montana back to a 
rate of $22,500,000 on November 6 of this year. For many, many years 
the funds were apportioned on a formula weighted 50 percent to na- 
tional forest area and 50 percent to value. Now the formula is 75 per- 
cent on area and 25 percent on value. Further, these new values seem 
to put a disproportionately low value on Montana’s national forests. 
Under this new formula several Western States will lose money, yet 
the needs of the State have not gone down. 

Our request to this committee is that it ascertain why the change 
was made. 

Senator Gorr. The committee will be pleased to comply with your 
request. I think we will also want to know why this change was made 
without advice to and consultation with the committees in Congress 
having jurisdiction over the subject matter, or without even consulta- 
tion with the States involved. 

Mr. Mercautr. Yes indeed, Senator. , I think that perhaps it was an 
error and usurpation of authority for the change to be made without 
consultation of Congress, but this administration might at least have 
had the courtesy to consult with the Republican Governor of this 
State. 

In addition, too, we seek congressional action which will reestablish 
the fund so that no State will get less than it got in 1958. In addition, 
we seek an authorization which will complete the needed portions of 
the network in the next 10 years. We believe the States have been 
called upon to bear a disproportionately large amount of the cost 
for forest highways. 

On your way to Missoula you found that you could not drive 
from Lewiston here in a direct route. The Lewis and Clark Highway, 
which has not yet been completed, will permit this. Now, however, 
both Idaho and Montana have suffered cuts in the funds available for 
the completion of this highway. This is totally unjustifiable. 

Senator, you mentioned this gigantic highway program on which 
we are launched nationally. And ‘this interstate program is of great 
importance, but here in the West we want service roads, and limited- 
access roads do not take care of some of the needs that we have in the 
West. We want roads; we want to complete the basic road system; 
we want highways like the Lewis and Clark Highway. 

Montana national forests are capable of supplying 900 million 
board-feet. of timber to the Nation each year. These forests could 
contribute over $6 million annually to the Treasury as revenue which 
would aid in balancing the budget. The actual cut is at 600 million 
feet, two-thirds of capacity. Revenues are $4 million a year, two- 
thirds of potential. This $2 million loss is only a small part of the 
real loss. This State is losing $10 million in p: ayrolls, services, freight, 
and equipment purchases. Millions of board- feet of timber are being 
preyed upon by insects and disease and are threatened by the ravages 
of fire because they are inaccessible. We are losing timber grown by 
nature over the centuries—timber we can ill afford to waste. We are 
spending large sums to maintain smoke jumpers to parachute into in- 
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accessible areas. This we must do, but it would be far more sensible 
to make it possible to get through the forest by truck. Every time 
we jump a crew to a fire we risk the lives of men because we haven’t 
spent the money for roads. 

Today we are faced with a real educational crisis. For this modern 
world we must equip our young people to master the humanities and 
the sciences. Our school systems need help. Here we have a perfect 
example of how dependent we are on nature in the modern world. 
National forest timber is of prime importance to our rural school sys- 
tem. Congress has wisely provided that a share of the income from the 
national forests will be paid to the counties where the forests are 
located, as an in-lieu-of-tax payment to be used for local schools and 
roads. Last year of the $4 million earned by the Federal forests in 
Montana, 25 percent, or more than a million dollars, was turned over 
to the State to be distributed to the various county treasurers on the 
basis of that county’s earnings. If the full allowable cut had been 
made, the amount to be distributed would have been almost $1,600,000. 
Therefore, Montana counties last year lost about half a million dollars 
in revenue because we are not cutting our full allowable amount of 
timber. 

One-third of this money goes to the school district general fund for 
county equalization, the other two-thirds goes to the county road 
fund. Because the counties share revenues in relation to the acreage 
of each forest, it is essential that the full cut be made in each forest. 
It does Missoula County no good to have the full allowable cut made 
in the Kootenai Forest. For Missoula County to benefit, the Bitter- 
root and the Flathead Forests must be up to par. Last year only 
34 percent of the cut was obtained in the Bitterroot and Montana coun- 
ties lost $55,000. On the Flathead, 75 percent was cut and Montana 
counties lost $80,000. The two extreme examples are the cut in the 
Beaverhead and Kootenai Forests. In the Beaverhead, only 3 percent 
of the allowable cut was made. 

Senator Gorn. Do you mean that 97 percent of the ripe timber is 
going to waste in this forest in the Beaverhead ? 

Mr. Mercatr., If it is not going to waste, at least it is not being harv- 
ested and it is deteriorating in the Beaverhead Forest. 

Senator Gore. Well, testimony was given by thc Forest Service 
earlier that the difference between the actual cut and the allowable 
cut was a real and almost total loss. 

Mr. Mercatr. That is right, Senator. 

Senator Gore. And from your testimony it would follow, would it 
not, that the loss in the Beaverhead would be 97 percent of the allow- 
able cut ? 

Mr. Mercatr. Yes, sir. 

Senator Gore. How large an area does this comprise ? 

Mr. Mercatr. Well, the Beaverhead is one of the—is a large forest. 
I will leave it to some of the succeeding witnesses. However, Beaver- 
head and part of Madison County and some of our Montana counties 
are—the whole county is contained within that forest. So the point I 
am making here, Beaverhead County down there in the Beaverhead 
National Forest is only concerned by the cut in the Beaverhead Forest. 
and if they only cut 3 percent, they not only have this waste of the 
forest resources that you suggest, but they lose the revenue. 
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Senator Gore. I have before me now a map, which discloses that 
Beaverhead is quite a large area. 

Mr. Mercaur. The allowable cut is 14,000,500 board-feet, so it is a 
large allowable cut, too, Senator. 

This resulted in the payment of only about $3,000 as against a 
potential income of more than $93,000. In the Kootenai Forest, be- 
cause of the crash program to harvest the timber damaged by the 
spruce bark beetle, the cut was 127 percent of the allowable cut. But 
this extraordinary cut did not benefit the other counties where the 
cut was less than the allowable amount. Incidentally, the schools in 
Lincoln County, which is in the Kootenai, did not benefit as much 
as it might appear from the heavy cut because the amount received 
was deducted from money the districts would have otherwise been en- 
titled to receive under Public Law 874. 

National forest timber maintains local schools. If I may borrow 
Henry Ford’s observation that the wood you cut warms you twice— 
once when you cut it and once when you burn it—I would apply 
that to the national forests and say they benefit us in at least four 
ways. They provide wood for schools and decent homes, they provide 
for payrolls, they provide in-lieu payments for schools and county 
roads, and, properly managed, they will provide forever for America. 

I shall leave to the technical experts the task of detailing the road 
needs. The record is quite clear that we are not providing roads of 
the sort or the quality needed for today’s and tomorrow’s respon- 
sibilities. 

The failure to do this has worked many other hardships. : 

Most of the smaller firms cannot secure timber if they are also 
burdened with expensive road construction. Montana’s Senators and 
Representatives are therefore united in the view that the Congress 
must provide sufficient funds to allow the construction of all main- 
line roads by road contractors. We must push a main-line route into 
each major drainage, so that sales may go forward with equality of 
opportunity for large and small operators to compete for the right to 
harvest the timber. 

In the 83d Congress and in the 84th Congress, when the authoriza- 
tion legislation was before us, this administration recommended 
against any increase in funds for access roads. If we had been 
guided by their advice, the authorization would still be at $22.5 
million. Now it is at $27 million. However, the administration 
continues to fail to request the full authorization and has, in fact, 
impounded almost $1 million of the funds Congress appropriated. 

These shortsighted policies must be reversed for they are robbing 
from today and tomorrow in the misguided belief that dollars are 
being saved. We are losing millions and not even saving pennies. 

Under this administration, road construction as a part of timber 
sales has climbed from $10 million annually to approximately $40 
million. This means that national forest revenues have been reduced 
by at least that amount. 

For every mile of road constructed with appropriated funds, timber 
purchases built 5 miles. In 1952 the ratio was 1 to 3. 

Instead of coming forward with a program which would have in- 
sured getting the most miles of road built by the most efficient method 
and in a manner that shows in the budget, the administration has 
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drained revenue away to construct roads under the guise that it is 
saving money and balancing the budget. 

We desire that this committee recommend enactment of S. 1136, 
writing into the bill such additional safeguards and amounts as are 
necessary to construct all main-line access roads with appropriated 
funds, and by professional roadbuilding contractors. We also urge 
‘specific language spelling out the situations where timber purc chaser 
construction may be used. The drain in receipts should be plugged 
and the Congress must provide the authorization for appropriated 
funds. We finally urge that the executive branch be prohibited from 
using, in effect, timber revenues to get roads constructed when it has 
failed to request the full authorization. 

Senator Gore. Thank you very much, Congressman. The commit- 
tee will next hear Mr. Leif Erickson. 


STATEMENT OF LEIF ERICKSON 


Mr. Erickson. Senator Gore, Congressman Metcalf, I want to 
thank you, Senator, for giving me an pronemanty to appear early in 
the hearing this morning. Because of . prior commitment at Kali- 
spell, I will be forced to leave almost at once. 

I want to, on behalf of the people of Montana, and in accordance 
with what Congressman Metcalf has said, thank you for coming here 
and holding these hearings. I know from personal experience that it 
is not easy for a Senator, and particularly now when you should be 
getting a little rest in preparation for the next session, to come all the 
way to Missoula and the Northwest to conduct these hearings, and 
we very much appreciate it. 

Senator Gore. Only 2 weeks ago your senior Senator was in Tennes- 
see participating in a function of importance to Tennessee and to the 
Midsouth. 1 am merely reciprocating in coming to Montana. Not 
only reciprocating to him for this particular service to our region, 
but to all of the Senators from the Northwest who have indeeed 
been national in their viewpoints and particularly friendly to the 
region of the Tennessee Valley. 

Mr. Errcxson. I think we who are here tod: ay are already struck, 
Senator, with your obvious grasp of what is involved here. You have 
many other things on your mind besides your service on this subeom- 
mittee, and it is obvious from the questions that you have asked the 
Congressman that there is a lot of explaining about this we won't 
have to do—the witnesses—hecause it is obvious vou already have a 
very great grasp, probably greater than any individual witness would 
have. 

Senator Gore. Well, Mr. Erickson, what knowledge I have has been 
acquired, I say to you frankly, for the most part during this week. We 
have spent the week in large part on this subject. I have found it 
interesting, and it assumes a greater importance the more I learn about 
it, and I know you have been reared in this region and I appreciate 
the opportunity of having the benefit of your views on this matter. 

Mr. Ertcxson. Thank you, Senator. I appear in various eapaci- 
ties today before you, Senator. I appear as chairman of the Demo 
cratic State Central Committee of the State of Montana. I also ap- 
pear as an individual citizen, and I am also authorized to say to you, 
Senator, that I speak for D. C. Dunham, president of the P lum Creek 
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Lumber Co, of Columbia Falls, the third largest lumber operation in 
the State, with a capacity of : 500,000 board feet a day. 

And I think this last representation is particularly significant, 
because there is an impression that the larger operators are “opposed 
to the forest access roads because by reason of their superior financial 
ae and their ownership of road construction machinery they 

» able under the present system to have certain favoritism, certain 
benefits that work to their benefit and are not to the benefit of the 
small operator and that certainly isa fact. But Mr. Dunham of Plum 
Creek feels that the broader general interest should prevail and that 
the construction of these forest-access roads will be of benefit to all of 
the people and will certainly improve greatly the forest-fire pro- 
tection, and as any good lumberman, he hates to see lumber that should 
be salvaged and should be cut left uncut and so he has authorized me 
particularly to say to you, Senator, that the Senate bill 1136 has the 
approval of Mr. Dunham and of the Plum Creek Lumber Co. -of 
Columbia Falls. 

[ also represent as a lawyer a number of small operators and, of 
course, the benefits that would accrué to them are very obvious, and 
that will not be their benefits alone but it will aid the national forests, 
because they are in a position to salvage the smaller lots of timber; 
they are able to come in and bid competitively, and I am sure that the 
national forest will gain a greater revenue by a program that will 
make it possible for the smaller mills, from the portables on up to the 
very large ones, to participate fully in this harvest of the national 
forest timber. 

[ was particularly impressed with your comment on what results if 
we don’t cut to capacity and, of course, particulary in the northwestern 
part of this State the bulk of the timber is already overaged, it is de- 
teriorating in quality, and we have undercut so that actually we need to 
cut beyond capacity to get our forests into the prime stage instead of 
the over-age stage, so that any delay in cutting capacity results in an 
actual loss of timber. 

A virgin forest, Senator, is a stagnant forest. It produces nothing. 
A new forest, one that has been cut under the proper principles, pro- 
duces timber and it produces something for America and, of ee 
if we don’t have the access roads to get into that timber to cut it, 1 
is an economic loss, and in addition to the other losses that have ie 
referred to by Congressman Metcalf. 

Senator Gore. I wish that the whole people of our country would 
understand what you have just said. All too many people think of 
timber cutting as the denuding of the land. The harvesting of a 
natural resource—I think T have used the wrong word. You say we 
should harvest. We should have a regular harvest of the products of 
the soil and the forest. I think many people do not so regard it. They 
look upon the cutting of our nat ional forests as a one-time job of taka 
2 natural resource, when, in fact, if it is properly managed, it can 
produce and reproduce from now on to serve the needs of the canted 
country. 

Mr. Ertcxson. The most difficult task of the Forest Service today, 
and the Forest Service certainly cannot be accused of wanting to de- 
stroy, the most difficult task I would say for the Forest Service today 
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is to justify and explain just exactly the point that you have now made. 
Even in Montana. 

I am on the Helena National Forest Advisory Committee for the 
Helena National Forest, and we take pack trips each year and we 
have different people along and show them what under the guidance 
of the forest supervisor, show the methods of cutting and how it is 
done, and it is amazing how little understanding even in Montana 
there is of that point, and certainly we Montanans ought to under- 
stand it, but many of us don’t. 

Senator Gore. Speaking of pack trips, there is one I want to make. 
My son will be 10 years old next year, and he has been reading Sena- 
tor Neuberger’s book about Lewis and Clark. I want to bring him 
out here next summer and if I can get you or Lee or somebody to drive 
me out as far as we can go on the Lewis and Clark Highway, I would 
like to take him on a pack trip and walk across that trail. 

Mr. Erickson. I think there are a number of representatives of the 
Highway 6 Association and of the State of Montana, and I think you 
have already received the invitation, Senator, if not from us, from 
someone else, and we certainly extend the invitation. That is Lee’s 
home county down there and he has friends and neighbors right at 
the ~~ of the pass, so I think you and your son would be well taken 
care of. 

Senator Gore. Do you think it is safe to appear in the wilderness 
with Lee? 

Mr. Ertcxson. Well, Senator, I don’t want to raise any political 
considerations here, but in view of your affiliation with a prominent 
national political organization, I think probably you are safe, safer 
than might be if it were a different one. 

Senator, I am very much enjoying this, but I know from looking 
around the audience that there are a great many people here who 
know a lot more than I do, but there are these points that I would 
like to make, and what you are trying to determine is, of course, what 
the public sentiment in Montana is for Senate bill 1136. And as for 
me, I am certainly in favor of the bill and the people I represent are 
in favor of it. 

On the Lewis and Clark Highway others will appear that know 
more about it than I, but I would want to make the point that Con- 
gressman Metcalf has made. There is a little tendency, I am afraid, 
on the part of all of us, to assume the Interstate System should be the 
principal goal, and a tendency to overlook these other roads. Now, 
I live way out the other end, [ have a ranch way out at the other end 
of Highway 6 in the central Montana highway system which ties into 
this Lewis and Clark Highway system, and to those of us who own 
property and who have interests along that area, the building of the 
Interstate System will mean very little, and I would say the building 
of the Interstate System is going to make it even more important that 
these other service roads be built, because to those of us along the 
route as a means of getting relatively short distances and to take our 
products to market, the Interstate System in Montana will be of little 
value. 

So I think instead of relieving the pressure for the completion of 
Lewis and Clark, the building of the Interstate System will increase 
the need for it, and I certainly hope, Senator, that working as you 
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have with the Montana congressional delegation and with the delega- 
tions from Idaho, Washington and Oregon, that all possible heat be 
applied so that the funds be restored and that there be enough money 
authorized so that Lewis and Clark will not be delayed forever. 

I think the highway should be under construction at once and maybe 
that can’t be done, but it should not be delayed any considerable length 
of time, particularly in view of the very short gap that remains. 

Senator Gore. Thank you very much for your appearance, Mr. 
Erickson. 

Mr. Ertcxson. Thank you. I appreciate your courtesy in letting 
me come on early, and certainly I have enjoyed it. 

Senator Gorr. Unless there is some particular request to the con- 
trary, I will follow the list seriatim as it has been prepared by the staff 


of the committee. The next witness will be Mr. H. W. Larsen, Mr. 
C. M. Wall. 


STATEMENT OF C. M. WALL, HELENA CHAMBER OF COMMERCE 


Mr. Watt. Thank you, Senator Gore. I represent the Helena 


ee of Commerce. We have prepared a statement for you as 
ollows: 


(The witness read the prepared statement, as follows. ) 


HELENA CHAMBER OF COMMERCE, 
Helena, Mont., December 9, 1957. 
Senator ALBERT GorRE, 
Chairman, Roads Subcommittee, Senate Public Works Committee, 
412 Senate Office Building, Washington, D. C. 

Deak SENATOR GORE: The Helena Chamber of Commerce presents to you and 
your committee for consideration the following reasons why the Lewis and Clark 
Highway should be completed at the earliest possible date: 

1. Lewis and Clark Highway is the shortest route serving the densely popu- 
lated northern one-third of the United States from the Atlantic to the Pacific 
Ocean. It will also serve to draw a vast number of Canadians who must travel 
west. 

2. Lewis and Clark Highway when completed will open up an immense area 
of virgin timber land which presently defies the Forest Service to properly 
manage it. The loss each year by forest fires, bark beetles, spruce budworms, 
ete., would easily pay for the completion of the Lewis and Clark Highway. One 
look at the map will show the tremendous area of virgin timber and mining land 
that is now inaccessible. 

3. Lewis and Clark Highway will open up trade routes for distribution of 
fruits, vegetables, livestock, grain, forest products, minerals, and general mer- 
chandise to the present population of eastern Washington, northern Oregon, 
central Idaho, and Montana which presently are isolated from each other. Again 
reference to your map will show that this vast area is not even served by a wagon 
road east and west through Idaho. 

4. Lewis and Clark Highway potentials will be further enhanced when the 
locks on the Columbia River are completed by providing access to the Pacific 
by boat and barge from Lewiston, Idaho. The savings to grain farmers, mining, 
and timber interests will make it possible for Idaho and Montana to compete 
equitably with the other States of the Union. We are advised that the highest 
elevation on this route will be 5,300 feet. It will be possible upon completion 
of the highway to have an all-weather road for the area served. 

5. Lewis and Clark Highway when completed would serve all America in case 
of a great national disaster. It would relieve congestion on Highways U. S. 10 
and 30. It would provide an inland route for a vast segment of our population 
when other segments of our transportation system would be overtaxed. 

6. Lewis and Clark Highway when completed will be second only to Yellow- 
stone National Park in grandeur, and will attract worldwide tourists when this 
short giup is opened to the traveling public. The scenery from Portland, Oreg., to 
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Missoula, Mont., is unparallelled anywhere in America. Regardless of whether 
the tourist takes U. 8. Highway 10 through Butte or Helena, or Montana High- 
way 20 through Lincoln and Great Falls, or continues on Montana Highway 6 
from Helena to Townsend, White Sulphur Springs, Harlowton, Roundup, For- 
syth to Miles City—where it again intersects U. S. 10 or U. S. 12, to eastern 
points—they will be traveling through the most scenic country in the United 
States. 

7. Presently it is more than 400 miles from Coeur d’Alene to Boise, Idaho, which 
provides east-west travel over U. S. Highways 10 and 30. We doubt if there 
is a like area in the entire United States, so richly endowed with natural re- 
sources, so much in demand at this time and so devoid of highway transportation 
facilities. 

8. We believe the Lewis and Clark Highway is the soundest investment that 
our Federal Government could make at this time. It will not cost, it will pay. 
Millions of miles will be saved by the traveling public. 

9. Now that only a few miles remain to be contracted for and since this was 
the first road to be surveyed from the East to the Pacific coast by Capt. Meri- 
wether Lewis and William Clark over 150 years ago, we sincerely hope no 
further delays will be encountered. 

The Helena Chamber of Commerce joins with the citizens of Montana, Idaho, 
Oregon, Washington, South Dakota, and other States in praying that the Con- 
gress of the United States will appropriate the necessary funds to complete 
this historical Lewis and Clark Highway early in 1958. 

We wish to thank you, Senator Gore, and your committee for the opportunity 
to appear before you. 

Respectfully submitted. 

W. A. CARSON 
President. 
H. WALTER LARSON, 
Chairman. 
C. M. WALL, 
Cochairman, Highway and Roads Committee. 


Senator Gore. Thank you. I now have had an experience which 
enables me to concur fully in your observations about the scenic beauty 
ofthat area. Yesterday afternoon we flew over the Lewis-Clark route. 
We circled the Lolo Pass, saw the end of the highway from the Mon- 
tana side and the 2-mile area that is under construction now. I think 
it would be in the interest not only of this region but of the entire 
country to open this vast, beautful, and historic area to all the people 
of the country who might desire to see it. 

Mr. Watt. It is truly God’s country, Senator, and we want to get 
over there. 

Senator Gore. Well, I agree it is God’s country, but don’t forget 
my part of the world is God’s country, too. 


Mr. Tebbe. 






















STATEMENT OF CHARLES L. TEBBE, REGIONAL FORESTER, 
FOREST SERVICE 


Mr. Trsse. Senator Gore, my statement will be in two parts, the 
first having to do with timber-access roads, the second with general- 
purpose roads for general administration. In the interest of time, if 
you will give me the nod after I have finished the first part of this, 
which will be concluded with reference to the chart on the blackboard, 
T will be glad to file the remainder for the record. 

I have asked Assistant Regional Forester Lindh, in charge of our 
timber management activities, and Regional Engineer Jones to be 
here, the better, more quickly to answer your more searching questions. 












FEDERAL HIGHWAYS AND FOREST ROADS 545 


(The prepared statement is as follows :) 


STATEMENT OF CHARLES L, TEBBE, REGIONAL FORESTER, FoREST SERVICE, UNITED 
STATES DEPARTMENT OF AGRICULTURE, ON THE ACCESS-ROAD SITUATION IN 
REGION 1 


Mr. Chairman and committee members, the need for an adequate road system 
is the most critical problem in the management of nearly 25 million acres in 16 
national forests in Montana, north Idaho, and northeastern Washington. ‘his is 
true despite the fact that this region—region 1 of the Forest Service—has been 
on the receiving end of a very fair proportion of the increasing forest development 
road funds made available over the last few years. 

In the 5 years just ended, 420 miles of mainline timber access roads have been 
constructed at a cost of $15,300,000 from appropriated funds. In the same period 
private timber operators have expended an estimated $20 million for a much 
larger mileage of roads, including some primary timber access roads but mostly 
secondary and tertiary feeder roads. I do not underestimate the progress this 
represents, but my purpose here today is to show that with all this we have 
made but a mere start toward full development and use of the national forests 
of this region. I want you to understand why the need for roads is urgent, why 
we are behind, and the proportions of the job yet to be accomplished. 

Region 1 embraces nearly 25 million acres of national forest land. This is 
greater than the total land area of New England except Maine, or about the 
size of Ohio, or Tennessee, or Indiana. This is a big country we are talking 
about, and an extremely valuable public property. About 60 percent of it is 
commercial timberland. Some of it embraces the most spectacular scenery in 
the Nation. Much of it is grazing land of the highest quality. Wildlife abounds 
in it. 

This whole northern Rocky Mountain area is a hinterland by eastern stand- 
urds. And even to people living here, the national forests are a hinterland, 
because they constitute back country and lack the means of access for use or 
for protection and management. So you could say the national forests are 
twice removed from markets, and from people and from other forces that make 
for development. 

The accompanying charts show by years, volumes of timber cut and receipts 
to the Treasury. Notice the low point of beginning back in 1906 and the long 
plateau of low-level activity extending up to the time of World War II. The 
war and the postwar building boom changed things. There was a brisk demand 
for lumber. Local units of industry grew. Then came the sprucebark beetle 
epidemic of the early 1950'« that killed about 24% billion board-feet of valuable 
timber. Then came the crash program to build roads and salvage beetle-killed 
spruce. The number of mills, the volume of cut, receipts to the Treasury, 
employment and income all rose precipitously. Now we have attained this 
rather respectable level of timber harvest there at. about the 100-million-foot 
level and returns to the Treasury in the neighborhood of $844 million last year, 
and we got to this point in a very short time by making timber sales, and we 
got there in a very short span of time by making timber sales in the most ac- 
cessible places and by constructing timber access roads into some of the bug- 
infested areas of some forests. 

In order to organize the management of the timber resource on the 16 national 
forests of the region they have been divided into 44 working circles. It is the 
Forest Service objective to practice sustained-yield forest management on each 
of these working circles. As presently computed the total allowable annual cut 
under sustained-yield is nearly 1.5 billion board-feet. This is of course subject 
io revision to accommodate changes in inventory information and utilization 
practices. The present level of actual cutting is under 1 billion board-feet. 
A few working circles are being overcut to salvage the mortality caused by the 
spruce bark beetle epidemic; other working circles are undercut. The overall 
difference between actual and allowable cut is due in part to lack of markets, 
but the main deterrent is lack of access roads. In 21 working circles of the 
i4 it is estimated that less than 10 percent of the commercial timber is tributary 
to an access road. In only 4 working circles is as much as 50 percent of the 
timber so developed. In the remainder the extent of development is somewhere 
between these two extremes. 
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So it is clear that the region has a very substantial timber development job 
zhead of it. As heretofore, it is expected this will be done partly with appropri- 
ated funds and partly by timber purchasers in accord with timber sale contract 
requirements. The region’s long-term transportation plan—this is the long-time 
plan—calls ultimately for construction of close to 100,000 miles of timber access 
roads. About 25 percent of the mileage and 50 percent of the cost should be 
borne by the Government with appropriated funds; and 75 percent of the mile- 
age and half the cost should be by timber purchaser construction. In other 
words, 1 our of each 4 miles per section needed for timber use will be of the 
more important mainline timber access variety. Three of the four miles will 
generally be less costly roads built by operators. At least this is the proportion 
of Federal construction and finacing that experience has shown moves timber, 
enables the Forest Service to permit cutting of timber when and where it needs 
to be cut, to salvage losses, and to provide protection and management. 

1 trust the above gives you an idea of the size and character of the national 
forest timber resource of region 1; its inaccessibility ; its very short history of 
rapid development and use. It was really an emergency development brought on 
by the war and by catastrophic insect losses. An intensive program was thrust 
upon the region without the usual steady buildup of plants and roads and other 
facilities. Throughout vast areas there were no roads at all, and so now we are 
behind in basic developments needed to keep pace with a vigorous 1957 wood-using 
economy. I have given you a glimpse of the ultimate road needs for full develop- 
ment and use of the national forest timber. Presently I will scale these down to 
more realistic short-term road and also trail needs, but first I would like to speak 
of some operational problems brought on by an inadequate national forest road 
system. 

First I must stress the problems of land management that stem from lack of 
access. Without access the resources of the land cannot be made available to 
people, nor can the land managers do an adequate job of protection and care. 
Take the matter of tree-killing insects and disease, for example. Current losses 
are truly distressing. Much loss is in valuable old-growth timber and this loss will 
continue because of our inability to reach infested areas for either control or sal- 
vage. 

Fire is another despoiler of timber values. For 35 years, ending in 1940, an 
average of 250,000 acres per year were burned over in this region. Fire in re 
mote areas simply could not be reached in time to prevent conflagrations. The 
development of smokejumpers in more recent years and the fact that some roads 
have been built have greatly reduced fire losses, but the potential is still here and 
there will be times when needed mass movement of men and equipment will not 
be possible. 

The matter of keeping sawmills and payrolls going is of vital importance—a 
responsibility the Forest Service feels quite as much as the operators them- 
selves. In this region the national forest land supports over half of the timber. 
There are over 500 wood-using plants and the Forest Service makes 2,000 indi- 
vidual timber sales per year. In order to do this, without access roads into the 
back country, we must of necessity work progressively back from the front 
country. Thus we are cutting ourselves out of lower-elevation winter logging 
chances that make for year-round operations. And in the meantime we are sus- 
taining great losses in the back country owing to our inability to secure salvage 
of losses from tree-killing insects, disease, and fire. Unsalvaged dead timber 
adds to forest fuels and makes the fire protection job more difficult and expensive. 

Without roads the Forest Service has difficulty offering timber for sale in 
amounts and at times and places to meet the needs of established operators. 
Our objective is to provide a balanced program of sales of various sizes to meet 
the needs of industry. However, Government timber is generally inaccessible 
and road construction is costly. If there is no access road one must be built by 
the operator with the timber paying the cost through reduced stumpage prices 
This practice, which we are obliged to resort to in many instances, requires the 
offering of rather large tracts which are out of the size classes that many smaller 
operators can bid on. Thus we fail to meet our objective. 

I think the next point is particularly important. The region embraces a 
hundred billion board-feet of Government timber. It is needed, it will be cut, 
and the necessary roads will be built. Undoubtedly the Government will build 
some with appropriated funds and timber purchasers will build some. If appro- 
priated funds are used, this outlay for mainline roads to open up big drainages 
may be regarded as an advance of money from the Federal Treasury which will 
all come back to it, and then some. It will come back in the form of appraised 
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stumpage prices which are not reduced for costly road construction, and through 
competitive bidding and increased salvage that the roads will foster. On the 
other hand, if timber purchasers build the access roads the cost is borne by the 
Government no less than if appropriated funds were used. This is because the 
price of stumpage must be reduced by an amount equal to the estimated cost 
of the road. 

The main difference is that with operator construction we shall have a program 
when and where possible—based on expediency. Roads built by operators will 
be built in stages. The overmature back-country stands that ought to be cut, 
the blowdown areas, the insect- and fire-killed trees may not be served when 
needed. What we need is a program designed to push mainline roads clear to 
the back end of the drainage, calculated to serve the needs of the resource and 
of the small as well as the large segments of the timber industry. 

Up to this point I have been discussing timber-access roads primarily. In 
addition there is an urgent need for general-purpose roads on the national forests. 
Of course, nearly any road we build for timber serves general needs, such as 
providing access for hunting, fishing, grazing, and for fire protection and other 
national-forest administration. However, timber roads serve commercial tim- 
ber areas primarily, and a good 40 percent of the national-forest area is pri- 
marily important for something else—recreation, grazing, etc. We need roads 
here, too. The Forest Service is going forward with an expanded program of 
recreational development under its Operation Outdoors program. In many in- 
stances development of new recreation areas will require roads for access. The 
roads visualized will not tap all the region’s back country. Wilderness areas 
are and will continue to be roadless. The land capability of other large, remote 
areas is such that road construction is not planned or justified. 

I mentioned that the region has a long, early-day history of large fires averag- 
ing 250,000 acres burned per year. Several hundred thousand acres of these old 
burns did not restock. Someday this must be planted, and we shall have to have 
roads for that, too, through country that will produce no immediate timber sale 
revenues. Similarly, hundreds of thousands of acres of old burns did restock 
and now support heavy stands of reproduction. Much of it is too thick and will 
require thinning and other cultural treatment—more roads. 

Another problem in this region is excessive populations of big-game animals 
in some major drainages. In such places game is so numerous as to Cause serious 
competition with domestic livestock for feed, to preclude the reestablishment of 
young trees, and to impair the water- and soil-holding capabilities of national- 
forest land. The best way of controlling numbers of big-game animals is through 
annual harvest by hunters, but without roads the hunters do not get their job 
done. 

In forests important for grazing, the time-honored custom is to trail shee} 
and cattle long distances to assigned grazing allotments. Livestock driveways 
have been installed to help confine the damage done by thousands of trampling 
hoofs. These have become sere spots on the range and at best represent an ur 
satisfactory practice. From the standpoint of the rancher, animal weights are 
adversely affected by long-distance trailing of animals to and from the grazin 
allotments. Again, roads are needed to supplant this archaic practice, to pro 
tect the resource and enhance the value of livestock operations. Forest officers 
and stockmen both need more and better access to range-land to install and main- 
tain improvements such as fencing and water developments, to observe conditions 
and trends of soil and foreign plants, and to administer grazing use 

To complete the general-purpose access situation and need, I should mentio: 
trails. There are more than 26,000 miles of trails in the region used for fire 
protection primarily. They are also used for recreation and general administra- 
tion. Many of these trails need betterment work. Also another 950 miles of new 
trails would help to break up some of the biggest and least accessible back- 
country areas. 

Now, if I may, I would like to bring all this down to what the region considers 
a realistic and thoroughly justifiable short-term program. Heretofore I have 
mentioned the long-term, ultimate needs for full use and development. Here is 
the short-term picture—the picture of the next 5 years if the national forests 
of region 1 are to keep up with the pace being set for them, and if they make 
the contribution they could and should to people, to local government. and the 
Federal Treasury. 
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REGION 1 TRANSPORTATION NEEDS FOR THE NEXT 5 YEARS 


Timber access roads 


Nineteen hundred miles of Government construction of important and difficult 
mainline roads. This to be supplemented by about 6,000 miles of purchaser-built 
logging roads. 

The roads proposed for Government construction will open up key working 
circles which are not now contributing their proportionate share to the region’s 
cut. They will permit the making of smaller sales which are within the means 
of the small and large operator alike. This road mileage will permit industry 
to have an opportunity to continue cutting at or near the present level in most 
areas. It will permit moving a larger part of the cut to the back country. It 
will encourage longer seasons of logging. It will permit a substantial volume 
to be salvaged that is now being lost. It will greatly increase the opportunity 
to nip in the bud outbreaks of insects and disease and thus reduce future timber 
losses. It will provide the basic means through which the timber cut and new 
timber-using industries can be steadily increased to that desirable level where 
the region’s timber resources can be fully used. 


General-pur pose roads 


Seventeen-hundred miles of Government construction to meet the most urgent 


needs for fire protection and recreation, grazing use, and for other national forest 
administration. 


Trails 


Two hundred and fifty miles of new trials and betterment of 900 miles of 
existing trails, for purposes mentioned above. 


“Without access roads the goods and services of the land cannot be available 
to people; nor can the land managers do an adequate job of protection and 


” 


care, 
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The region’s timber is inaccessible, at the higher elevations, 
far back from the face. 





“We have the timber here, plenty of it, to sustain an allowable cut two-thirds 
larger than it is at present. This is back-country timber, much of it in the 
smaller-size classes, suitable for pulp and other forest products. But it cannot 
move without roads.” 
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Unsalvaged blow-down timber adds to forest fuels and makes breeding places 
for tree-killing insects. From these breeding grounds insect epidemics spring 
to kill valuable mature timber. 
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ROADS 





“And in the meantime we are sustaining great losses owing to tree-killing insects, 
disease, and fire that we cannot prevent or salvage.” 
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“* * * The region has a long early day history of large fires * * *.” 


“* * * hundreds of thousands of acres of these old burns 
that did not restock * * *.” 


Roads are needed for the tree planting job. 


“With appropriated funds it will be possible to have a mainline system clear to 
the back end calculated to serve the needs of the resources and of the small as 
well as the large segments of the timber industry.” 
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& ee oe 
“Of course nearly any road we build for timber serves general needs, such as 


for fire protection, access for hunters and fishermen, grazing use, and national 
forest administration.” 





Mr. Tesse. I would like to call your attention to this chart. This 
represents a typical drainage in region 1. Typically these drainages 
are up to 50 miles in length, or even longer. This is on the scale of 
50 miles from the mouth to the headwaters. The drainage, the streams 
are shown in blue. 

Out there at the mouth of the canyon we have some flat land. We 
have cropland, perhaps, and sawmills. Some of these sawmills may 
have been installed initially to cut private timber but now they may be 
more or less dependent on Government timber, and so we have made 
sales in this area in the most accessible places and through timber 
sales contracts we have extended the roads up a small distance, It 
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will be a long time before sales made in this fashion will ever reach 
the back end, and meanwhile, we have areas back there urgently in 
need of treatment which cannot be given. 

For instance, there is a blow-down area that, we will say, occurred 
last year. Blown down timber must be salvaged promptly to make 
it a paying proposition. Within a matter of 2 or 3 months deteriora- 
tion begins to set in in the form of blue stain, which depresses the 
price of timber $2 or $3 a thousand. In the matter of a little longer 
while, these trees check and crack open and thus there is loss of volume 
as well as degrading. And in a few years, rot begins to set in and the 
sapwood goes bad and the whole tree then becomes uneconomical to 
operate. 

But never mind, we can’t reach it. It is way in the back country 
and we have to put up with that. 

Fire. The same things could be said about a 10-, or 15-, or 20-, or 
30-million-foot loss to fire. Prompt salvage needed but impossible. 

We have in the back country here some overmature timber. In- 
sects have attacked it, killed a lot of it. We need so ae badly to 
get in there, not only to salvage the losses in this instance, but to con- 
trol the attack, but it cannot be done. 

Surely we should get this road to the back end of the drainage, 
and the way we would do it, the only way available to us is to make 
a large timber sale in the back end. It takes a lot of timber to justify 
anybody putting out the money to build this road. But the mills 
out there may or may not be able to finance such a road or have the 
equipment for the engineering help needed for such a project. Or if 
one of them did have the means to do it, he would have the drainage 
practically tied up and it wouldn’t be available to the other mill, his 
neighbor down there who is working on a smaller basis. 

Now, the next chart shows how neatly this kind of problem can and 
should be solved. Gentlemen, this is the most difficult problem that 
we have. We wrestle with it every day of the year and we are not 
doing as good a job as we should be doing, or as we know how to do, 
because of the lack of access roads. 

Now, here is the same drainage, showing the kind of roads that we 
would install, timber-access roads, with Government-appropriated 
funds, shown in red here. We would have main line timber access 
clear to the back end of the main drainage and up several of the lesser 
side drainages. And so now with this kind of a road system, if we get 
a blow down, we have an access road in the neighborhood, and if you 
can distinguish the colors there, the roads shown in black off the end 
of the red roads represent roads such as would be built normally by 
the timber operator. 

Senator Gort. May I ask a question ? 

Mr. Tepse. Yes, sir. 

Senator Gore. Earlier in your testimony you pointed out the dif- 
ference that would result in the construction of these main-line roads 
by Government action on the one hand and timber contractor action 
on the other. 

Mr. Tepper. Yes. 

Senator Gore. If I understood your point, it was that if the Gov- 
ernment constructed the main-line roads, you would then be able to 
harvest a particular area 
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Mr. Tesse. When and where needed. 

Senator Gore. When it needed harvesting. 

Mr. Tesse. That is right. 

Senator Gore. Whereas, if you depended upon a private contrac- 
tor, he, without criticism to him, couldn’t afford to build a 50-mile 
road in order to harvest a blow-down area near the head of the 
watershed. 

Mr. Tressr. Precisely, that is the whole thing. 

Senator Gore. So you are saying in effect that for proper forest 
management, conservation of a natural resource, and the harvesting 
of a natural resource in an orderly way, it is necessary or advisable, 
in your opinion, for the main-line roads to be constructed by Govern- 
ment action. 

Mr. Trsse. | certainly do, Senator Gore. And when we do that, 
if we do it, there is still a tremendous job yet to be done by the pri- 
rate timber operators, and I was just coming to that. 

This drainage down here below the main one has a typical layout 
of roads needed to actually remove timber from the stump and get 
it on its way to market. The main-line red ones we would have 
built. The heavy black ones secondary roads, and the lesser ones tem- 
porary roads that are within the means of the timber operator to 
build and to doa good job of it. 

Senator Gore. In other words, you are telling us that even though 
the main-line roads are constructed with appropriated funds, there is 
still a need for, and a place for, timber contractor constructed roads. 

Mr. Teese. Very much so. 

Senator Gore. All right. 

Mr. Teper. Senator Gore, that brings me through the first half. 
If you would like me to stop there, I would be happy to. 

Senator Gore. Congressman Metcalf has a question first. 

Mr. Tren. I should not stop short of telling you that, in our es- 
timation, based on transportation plans we have for the national 
forest, we consider that we need within the next 5 years 1,900 miles 
of the kind of roads shown in red on this map. This is to be sup- 
plemented ultimately by perhaps 6,000 miles of the operator-built 
roads in addition to—now it is true that timber-access roads are use- 
ful and they do serve the requirements of other resources and uses. 
I mean for recreation and for grazing and for general administra 
tion. But obviously timber access roads serve the forest portions, 
forestry portions of the national forest and 2 good 40 percent of the 
national forest in this region is primarily ’ important for something 
other than timber, and so also in the 5-year program, in addition to 
this, we consider that we should have 1,700 miles of so-called gen 
eral purpose roads for grazing use, for recreation, for administration. 

Our rangers have land areas, ranger districts, aggregrating 500,000 
acres, and it is just physically impossible for them to go by foot 
and horseback effectively enough to know what is happening in their 
district and to give it management. 

Additionally, we have about 27,000 miles of trails in region 1, much 
of which is in need of reconstruction; and also we have vast areas that 
don’t have the benefit even of trails. And so the third need is for a 
modest mileage of trails. We say 900 miles in the next 5 years of re 
construction and new construction. 
Senator Gore. Congressman Metcalf / 
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Mr. Mercaur. Mr. 'Tebbe, will you tell us what the policy is, what 
happens to the main-line roads and what happens to those operator- 
built roads in black after they have served their first and primary 
function to harvest the timber resources ¢ 

Mr. Tepper. Yes. The roads shown in red there would be placed 
on the forest development road system. They would be maintained 
thereafter, the ones that were needed for use by the Forest Service. 
The ones shown in black, the maze of roads, the lesser roads there are 
not of sufficient standards to be usable for the next cut. In the mean- 
while they will have grown up with young trees. They will be put 
to sleep, so to speak, so ) that they won't become a hazard to loss of soil, 
stream pollution, they just go back into the forest. Do I answer your 
question ¢ 

Mr. Mercarr. So that you anticipate that roads that are built by 
direct appropriation, or that you suggest that are built by direct 
appropriation, are the ones that would be permanent roads for use for 
recreation, for hunters and fishermen, for other forest uses / 

Mr. Tresse. That is correct. 

Mr. Mercatr. Thank you, Mr. Chairman. 

Senator Gore. Thank you very much, Mr. Tebbe. That has been 
very interesting testimony. 

Mr. Don W ilson, followed by Mr. Delaney and Mr. Marlow. 


STATEMENT OF DONALD F. WILSON, MANAGER, CHAMBER OF 
COMMERCE, MISSOULA, MONT. 


Mr. Witson. Senator Gore, I happen to be the manager of the 
chamber of commerce here in Missoula, and we would like to extend 
a very warm welcome to you and the committee. We are extremel) 
sorry that you have announced that you will have to leave us so early. 
We would like to show youa little bit more about our community. 

Senator Gore, for the past 5 years I have been a legal resident of 
Missoula. For the 4 years previous to that I was a legal resident of 
Moscow, Idaho. As manager of the chamber of commerce of Missoula 
T have been directed and empowered to give the views of that organiza- 
tion concerning the problem of main access roads in connection with 
our national forests, In order to identify the organization which I 
represent, I would like to recall to you that the group was organized 
in 1887—from the bylaws—“to promote the economic, civic, and social 
welfare of the citizens of the city of Missoula and of the surrounding 
territory within the State of Montana and particularly within the 
communities and territory adjacent, tributary to, or that have business 
relations with the city of Missoula and in a general way to promote the 
welfare of the industries and the people of the State of Montana. 

At the present time the membership in this organization is composed 
of over 500 firms rather than individuals. In that our membership is 
by firm, rather than individuals, the actual membership of our group 
numbers in the thousands of individual businessmen. 

Missoula is the trade center for the communities of the Clarks Fork 
and Bitterroot River Valleys. Most of these communities are depend- 
ent to a large degree upon the use of timber from the national forest 
lands for the maintenance of their forest products industries. 'Their 
future is closely linked to what happens in the forests. 
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The interest of the Missoula Chamber of Commerce in the problem 
of access roads in the national forests grows out of its belief that the 
fuiure growth and welfare of the community will depend largely on 
the full development and management of the natural resources of this 
area. A very large part of the watershed, timber, forage, wildlife, 
mineral, and recreation resources of the area lie within the national 
forests. Lack of an adequate system of roads prevents their full use 
and management for the benefit of this community and the Nation 
as a whole. 

A road system adequate for the full development and use of all of 
these resources must be planned as a whole, considering the needs for 
all of them together rather than those of one resource alone. Only 
when such a road system is completely in place can the industrial, 
agricultural, and social benefits of the national forests be fully realized. 

Many miles of this needed road system can well be built by timber 
operators as part of the job of harvesting timber. These are the roads 
that reach large enough volumes of timber ready to harvest to make 
their cost per thousand board-feet in the first timber sale a reasonable 
operating cost. 

However, there are many miles of this badly needed road system 
that can best be built with Government funds. There are several 
reasons for this. 

Main roads often serve areas in which good forest management 
requires a succession of timber sales spread over a long period of time. 
The volume to be hauled over such a road in the first sale is often so 
small in relation to the cost of building the road that it is not economi- 
cally feasible for the first operator to build the road. The govern- 
ment can recover the cost from subsequent sales, but the operator can- 
not. To get such a road built by a timber sale operator would require 
adding enough timber to the first sale to bring the road cost per 
thousand board-feet cut within reasonable limits. This might require 
cutting unripe timber. It would certainly restrict the bidding to 
well-financed operators. Operators with less capital would be frozen 
out. 

Public travel for hunting, fishing, camping, or use of other resources 
requires many miles of roads to be built to higher standards than 
would be required for timber harvest alone. Development and pro- 
tection of other resources also affects road location, often increasing 
the cost above that of a road serving timber only. In such cases it is 
overall good business to build the road on the location and to the 
standard needed to serve all resources and uses. These roads are fre- 
quently too expensive for timber operators to build and must therefore 
be built with public funds. 

About half of the commercial forest land on the national forests 
near Missoula supports lodgepole pine. Much of it is overmature and 
stagnant. The quality and volume of the timber in these stands will 
support less road costs than much of the timber used in the past. Yet 
it 1s necessary to harvest the present stands and grow new and better 
ones. This kind of timber has increasing value as saw timber and in 
addition will provide opportunity for conversion to pulp and paper. 
Government-built main roads will be required to permit this material 
to move to the mills and to do the work needed to bring this land into 
full productivity. 
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The chamber of commerce believes that the development of the 
national forests of this area should proceed at a faster rate. Without 
main roads huge areas of overripe and deteriorating timber will con- 
tinue to go unused and wasted. With an adequate program of devel- 
opment, the full sustained yield of the forests can be unlocked and 
made available for use by our growing industries within a reasonable 
number of years. The sooner the main roads are built the sooner can 
this area grow to economic maturity and contribute its just share to 
the strength of the Nation. 

In order to testify to the gentlemen of the committee that the pres- 
ent and preceding officers, directors, and members of our organization 
have been interested and concerned themselves with the future of the 
timber products industry and their effects upon the economy of not 
only western Montana but our Nation as a whole, we would like to 
present for your consideration the following nine important facts con- 
cerning the national forest areas contiguous to and of interest to 
Missoula. 

1. Forest area: Includes contiguous parts of Bitterroot, Deerlodge, 
Helena, and the Lolo National Forests. 

In addition to almost 2 million acres of wilderness and other reserve 
areas which will not be logged, there are 3.3 million acres of national 
forest land available for commercial forest use. This 3,300,000 acres 
is a huge public property requiring development. 

2. Timber volumes: Timber stands in this area contain a total of 
111% billion board-feet of green saw timber (material over 11 inches 
diameter breast high) and 33 million cords of green cordwood (mate- 
rial between 5 inches and 11 inches diameter breast high). Converted 
to board-feet, the total timber stand included 221% billion board-feet. 

3. Allowable cut: The allowable cut for this area has been tenta- 
tively set at 170 million board-feet of saw timber and 188,000 cords 
of green cordwood per year or a total equivalent to 264 million board- 
feet. 

4. Actual cut: During fiscal year 1957, the total national forest cut 
from this area amounted to 110.7 million board-feet. During the 
past 5 years (fiscal years 1953-58), the cut has averaged 109.8 million. 
This represents over 100 percent increase since fiscal year 1947 when 
the cut was 50.7 million board-feet. Nearly all this cut was in saw 
timber. 

5. Lumber values: The free-on-board value of the lumber cut and 
processed from timber logged from these national forest areas in fiscal 
year 1957 was approximately $11 million. 

6. Industrial employment: A total of 3,600 people were employed 
during 1956 by the lumbering and woods industry in this area. In 
1952, a total of 2,870 people were employed by the industry. This is 
a 25 percent increase. In 1946, a total of 2,300 people were employed. 
In 10 years this indicates a growth of over 50 percent in the number 
of people employed by the lumbering and woods industry. 

7. Increase in national forest cut: The national forest timber cut 
during the past decade has increased from 50.7 million board-feet to 
about 110 million board-feet, an increase of 115 percent. 

8. Additional timber available: An additional 60 million board- 
feet per year of saw timber can be cut from green saw timber stands, 
and practically all the virtually unused 188,000 cords per year of green 
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cordwood from pole-sized stands can be utilized, if access is made 
available to the timber stands in need of cutting. Since the ponderosa 
pine and spruce timber types have been cut heavily during the past, 

any material increase in cut will have to come from the Douglas-fir, 
larch, and lodgepole timber types which comprise 75 percent of the 
total area. Lodegpole pine alone makes up nearly half the available 
commercial forest area. 

9. Road construction progress: Through the use of Federal funds, 
there have been built, during the past 5 years, 48 miles of main roads 
costing a little over a million dollars. In addition the timber opera- 
tors working under timber sale contracts constructed an additional 
350 miles of secondary and feeder roads, costing a little over $2 
million. Since it will take many hundreds of miles of main roads 
to open up the huge forest areas presently inadequately served by 
roads and will in addition require several thousand miles of roads 
to be constructed by timber sale purchasers, it is evident that a huge 
job remains to be done. Several times as much effort as in the past 
ought to be put into the job each year, else huge volumes of timber 
will continue to die and rot unused. 

Gentlemen, we trust that the views and expressions of our area 
will be given due consideration when formulating national policies 
as it affects our area. 

Thank you for this opportunity of appearing. 

Senator Gore. Thank you. Mr. Delaney. 


STATEMENT OF L. T. DELANEY, PRESIDENT, MISSOULA CHAMBER 
OF COMMERCE 


Mr. Devaney. Gentlemen, my name is L. T. Delaney; I have been 
a resident of Missoula all of my life. At the present time I am here 
representing the Chamber of Commerce of Missoula as its president. 

In the interest of saving time, which I can well understand, I 
would like to summarize very briefly the two basic points that are 
in the testimony which I have before me and a copy of which you 
do now have and which you undoubtedly will include in your ma- 
terial. And those simply are this: 

First of all, I think that most of the main points have been very 
well presented so far and very obviously in your week’s experience 
you have, as you say, come by a good deal of information which has 
pretty well convinced you of the value of this project. 

The two main points I would like to mention, as contained in this 
particular testimony, are that we feel in the Missoula area, being ad- 
jacent to it as we are, that the access to this glorious country by the 
people who own it—that is, the American public—is a very desirable 
thing. 

And, No. 2, that roads having been constructed and having 
been completed, the various revenues that would be derived from that 
activity would, to a large extent if not completely, for the most part 
pay for that activity. 

Thank you very kindly, Senator Gore. 








FEDERAL HIGHWAYS AND FOREST ROADS 


(The statement referred to is as follows:) 


TESTIMONY To BE PRESENTED ON BEHALF OF THE CILAMBER OF COMMERCE OF 
MISSOULA, MONT’. 


Gentlemen, my name is L. T. Delaney. I have been a resident of Missoula for 
inany years. At the present time 1 am the duly elected president of the Chamber 
of Commerce of Missoula. This organization, composed of over 500 business 
firms, feels duty bound to interest itself in the public affairs which affect the 
citizens of western Montana and the Pacific Northwest. Following this belief, 
the present officers and directors, as well as those businessmen who have 
preceded them, have consistently urged the completion of the highway between 
Lolo, Montana, and Lewiston, Idaho, which is commonly known as the Lolo 
Pass Road or the Lewis-Clark Highway. 

We could go into great lengths in giving you the past history of this potential 
route, but it is our belief that most of these facts were made known to you 
vesterday during the hearing in Lewiston, Idaho. 

We also feel that you have been made familiar with the savings in time and 
mileage when comparing this proposed route with existing east-west highways. 

In that we are residents of Montana, and that portion of the route lying 
within the boundaries of Montana has been completed in such a manner that 
it is presently usable as a good highway, it would be presumptuous upon our 
part to advocate the exact manner in which the remainder of the route should 
he completed since it does not lie in the State of Montana. 

However, we as “ground floor citizens” residing on the very edge of this route 
have had more firsthand knowledge of the requests being made by the American 
public at large than any other segment of our Nation. We, as an organization, 
iiaintain offices that have the past several years been consistently talking to 
over 10,000 tourists per year and we realize this is only a small percentage of 
American citizens vacationing through our area. In addition, practically all of 
our private businesses from time to time have tourist visitors to tell us of their 
desires. The past publicized history of Lewis and Clark, plus numerous magazine 
and newspaper articles, television, and theater films have built up an over- 
whelming desire on the part of the American tourist to visit that section of the 
country which would be made accessible by the Lewis-Clark Highway. 

It is our belief that since the unfinished and unreconstructed portions of this 
route lie wholly within United States owned lands, it is a proper function of 
the United States Government to construct this road so that the owners of the 
land—our United States citizens—can visit their own property. 

The United States Government has seen fit to interest itself in such projects as 
the St. Lawrence Seaway, with eventually resulting more equitable transporta- 
tion costs to the citizens in that area. Here in the Northwest, on a smaller scale, 
we have a similar problem. The time is not far away when barge transportation 
will be coming into Lewiston, Idaho. The completion of this road from the 
Dakotas and Montana to Lewiston will offer our area a more equitable trans 
portation position. We believe that the two projects are similar enough so that 
if the St. Lawrence project is considered a proper function of the Government, 
the Lewis-Clark Highway should be considered on an equal footing. 

We would like to recall to you that the last session of the Montana Legislature 
passed House Joint Memorial No. 16 which stated *“* * * 35th legislative session 
do respectfully and earnestly request the Congress of the United States to 
authorize and appropriate sufficient moneys to provide for the construction and 
completion of said unfinished link in said Lewis-Clark Highway at the earliest 
practicable date.” It is our belief that this memorial, authorized by the elected 
legislators of our State. and signed by our Governor, J. Hugo Aronson, should be 
given more consideration in the future than it has experienced in the past. 

A little over $6 million have been spent by the citizens of the United States 
through various allocations to construct this road to its present state. With the 
exception of the use of the finished portions of the road by some timber con- 
tractors and a minor number of more venturesome sightseers, this $6 million in- 
vestment lies dormant and unusable until the road is completed. If the citizens of 
the United States have seen fit to invest $6 million to gain access to this area, 
it would appear only reasonable that sufficient moneys should be expended so 
that the present investment would be usable. 
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Finally, it is our belief that it is within the province of the United States 
to expend public funds when it is obvious that by the expenditure of such funds 
the returns to the National Treasury will overshadow the original expenditure. 
The returns to the Government through such mediums as sale of presently 
deteriorating forest timber, additional gasoline taxes, and grazing land rentals 
will bring about this very situation. 

Gentlemen, the membership of our organization, along with the citizens of 
Montana, respectfully urge that you give due and favorable consideration to 
the early passage of appropriate legislation so that the completion of this im- 
portant highway link may be consummated at the earliest possible date. 

Thank you. 


Senator Gore. Thank you very much. The committee will next hear 
Mr. Jack Buchanan, to be followed by Mr. Marlow and Mr. Cross- 
white. If all three will come up we will save time. All right, Mr. 
Buchanan. 


STATEMENT OF JOHN F. BUCHANAN, WHITE SULPHUR 
SPRINGS, MONT. 


Mr. Bucnanan. Mr. Chairman and members of the committee : My 
name is John F. Buchanan and I reside at White Sulphur Springs, 


Mont. 


I have an 11-page statement here, which I am going to enter verbally 
less than two pages and file the statement for the record. 

Senator Gore. Thank you, sir. 

Mr. Bucuanan. At the present time I am the managing partner 
of Meagher County Land & Timber Co., which depends heavily for its 


log supply upon the national forests tributary to White Sulphur 
prings. 

Skipping much of what you undoubtedly have already heard in five 
different hearing days, I would like to go down to the bill itself, 
page 7 

(The witness read in part from his prepared statement, which is as 
follows :) 

STATEMENT OF JOHN F. BUCHANAN 


Mr. Chairman and members of the committee, my name is John F. Buchanan. 
I reside at White Sulphur Springs, Mont. 

Before doing anything else I want to express to you my very deep apprecia- 
tion for the time and thought you are devoting to the problem of access on the 
national forests. This is no small problem to me. I have lived with it all of 
my life. I say that advisedly. My father before me was in the timber busi- 
ness and my first memories go back to the days when I first played around his 
mill and later worked in it. During my adult life I have been in no other 
business. At the present time I am the managing partner of Meagher County 
Land & Timber Co., which depends heavily for its log supply upon the national 
forests tributary to White Sulphur Springs. 

Prior to coming to Montana I was in the timber business first in the State 
of Washington and then in the State of Oregon. In recent years I have been 
particularly concerned with the many problems that are faced by the Forest 
Service. It has seemed to me that a number of its most troublesome problems 
could be solved readily, indeed, the solutions would be almost self-executing, if 
the Forest Service were to have an adequate net of roads into its national forests. 

My views on this matter have been set forth at the hearings of other com- 
mittees. As a former officer of Western Forest Industries Association it was 
my privilege to testify regarding Federal timber sale policies at the joint hear- 
ings before a special committee on the legislative oversight function of the Sen- 
ate Committee on Interior and Insular Affairs and the Subcommittee on Public 
Works and Resources of the House Government Operations Committee in the 
84th Congress, Ist and 2d sessions. As I said there: 
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“The key to sustained yield forest management is long-term access to the 
forest lands. Clearly the Government must have such access. * * * Where new 
roads are needed to furnish the principal access to Federal timber, they should 
be built by the United States. The failure of the Forest Service to seek ade- 
quate appropriations for this purpose has directly led to its unhappy policy of 
arranging for operator construction of these principal roads in conjunction with 
timber sales. This has made for excessively large timber sales requiring such 
large initial payments for both timber and road construction as to preclude the 
ordinary operator even from competing for the timber involved. * * * To remedy 
the situation two things are needed. First, is appropriations. This requires in 
turn that the executive branch present adequate, thoughtful budgets to Con- 
gress. It requires, too, congressional action based on the understanding that 
money spent on these roads is a profitable investment which will be more than 
repaid out of the enhanced prices that the Government will receive for its timber 
from the competition that open access will make possible.” 

I do not want to take the time of this committee for detailed explanations 
of the reasons for my views. In Portland on December 11, this subcommittee 
heard the statement of Western Forest Industries Association. The association 
pointed out that for lack of an adequate net of roads on the national forests, 
great areas of Federal land are covered with decadent stands of old-growth 
timber. Every year that these stands remain unharvested, valuable wood 
products are lost through rot, decay, insects, disease, and weather. Trees that 
are not affected are putting on substantially no growth. A network of roads 
would permit these areas to be speedily opened and the decadent stands of 
timber to be removed and put into the economic stream of America. This would 
make room for a new vigorously growing timber crop that would be ready to 
serve future decades of the American economy. 

The association iikewise pointed out that practice of mortality harvesting 
is almost impossible unless there is an existing road net. In this fashion, in 
appropriate stands, trees which would be killed by nature during the growing 
process may be removed and their value recovered for the economy. Otherwise 
they are lost as more vigorous trees squeeze them out of existence. 

Similarly the association recounted, and I am certain that the committee 
must have heard it many times from other sources, the incredible waste which 
results from insects, disease, and fire in areas where roads do not exist. And 
in connection with fire I would emphasize that not only is a road essential in 
order to put men and equipment speedily upon a fire. The road is further 
necessary to permit a rapid harvesting of the values remaining in the burned 
timber. And in some species, this deterioration is so rapid that immeasurable 
values may be lost unless access roads are immediately present. 

I am sure the committee has also heard many times over that the existence 
of a network of principal access roads will enable the Forest Service to manage 
the Federal timber on the best possible basis. It will permit sales to be scattered 
along the various species required by the existing manufacturing plants and 
communities. It will enable the Forest Service in appropriate areas to spread 
its sales among winter and summer shows so that year-long employment may 
be encouraged. 

In short, it is my belief that the national forests ought to be managed at 
least at the same high level which is practiced on the best private forests in 
the West. Holders of large tracts of private forest lands have proved to them- 
selves, their stockholders, and the business community at large that adequate 
investment in road nets on large tracts of forest area are sound investments. 
By way of corollary, it is also evident from their practices that failure to con- 
struct the necessary access roads is less profitable and more wasteful of the 
valuable wood resource that so much of our western lands support. 

An example is the situation on the belt working circle of the Lewis and Clark 
National Forest where my company is currently commencing an operation. 
The Forest Service estimates that for proper initial development of this work- 
ing circle there ought to be 125 miles of new main-line road opened up within 
the next 5 years. As a very preliminary estimate the Forest Service believes 
that 50 miles of this road could logically be constructed by timber operators 
as an aspect of timber sales. This would cost timber operators about $500,000 
in working capital. True, in economic theory this expenditure would be recov- 
ered by the operator in due time out of the timber he harvests and ultimately 
manufactures and sells. But the amount of working capital required is burden- 
some to many operators and an absolute impossibility to others. 
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The remaining 75 miles of road needed to make the initial opening through 
this working circle would be built by the Forest Service out of appropriated 
funds. Yet, despite the obviously pressing needs of this undeveloped working 
circle, the Forest Service indicates that there are other working circles where 
the timber is even more decadent and where larger losses are being incurred 
annually from insects, disease, and overage. This, they advise me, is in areas 
where there are no timber access roads at all. As a result of a situation in 
which too little money must be spread over too great an area, the Forest Service 
believes that at the present level of appropriations it could not spend as much 
as $50,000 a year in access road construction on the belt working circle. At 
that rate, and assuming no changes in dollar values, costs, or wage levels, it 
would take 25 or 80 years to complete the initial principal road. Good forestry 
would require this road in the next 5 years. I emphasize that these are esti 
mates made by the Forest Service and that, like any other estimates, they have 
their frailties. They are cited to this committee only for the purpose of indi 
eating to you the nature of the problem we encounter. 

As I have said, I have been around lumber mills and forests all of my life. 
Within the past 2 or 3 years I have flown over vast areas of eastern Montana 
national forests. I have examined them carefully. Even to my eye, and I an 
not a professional forester, the amount of waste is incredible. Perhaps the 
Forest Service will be able to estimate it for you. Certainly I cannot do so. 
I only know that what I have seen appalls me. And there will be no end to 
this annual squandering of our natural resource unless and until an adequate 
access road net is constructed into these national forests. 

The bill introduced by Senators Murray, Mansfield, Morse, Neuberger, Mag 
nuson, and Jackson, 8S. 1136, will do much to help the situation, if it is followed 
by adequate appropriations up to the newly authorized levels. I am told, how 
ever, that at the present time approximately 10 or 11 million dollars of the 
amount annually available to the Forest Service for the construction of timber- 
access roads is actually spent on maintenance. As the road net grows in size 
and use, the maintenance bill will become increasingly larger. As the mainte 
nance item becomes larger, the amount available for expansion of the road net 
works necessarily diminishes. In this situation, the committee may want tu 
consider what appears to be a budgetary confusion between operating expenses 
and capital investments. Certainly, the maintenance must be performed. But 
it seems to me that it should properly come out of the appropriations made avail 
able to the Forest Service for timber management and recreation. My lawyers 
tell me that the authorizing statutes for such expenditures would permit the 
necessary funds for maintenance to be appropriated annually without crippling 
either the very desirable recreation program of the Forest Service or its timber- 
management operations. If this were done, then substantially the entire amount 
which Congress believes it is appropriating for construction and extension of 
access roads would actually be expended for that purpose. 

I am informed that Western Forest Industries Association has already dis- 
cussed with you the matter of the public hearings under section 2 (b) of the 
bill. Their views reflect my own. As a member of the association and its im- 
mediate past president, I add my voice to their request that in each region of 
the Forest Service there be an annual conference at which the Forest Service 
will discuss its total road program for the region, hear from interested operators 
and affected communities, and generally engage in an open explanation and dis- 
cussion of its programs and plans and the reasons therefore. 

Section 2 (f) authorizes the Secretary of Agriculture to grant easements. 
leases, or permit agreements for definite periods to owners of private property 
in the vicinity of national forests for rights-of-way for roads and bridges across 
the national forests. There is no objection to this as far as it goes. But I am 
sure that the Forest Service will be able to recount for you any number of cases 
where, because national-forest lands are intermingled with those of private per- 
sons, the Forest Service feels required to grant access rights across the national- 
forest lands while at the same time it is unable to obtain rights to cross the 
intermingled private lands. 

In effect the Forest Service says to the private landowner that he may cross 
the adjacent national-forest lands at the same time that such private landowner 
refuses to allow the Forest Service to cross his lands and thereby blocks the 
Forest Service from access to national-forest timber. This has always seemed to 
me a strange method of operating. Where my company owns or controls lands 
within or adjacent to the national forests, we would net think of asking for 
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further access across national-forest lands without offering to the Forest Service 
the access it believes it needs over our lands. This is an approach which un- 
happily is not taken by some owners of commercial-timber land. Rather, they 
bottle up the national-forest timber until such time as they are ready to permit 
it to be cut. This, in essence, transfers the management of such national-forest 
land out of the hands of the Forest Service and into the hands of private persons. 
To me this does not seem a desirable situation. Perhaps it could be rectified by 
adding to section 2 (f) a provision stating that the granting to private persons 
of access across national-forest lands for the transportation of private timber 
is not mandatory but rests in the discretion of the Secretary of Agriculture. In 
the absence of such a provision, the employees of the Forest Service have no real 
bargaining power to exercise in their effort to obtain access across intermingled 
private lands. Theoretically, the Forest Service has the right of eminent domain. 
Sut this isa right which the Forest Service has exercised only in the most sparing 
fashion. And the need for such litigation would be diminished if other forms of 
bargaining power, as I have suggested, were available to the Forest Service. 

Eastern Montana is arriving at a stage of development where its vast timber 
resource may make an important contribution to the diversification and growth 
of the economy. The National Government owns vast stands of this timber. So 
long at the National Government retains the ownership of this timber, as | 
believe it certainly ought to, it has a deep, moral responsibility to this com- 
munity to see that this resource is wisely used. It has an obligation to this 
comunity and to the rest of the Nation to minimize the waste of this resource. 
And the logical first step in the direction of the fruitful development of this 
natural resource is the construction of the permanent road network which is 
absolutely essential to sustained yield forestry and prudent use of our national 
forests. 

Senator Gore. I think you have made a very good point there, cer- 
tainly one that is worthy of consideration, and we surely will consider 
unending the bill. 

Now, I know that Senators Murray, Mansfield, Morse and Neu- 
berger, and Magnuson and Jackson, will welcome suggestions for im- 
provement of the bill. In fact, both Senator Magnuson and Senator 
Neuberger were present at 2 days of the hearing, and they welcomed 
other suggestions on their behalf; and, on my own behalf as chairman 
of the subcommittee, I welcome this suggestion. We will surely con- 
sider amending the bill so that the Forest Service will be able to get 
access. 

I don’t see that it is a sound proposition for the Forest Service to 
give access across public lands and then have access to the public and to 
the Forest Service itself denied by the very beneficiary of the access 
that has been granted by the Forest Service. There should be some 
reciprocity in this business. 

Mr. Bucuanan. Well, in many cases, Senator—-I am more familiar, 
frankly, with region 6 than I am region 1, because I am, frankly, a 
newcomer to Montana. But we have some problems of access, particu- 
larly on intermingled lands, where the Forest Service has been blocked 
for many years In obtaining access to its own timber while at the 
same time under the homesteaders law, they have felt that they had to 
give access to the private landowners and had no means of obtaining 
reciprocal access for themselves. And it certainly seems to me that 
a citizen should be willing to give his Government what it asks from 
the Government. If the citizen wants access from the Forest Service 
or any public lands, then it seems to me he should equally give access 
over his own land, and the case, as I understand it, that 1s not true 
today. 

I am going to refer to the Gifford Pinchot Forest. Prior to the 
(hermes infestation, the Forest Service had negotiated for 3 or 4 
years in region 6 to obtain an access, but the private landowners would 
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blow hot and cold on access. Now, due to a major tragedy to that 
forest, access has been obtained, but it took that major tragedy of a 
terrific infestation to work out an access problem. 

I am familiar with a forest just adjacent to Mount Rainier, where 
I lived for years, and I know of one operator who has intermingled 
land who has been playing fast and loose with access for some 15 
years where the Forest Service has not obtained adequate access to 
their own timber. 

So we suggest that amendment. Where our own company owns or 
controls lands within and adjacent to the national forest, we wouldn’t 
think of requests for access, further access, without offering access, 
but this approach isn’t necessarily taken by all private landowners. 

Senator Gore. Let me say this: It seems to me that if an access 
road over private property is to become a part of a permanent public 
road, an access road network, then it might be proper for compensa- 
tion, adequate compensation, to be considered. If access through 
Government land received by owners of property can be me: asured 
against the value of the access across his own property, then some ad- 
justment can be made. 

I am a small landowner myself, and I don’t want the Government 
plowing a right-of-way across my land without giving consideration 
to my rights, and I would feel the same way about ‘the owner of timber- 
land here in the West. But there is something to be said for a measure- 
ment of the respective values involved and an offsetting of one by the 
other. The committee has jurisdiction over this and appreciates your 
bringing this point to our attention, and it will be considered. Thank 
you very much, Mr. Buchanan. 

Mr. Marlow. 

Mr. Mercatr. Senator Gore, Mr. Marlow has asked to appear but 
he hasn’t, he apparently hasn’t appeared, but the Montana Contractors 
Association have an important contribution to this hearing, and I am 
going to ask that they be permitted to file a statement for the record 
that I will supply to you subsequently. 

Senator Gore. That will be printed in the record. And I have a 
letter from the Mineral County Chamber of Commerce in which they 
express opposition to the construction of the Lewis and Clark High- 
way and ask that it be made a part of the record, and it will be so 
done. 

(The statement and the letter referred to are as follows:) 





STATEMENT OF JACK MARLOW, SECRETARY-MANAGER, MONTANA CONTRACTORS’ 
ASSOCIATION 


Senator Gore and members of the committee, my name is Jack Marlow. I 
am secretary-manager of the Montana Contractors’ Association, a chapter of the 
Associated General Contractors of America. Our organization is comprised of 
60 general contracting firms, engaged exclusively in the heavy and highway con- 
struction business throughout the State of Montana. We appear here today 
in support of Senate bill 1136. 

Our reasons for supporting this measure are many. However, we will state 
as briefly as possible herein some pertinent facts which we feel will be of value 
to your committee. 

1. The public interest can best be served by open, competitive bidding, as 
provided for in the Federal Highway Act referred to in the bill. This is a 
proven method for obtaining economical construction, completed to specifications 
and on time, which method is used by all governmental agencies. 
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2. At this time, contractors are in position to immediately undertake a large 


amount of construction, inasmuch as advance preparations were made right 
after passage of the Federal Highway Act of 1956 to tackle a greatly expanded 
highway program. These preparations included purchase of new equipment, and 
employment of additional technical and supervisory personnel. Unfortunately, 
this program has not developed in Montana as rapidly as it was expected, due to 
various reasons which I will not go into here. Consequently, all highway and 
road contractors are adequately prepared now, with machinery and equipment, 
experience, and excellent personnel and labor forces to construct the urgently 
needed forest access roads. I would like to point out here that for the past 10 
years or more, our association and the various labor unions furnishing employees 
on road construction in Montana have developed labor agreements or contracts 
which are mutually satisfactory and beneficial, evidencing a cooperative effort 
unusual in most other States. 

3. We would like to call your attention to previous forest access road con- 
struction completed in record time by our contractor members. In 19538 the 
Congress found it necessary to make an emergency appropriation to combat 4% 
spruce-bark-beetle epidemic in western Montana forests. Time was of the 
essence, as large areas were threatened by this insect, which cannot be controlled 
by aerial spraying methods. Roads had to be constructed immediately into the 
infected timber. This work was accomplished by our general road contractors, 
who were invited to bid, in some cases on an equipment rental basis, and also on 
lump sum. A review of the bids received will show a good number of interested 
bidders on each project advertised, further assurance that the public interest 
was being economically served. My point here is that an emergency was met, 
the roads completed on schedule, and most important, these roads are still in 
serviceable condition, as contrasted to roads built by logging contractors to lesser 
specifications. 

!. We have brought out in this statement the advantages of competitive bid- 
ding as it applies to road construction. However, this method is applicable as 
well to bids submitted for stumpage sales. Under the present system, wherein 
the logging contractor is required to construct access roads as part of his bid, 
the smaller logging contractor is in most cases precluded from bidding due to 
lack of expensive roadbuilding equipment, or qualified personnel to undertake 
this type of work. There is no doubt that competition in bidding on timber 
sales would be enhanced if these smaller logging contractors were encouraged 
to bid by being relieved of the access road construction feature. 

>. The advantage of advance access road construction, prior to accepting tim- 
ber sale bids are obvious. Definite economies can be effected by pursuing a road 
contract to completion in one continuous operation, rather than on the piecemeal, 
hit-and-miss method presently practiced by logging contractors, completing small 
sections of roadway as the need arises. A most important fact which cannot 
be overlooked is fire protection. Any investment made now in adequate forest 
access roads could conceivably be returned many times over should we lose 
valuable timber by inability to reach a serious fire, or by inability to detect an 
insect infestation in time. 

In conclusion, may we state that we are in the road-construction business: 
that we are equipped with the necessary experience, machinery, and manpower 
to carry out the program of forest-access-road construction as outlined in S. 


1136. May I take this means of thanking the committee for the opportunity of 
appearing before you today. 


MINERAL CoUNTY CHAMBER OF COMMERCE, 


Superior, Mont., December 12, 1957. 
Hon. SENATOR GoRE, 


Roads Subcommittee, Senate Committee on Public Works, 
Missoula, Mont. 


DEAR SENATOR GORE: The Mineral County Chamber of Commerce vigorously 
opposes the resolution adopted by the Montana Chamber of Commerce at the 
State chamber convention last October concerning the completion of the Lewis 
and Clark Highway through northern Idaho. 

We cannot see how the Montana chamber can conscientiously support this 
resolution inasmuch as completion of said highway will result in tourist trade 
bypassing a large section of western Montana. We all realize the value of 
tourist trade to the State of Montana and the effort that has been exerted to 
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develop this industry. Why support this project when it can only result in a 
loss of revenue to the State of Montana. 

Further, knowing very well the pitiful condition of the present highways in the 
States of Montana and Idaho and the cost of maintenance on the present roads, 
how can the Montana chamber go on record as being in favor of bringing into 


ag additional highways resulting in additional maintenance costs to our 
tate. 


Therefore, the following motion was made, seconded, and passed, at the Mineral 
County Chamber of Commerce meeting of December 11, 1957: 

“I hereby move that the Mineral County Chamber of Commerce go on record 
opposing the resolution of the Montana Chamber of Commerce concerning the 
completion of the Lewis and Clark highway, inasmuch as said road will cause 
tourist trade to bypass western Montana and will further result in a road 
maintenance burden upon the State of Montana.” 

Yours truly, 
LAURENCE B. ForsEtH, Secretary. 


Senator Gore. Mr. Crosswhite, to be followed by Mr. Weller and 
Mr. Johnson. Mr. Crosswhite. 


STATEMENT OF JOE CROSSWHITE, BUSINESS REPRESENTATIVE, 
INTERNATIONAL UNION OF OPERATING ENGINEERS LOCAL 371, 
KALISPELL, MONT. 


Mr. Crosswuire. Mr. Chairman, Senator Albert Gore and com- 
mittee, and ladies and gentlemen: My name is Joe Crosswhite of 
Kalispell, Mont. I am business representative for the International 
Union of Operating Engineers Local 371, which covers all of western 
Montana. I am appearing here today in regard to the forest access 
roads in Federal forests of western Montana. 

I appear in support of Senate bill 1136 by Senators Murray and 
Mansfield of Montana, Magnuson and Jackson of Washington, and 
Morse and Neuberger of Oregon, which has for its purpose more eco- 
nomical and improved timber access road construction. 

First, I want to state the majority of our membership is eee 
of operators of heavy, dirt moving equipment, who derive their liveli- 
hood solely from the construction of roads and highways in our area. 
As you know, the present system of forest roadbuilding consists mainly 
of the access road being included in the stumpage bid sale submitted 
by the logging contractor with the highest bid for the timber in a 
specified area. In this bid the logger must build a certain number of 
miles of main access road in the area. There are several very bad 
defects in this system; I will attempt to bring a few to your attention. 

The first objection that I have,.Senator, is that a very large con- 
tractor is the only one that can build roads in certain areas where 
there are large timber cuts and quite a few miles of road to be built, 
because a small operator hasn’t got the road machinery or the capital 
to go ahead with it. 

Senator Gore. All right. You make the first point that the small 
operator cannot fairly compete under the present system. 

Mr. Crosswuite. That is right. 

Senator Gorr. And secondly, you make the point, which has already 
been emphasized by the Forest Service, that by this system of con- 
tracting, construction of forest roads, only certain stretches, and may- 
be not the proper stretches, are constructed. 

Mr. Crosswuite. True. 

Senator Gore. Now, you give a third reason. 
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Mr. CrosswuiTe. The third reason, Senator, would be ordinarily 
at present no reflection on the large contractor, but if he has a 2-year 
time limit to cut a certain particular area, say there is a 10- or 12-mile 
road in that area, he will only naturally have the tendency to build the 
road just far enough ahead so he has access to the timber to be cut. 
Naturally, you have a road engineer survey crew and so forth that 
is on duty a for the 2-year limit of the cut to maybe put in 8 or 10 
miles of road and that road is put in piecemeal, and there is a fast 
deterioration on it. 

Senator Gore. Then you give three advantages of the roads being 
constructed by appropriated funds. 

Mr. Crosswuite. Yes. 


Senator Gore. That is a very good statement and I thank you ever 
so much. 


(The prepared statement of Mr. Crosswhite is as follows :) 


Chairman Senator Albert Gore and committee, my name is Joe Crosswhite, 
of Kalispell, Mont., I am business representative for the International Union of 
Operating Engineers Local 371, which covers all of western Montana. I am 
appearing here today in regard to the forest access roads in Federal forests of 
western Montana. 

I appear in support of Senate bill 1136 by Senators Murray and Mansfield of 
Montana, Magnuson and Jackson of Washington, and Moore and Neuberger of 
Oregon, which has for its puropse more economical and improved timber-access- 
road construction. 

First, I want to state the majority of our membership is comprised of opera- 
tors of heavy, dirt-moving equipment, who derive their livelihood solely from 
the construction of roads and highways in our area. As you know the present 
system of forest roadbuilding consists mainly of the access road being included 
in the stumpage bid sale submitted by the logging contractor with the highest bid 
for the timber in a specified area. In this bid the logger must build a certain 
number of miles of main access road in the area. There are several very bad 
defects in this system; I will attempt to bring a few to your attention. 

First, under this system, only the very large logging contractor can bid this 
stumpage, due to the fact that part of this road must be built before there is 
access to the timber to be cut. Consequently the smaller logging operator does 
not have the necessary capital to carry him and meet his operating expenses 
while he is preparing the necessary roads into the area to start his logging 
operations. 

Therefore he is unable to bid on the timber involved, and naturally bidding 
has narrowed down to a few large logging concerns eligible to bid these jobs. 
Secondly, the logging contractor, large or small, under this system of road con- 
struction, has the tendency to build a short stretch of the required road just 
ahead of his timber operations. He may take his heavy equipment from logging 
operations for short intervals to roadbuilding operations, then back to logging. 
If the logger has an estimate of 2 years for cutting a defined area and in his 
timber bid there is a required 12-mile access road, it will take 2 years piecemeal 
to build this road. Under these conditions, a forest road engineer and his survey 
party must remain on the project for the full 2 years, causing unlimited added 
expense to the construction of said roadway. 

My third reason why this system is not practical is although a logging con- 
tractor is a very large operator, he still does not have the necessary roadbuild- 
ing equipment or the know-how of roadbuilding contractors who employ experi- 
enced roadbuilding crews. Roadbuilding contractors have the proper earth- 
moving equipment, also rollers, packers, water-tank truck, and so forth to meet 
the specifications of compaction and moisture content of the material involved 
on the particular stretch of road. Loggers doing piecemeal work on these roads 
are only concerned with getting the timber they have purchased, cut, and hauled 
out of the area. If under a different system, these roads would be advertised 
and let on competetive bidding, the contractor and his crew who earn their live- 
lihood in this manner, would receive the job, and build the access road before 
the timber sale and build it as the engineer specifications call for and as soon 
as possible, before the cutting was ever undertaken. 
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Now, gentlemen, it is my desire that you give fair consideration to a change 
in this system in which the Federal Forest Service would build these access 
roads before the date of timber sale. I will attempt to bring out the advan- 
tages of this type of system. 

First, looking at roads from a conservation standpoint, compare a stretch of 
road built by roadbuilding contractors with a road built by logging grms. Loggers 
do not attempt to keep a smooth back slope on cuts or fills, nor are they very 
concerned, if not watched, on how culverts are installed to take care of excess 
water runoff during these seasons. Compaction is not sufficient on fills; all 
this leads to a fast breakup of this road—as you know, erosion is one of our 
worst enemies. These poorly constructed roads in a matter of a very short 
time, due to the weather elements, have deteriorated to a state where they are 
not usable. Whereas, roadbuilding contractors, due to efficient crews and proper 
roadbuilding equipment, and their own know-how, remedy these downfalls, with 
the practice of sustained yield, now practiced, these roads would be serviceable 
for many, many years in the care of this cutover land in raising the new timber 
crop for the future. 

Second, if these access roads were built by the proper contractors, and only 
roadbuilding contractors would bid on these projects, a road would be built 
much more economically for the Federal Government, due to the earlier com- 
pletion date, the joint survey parties could be transferred elsewhere. The mod- 
ern and proper earthmoving equipment operated by these contractors could move 
the dirt for less cost per yard than loggers can move it and, as I stated before, 
a road would be constructed that would be a permanent asset to our national 
forests. 

Third, and a very important advantage of this system would be if the access 
roads were built first, then the large or small logging contractor could and 
would bid on these timber sales for the simple reason that upon submitting the 
highest bid he could immediately start cutting his timber and get immediate 
revenue from his operations; consequently the field of capable bidders for said 
timber would be greatly enlarged, making more competitive bidding and would 
result in higher prices received by the Federal Government for one of our most 
cherished resources of our western country. 

Fourth, with proper engineering and roads constructed to last indefinitely, it 
would be one of our greatest assets as far as recreational values are concerned. 
Our Federal forests should be looked upon also as parks, where our people 
can forever enjoy the recreation that only our timberlands can give in the way 
of hunting, fishing, and camping. 

Fifth, looking at the picture from the operating engineers’ viewpoint, road- 
building is our livelihood. If there are roads to be constructed in this great 
country of ours we want to build them. Gentlemen of this committee, I want 
to ask you one question: If the Federal Government wanted bids on a new 
missile or the building of a large steel bridge, would they not invite builders 
of missiles to enter that field and steel erection contractors to bid on bridges? 
By the same token, if roads are to be built, roadbuilding firms should have 
the opportunity to bid them. 

In closing, I ask the chairman and his committee to give fair and sincere 
consideration the statements I have made here today. There is no doubt 
in my mind that the economy of an area such as western Montana where 
timber is one of our greatest industries and resources would be greatly im- 
proved by all forest access roads being built before timber is up for sale, and 
these roads let on competitive bidding. Therefore let logging contractors do the 
logging and roadbuilding contractors do the roadbuilding. 

Sincerely submitted. 


Jor CROSSWHITE, 
Business Representative, IUOEF Local 371. 


Senator Gore. Mr. Weller. 


STATEMENT OF ROBERT C. WELLER, EXECUTIVE SECRETARY, 
MONTANA DISTRICT COUNCIL, LUMBER AND SAWMILL WORKERS 


Mr. Wetter. Senator, I take it for granted you are as far ahead 
of me in my statment as you were with some of the other witnesses. 
Senator Gore. Well, I just got yours. 
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Mr. Wetter. Mine, of course, would contain quite a bit of repe- 
titious matter. Therefore, I will leave it up to you to read and try 
to help expedite your hearing. 

I would like to point out one thing that other briefs may not con- 
tain, and that is that in the Flathead National Forest there is an 
example of two roads that were built with directly appropriated funds; 
one 6-mile road cost $51,000. 

Senator Gore. Was that built by contractor? 

Mr. Wetter. Yes, sir. 

Senator Gorg. All right. 

Mr. Wetter. Directly appropriated. And on that road there have 
been 14 individual timber sales totaling 44.6 million board-feet. 
Thirty million feet still remain to be cut on a sustained yield basis. 
Now, there is an example where the road was put through the forest 
and then logging from the back side, or the front side, or wherever 
it was best to log instead of logging off the face and taking the road 
back as you log. 

The interesting thing about this example is that those 14 individual 
timber sales averaged only 3.2 million board-feet per sale. That in- 
dicates the availability of timber to large and smal] operators alike 
and therefore competition in competing to the best interest of the 

ublic. 

° The second example, the road that cost $200,000: from that area 
31.3 million board-feet have been taken in 24 individual sales, an 
average of 1.3 million feet per sale, again indicates sales within the 
means of even the smallest operator desiring to bid. Along this road 
there still remain an estimated 75 million feet of mature timber. An- 
other example of the road having been put through so that the timber 
can be harvested to suit the best interests of the industry and of the 
Forest Service and of the people at large. 

Senator, I will cut my statement brief with that. I would like 
to point out that I have been asked and Senator Neuberger’s office 
has been informed that I also represent the Western Council of Lum- 
ber and Sawmill Workers and I have a representative of our organ- 
ization from Lincoln County. He has a very short statement. I hope 
you will find time to use him because his statement is based on their 
experience in the Kootenai National Forest. 

Senator Gore. I will review the entire printed record when it is 
printed. I have read your statement; it is very good and I thank 
you very much. 

Mr. Wetier. Thank you. 

(The statement referred to is as follows :) 


STATEMENT OF Mr. Rosert C. WELLER, MONTANA DistTRIicT CouNcIL, LUMBER 


AND SAWMILL WORKERS’ UNIONS, UNITED BROTHERHOOD OF CARPENTERS AND 
JorINeRS oF AMERICA, AFL-CIO 


Honorable Chairman and members of the committee, my name is Robert C. 
Weller. My address is Post Office Box 201, Kalispell, Mont. I am executive 
secretary of the Montana District Council of Lumber & Sawmill Workers’ 
Unions of the United Brotherhood of Carpenters & Joiners of America. Our 
eouncil represents 18 constituent local unions located in Montana, which in 
turn represent employees of the logging, lumbering, and related industries 
throughout Montana. 

We appear in support of Senate bill 1136 by Senators Murray and Mansfield, 
of Montana; Magnuson and Jackson, of Washington; and Morse and Neuberger, 
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of Oregon, which has for its purpose expanding and expediting timber access 
road construction. 

Our union is an “industrial” type union operating in the lumber industry, as 
opposed to the “craft” type unions operating in the building and construction 
industry. 

As an industrial union, we exercise jurisdiction over all types of work per- 
formed by the employees of employers with whom we have bargaining con- 
tracts, including logging road construction, and without regard for craft dis- 
tinction among our members. 

Therefore, we could be expected to prefer and support the present system 
of timber access roads being built by the timber purchasers who are employers 
of our members. 

We have, instead, come to the conclusion that-the best interests of the lumber 
industry and its employees, as well as the conservation and better utilization of 
forest resources, will better be served by the building of main timber access roads 
by the Bureau of Public Roads, or the United States Forest Service, with funds 
directly appropriated by the Congress for that purpose; and with the construc- 
tion contracts let to experienced bona fide, and properly equipped roadbuilding 
contractors. (This bears in mind that lumber manufacturers or logging con- 
tractors with equipment appropriate for road and highway construction could 
enter into the bidding for such contracts, provided, however, such contracts 
should not be limited to, nor contingent upon, the location of timber or amount 
of timber to be utilized by such a concern. ) 

The present and past practice of roads being built by the timber purchaser and 
only into the timber to be utilized, has led in many cases to no access road at all 
but only a road over which the utilized timber has been transported, leaving the 
remainder of the forest with no access road for logging activity, fire control, pest 
and disease control, or general utilization by the public that owns the land and 
pays for the road through a slash in the price the public’s timber brings. 

It has led also to a lack of competition in bidding on public timber, and con- 
sequent lower prices for public timber, because many logging and lumbering 
concerns, though qualified and properly equipped for logging, are not equipped 
or financed for the building of heavy-duty access roads. 

This in turn has led, in times of national emergency or acute timber shortage, 
to logging “off the face” of valuable public timber stands while equally valuable 
timber stands farther back were left overripe and in danger of being lost entirely. 

An example of this lies in the 1953 spruce-bark beetle epidemic. One national 
forest in Montana (Flathead) received $2 million in emergency appropriations 
from the Congress to construct and reconstruct roads necessary to salvage 
already infected spruce timber and prevent the spread of the infection. During 
the period 1953 to 1957 250 million feet of spruce timber was dumped on the 
market to prevent its total loss. Here was $2 million spent to salvage ruined 
timber and stop the spruce-bark beetle. The same road for which it was spent 
could earlier have stopped the beetle and saved most of the timber. 

Obviously much of this timber was sold at a greatly sacrificed price in order to 
salvage some of its value and halt the spruce infection. This emergency pricing 
and the need for disposing of the infected timber, fostered an expansion of headrig 
capacity which now cannot be supported by either timber resources or lumber 
demand. Presently we have a very high ratio of unemployment in the Montana 
lumber industry much of which is traceable to overproduction stimulated by the 
emergency created by the spruce-bark beetle. 

During this emergency, sales of other species were necessarily limited and 
access roads to other species limited in proportion to the sales. There was no 
other way to save the spruce. Small areas were sprayed effectively, but the cost 
was excessive for lack of access roads. 

Had this $2 million been spent in advance, for planned roads through the 
forests as we are now recommending, much of this 250 million feet of Engleman 
spruce would still be standing; the infection would have been controlled without 
emergency logging; sales of other species could have been made in proportion to 
their maturity and the need for harvest regardless of location. There would 
have been, in turn, more stability for the Montana lumber industry; less headrig 
capacity that cannot now be utilized; and less unemployment than that which 
resulted from the boom-and-bust harvest of the infected spruce. 

The transportation plan of the Flathead National Forest indicates the need 
for 700 miles of permanent-type access roads at a cost estimated at $15 million 
over a 10-year period. This would mean $1\% million per year for planned, con- 
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structed-in-advance roads that would protect the timber from fire and pests; 
permit quick salvage of fire and pest damaged timber; allow marketing of 
timber on a sensible, sustained-yield basis as opposed to the sum of $2 million 
spent to salvage timber already ruined for lack of access roads. 

The Flathead National Forest estimates that their transportation plan would 
result in a sustained-yield cut of 80 million feet per year from the approximately 
1 million acres of timber under its jurisdiction exclusive of wilderness areas. 
The harvest of 80 million feet per year of public timber planned according to 
its maturity and sold at the true value access roads would bring it to, is cer- 
tainly an attractive prospect contrasted to the 250 million feet of Engleman 
spruce sacrificed in price along with the emergency expenditure of $2 million in 
roads to harvest it over a 3-year period. 

Contrasting emergency appropriated funds for salvage road purposes as 
against funds appropriated for advance road construction, we find a very 
excellent example in the same Flathead National Forest. This forest has 
constructed two access roads with appropriated funds in advance of timber sales. 

One road 6 miles in length cost $51,000. Along this road there has been 14 
individual timber sales totaling 44.6 million board-feet cut on a sustained- 
yield basis. Thirty million feet still remain to be cut on a sustained-yield basis. 

The fact that there were 14 individual sales averaging only 3.2 million feet 
per sale, indicates availability of the timber to large and small operators alike 
and, therefore, competition in the bidding. The value of the remaining 30 
million feet at present valuations with free competitive bidding is many times 
over the original cost of the road. This road is in the Emery Creek drainage 
in a previously inaccessible area where most of the purchasers could not have 
considered bidding on the timber had there been no access road. 

The second road in another area cost approximately $200,000. From that 
area has been sold 31.3 million board-feet in 24 individual sales, an average of 
1.3 million feet per sale; again indicating sales within the means of even the 
smallest operator desiring to bid. Along this road still remains an estimated 
75 million feet of mature timber. This road actually consists of two roads in 
the Martin and Good Creek drainages. 

(While the Flathead National Forest is used as an example here, the ex- 
ample itself will apply to every national forest in Montana and throughout the 
western States generally. ) 

Several inaccessible areas of the Flathead Forest are urgently in need of roads 
now. These areas include about % billion feet of merchantable timber; much 
of which should be harvested. Road construction by timber purchasers into these 
areas is considered too costly for most lumbering operators in the area served 
by this forest. To get the roads constructed by a single large purchaser, or 
combination of purchasers, would amount to a virtual monopoly over the com- 
bined areas with no competition in the bidding and little control over logging 
practices and timing of road construction and timber utilization. 

If these areas are developed by appropriated funds, results similar to the 
two examples previously referred to would be obtained, providing competition 
in the bidding; insect control; salvage of damaged timber; removal of old- 
growth decadent stands; providing of winter and summer logging chances to 
stabilize year-around employment; sales of timber in amounts permitting small 
operators to compete; and control over the roads by the Federal Forest Service 
to best suit the needs of the public that owns the timber and pays for the 
roads. 

There have been complaints (not in Flathead Forest) that the building of 
roads by large timber purchasers has led to undue control over the roads by 
them and attempts to deny public access to public lands for recreational and other 
legitimate usage. 

Before there comes another national emergency leading to further logging 
“off the face” of the national forests and before there come further insect or 
disease epidemics to result in the necessity of emergency appropriations to sal- 
vage and dump on the market huge stands of public-owned timber, we believe the 
Congress should appropriate funds directly to the construction of forest-access 
roads; that the construction of main roads through the forests should be severed 
from, and prior to, the letter of timber sales contracts. This would leave then 
the building of necessary side roads by the timber purchasers as the location and 
amounts of the timber to be sold is determined for the best interests of the forests 
and the public. 
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We believe this purpose can and should be served by passage of Senate bill 1136. 

The examples of losses to one national forest cited in this are borne out by 
competent testimony as being nationwide in nature. 

The Assistant Chief Forester! of the Department of Agriculture has testified 
before the House Public Works Committee that the annual loss to our national 
forests alone has been upwards of $20 million and the loss in terms of finished 
lumber over $100 million, and that this annual loss will continue for lack of 
access roads. He testified further that approximately one-third of the allowable 
cut (sustained yield) on the national forests has been left standing each year 
for lack of roads. 

Obviously this one-third of allowable cut left standing each year results in the 
main from logging “off the face” while valuable but over-ripening timber in 
the remoter areas of the forest is left standing and sometimes lost forever. 


Senator Gorr. Do you have something to put in the record? 


Mr. Mercatr. That was the statement mentioned by Mr. Weller, 
from Libby, Mont. 


Senator Gore. It will be included in the record. 
(The statement referred to is as follows :) 


STATEMENT OF RoBertT C. WELLER, REPRESENTING THE WESTERN COUNCIL, LUMBER 
AND SAWMILL WORKERS, PORTLAND 4, OREG. 


Honorable chairman and members of the committee, since preparing my state- 
ment in behalf of the Montana District Council, Lumber & Sawmill Workers’ 
Unions, I have been requested to also represent here the Western Council of 
Lumber & Sawmill Workers, United Brotherhood of Carpenters & Joiners of 
America, in support of Senate bill 1136. 

The Western Council is composed of local unions and district councils through- 
out the entire western lumbering areas of the United States. It has consistently 
advocated a program of building forest-access roads with appropriated funds as 
opposed to road construction by timber purchasers through a “build as you log” 
program. 

The Western Council has historically been active in matters of concern to the 
Forest Service of the Department of Agriculture and the Bureau of Land Man- 
agement of the Department of the Interior. Its activities and viewpoints, we 
believe, are well known to members of the United States Senate from the Western 
States. 

It has been represented for many years on the Advisory Committee of the 
Forest Service, 6th region, by Mr. Kenneth Davis of Portland, Oreg. It has 
also traditionally been represented on the Advisory Board of the Bureau of Land 
Management with respect to O. & C. lands and is represented on each of the 5 
District Advisory Boards on O. & C. lands throughout the 18 affected counties of 
Oregon. Through its district councils, it is likewise represented on similar com- 
mittees and boards throughout the Western States. 

The Western Council, therefore, demonstrates not only a definite interest, but 
also an active participation in all problems affecting timber management on 
public lands. 

In the light of its experience, its interest and its active participation in prob- 
lems of timber management, the Western Council desires to be recorded as a 
proponent of Senate bill 1136. 


Senator Gorr. Mr. Johnson next, to be followed by Mr. Tonner and 
Mrs. Laverne Taylor, if they will please come forward. 


STATEMENT OF CLAUDE JOHNSON, VICE PRESIDENT, MONTANA 
FARMERS UNION 


Mr. Jounson. Senator Gore and Congressman Metcalf, my name is 
Claude Johnson, vice president of Montana Farmers Umon. My 
home is at Stevensville, Mont., about 30 miles south of Missoula, and 
I have lived there all my life. 


1Source: November 1957 issue American Forests, article by Senator Warren G. 
Magnuson. 
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L will make my statement short, and I have presented my testimony. 
Senator Gore. Your full statement will be printed in the record. 
(The statement is as follows :) 


STATEMENT ON BEHALF OF THE MONTANA FARMERS UNION, IN THE MATTER OF 


FrepeRAL-BuILT Access RoaAps, BY CLAUDE JOHNSON, VICE PRESIDENT OF THE 
MONTANA FARMERS UNION 


Gentlemen, I come before you today to present the position of the Montana 
Farmers Union on the question of an access-road-building program in federally 
owned or administered timberlands. 

The Montana Farmers Union is the biggest farm organization in Montana, 
with a direct interest in the forest policies of the United States. Good forest 
management is of vital importance to us, not only because we are directly 
affected in terms of livelihood, but because good forest management has a direct 
and vital effect on the future of the area in which we and our children and our 
children’s children will live. Failure to provide sound management of the tim- 
ber resources of the country can only spell economic stagnation for those who 
depend on the industry. Such a failure will also mean the tragic waste of a 
resource, Whereas good management will insure an ample timber supply for 
generations yet to come. 

While the access-road program is deferred and delayed, overripe, blown- 
down, and diseased timber is rotting by the millions of board feet. This is cost- 
ing us in resources and money each and every day. 

The failure to harvest the allowable cut of timber reduces the income due to 
counties, States and the Federal Government. Funds from the sale of timber 
have not been derived, due to the fact that much of the timber is inaccessible, 
are badly needed for the educational needs of this area. 

We of the Montana Farmers Union believe the Government should adopt poli- 
cies to assure a permanent supply of timber and other forestry products to 
the American economy at a reasonable cost to the consumer; to assure the per- 
manency of jobs in the forest-products industry and the permanency of com- 
munities dependent on the forests for their economic livelihood ; to eliminate the 
waste that characterizes the forest-products industry and to permit complete 
utilization of the raw material, thereby increasing the number of jobs and busi- 
ness opportunities to be derived from the forest resources and to increase the 
flow of supplies to the consumer, to prevent monopolies of the resource by a 
few large operators, which is contrary to the principle of free American enter- 
prise and which tends to force up prices to the consumer (limited access to the 
great timber resources in Montana makes it impossible for any but the big lum- 
ber corporations to effectively bid on timber, and the lack of proper access makes 
an effective bid impossible for the medium and small operator who cannot 
afford to invest thousands of dollars in access roads, from which he will get 
limited benefit) ; to provide adequate reforestation, fire protection, and to utilize 
bug-killed and blown-down timber so as to adequately protect this valuable and 
vitally important forest resource; to manage the forest resources so that the 
citizens of the country can enjoy the full potentials of these lands. 

An access-road system built throughout Government-owned-and-administrated 
timber would be of tremendous help in restoring free enterprise to the industry. 
At present, the control of the forest-products industry is virtually in the grasp 
of a few big operators. 

Lack of a good road system is making their scheme much easier to achieve, 
because such a road system would enable small and medium-sized operators to 
get into the back corners of presently unharvested timber, bid on the smaller 
lots made accessible by these roads, and maintained their operations. 

We in the Farmers Union believe that the Federal Government should appro- 
priate enough money so that roads would be built into federally owned timber 
stands where no other roads are available—especially the main artery roads. 
These roads should also be maintained by the Government. 

Access roads would serve a variety of purposes. Among them being fire preven- 
tion, timely logging of ripe timber so as to prevent waste from blowdown and 
rot, and would also enable the independent operator to bid on the smaller tracts 
made possible. 

We cannot see that this would do damage to a sustained-yield program, but on 
the contrary believe that it would contribute to it. 
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\ By building and maintaining the roads, the Government would be establish- 
ing several things. They would be in a position to place timber on sale that is 


overripe, blown down, and fire killed. There are several million feet of this kind 
of timber that is being wasted every year. 


They could, wherever feasible, set up selective cutting rules because the indi- 
vidual operator would not be required to have large sums of money invested 
in roads. It would make it possible to place on the market smaller tracts of 
timber, and when purchased by the operator he could immediately start to log 
it, unless he was required to build a spur road, which in most instances would 
not require too long to build and not a large investment by the company. 

It would be less costly per thousand feet for the Government to build and main- 
tain the roads with a well-planned program than it would be for the individual 
operator to build and maintain them. 


We believe that every effort must be made to manage our natural resources 
in such a way as to provide for the future use and a sustained economy. 

In our opinion this access-road program is one of investment and not expend- 
iture. Better and more full use of our forest resources will be helped and for- 
warded by an adequate access-road program. 

We also believe the completion of the Lewis and Clark Highway would be of 
great value and help solve our access-road-building problem in this area. 

In conclusion, we again respectfully urge Congress to appropriate enough 
money to build roads into timber-stand areas. The income from timber now 
wasted each year would go a long way toward paying for the roads. But, most 
important, is the fact that timber now wasted would be manufactured for a 
useful purpose so that growing tracts could be preserved for use by future gen- 
erations and that it would make it possible for the Government to harvest its 
timber on a sustained-yield basis that would assure a substantial amount of grow- 
ing timber indefinitely. 


It is our sincere hope that the constructive legislation in S. 1136 will be passed 
during the next session of Congress. 

Mr. Jounson. Montana Farmers Union is the largest farmers’ union 
in Montana, some 16,000 members, and we believe in sound forest prac- 
tices and good forest management. We believe that the access-road 
program should be carried out to the fullest extent. It also is impor- 
tant to the small operators in Montana and to keep them in business. 

I think the Forest Service is doing a very good job. The way they 
used to cut the timber and waste it reminds me of a farmer that would 
cut his alfalfa and his wheat and oats and barley and corn at the same 
time; and that was the case years ago where the Forest Service, or the 
people that mind the forest, would go in and take 40 acres or 60 acres 
and cut all the timber at one time, and Montana Farmers Union be- 
lieves in conservation of our natural resources in every way possible. 

Senator Gorr. I have heard both of your Senators speak very gen- 
erously of the Farmers Union organization. I think you are demon- 
strating here as you have in many other instances your deep concern 
for the general welfare. 

Mr. Jounson. Thank you, Senator Gore. We not only testify at 
hearings like this, but we do more than that. Since 1949 we have 
been sending caravans back to Washington to visit with our Repre- 
sentatives and Senators and other Representatives and Senators. 

Senator Gort. Have you seen Mr. Benson ? 

Mr. Jounson. I have, but I haven’t enjoyed him. That is a bad 
name I think, sometimes, but in those years Montana, since 1949, has 
sent back 900 Farmers Union people to visit Washington and take 
part in the legislative affairs and get an overall education of how 
our Government works. 

Now this year we are sending back 3 busloads of people, and the 
National Farmers Unions of 30 States this year will send back some 
1,500 to 2,000 people. 
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I have the privilege, and it is a privilege, to make the arrange- 
ments back there for all of these people and to work with you Sena- 
tors and Representatives from not only the Farmers Union States, 
but we visit all the States. 

Senator Gore. Well, the next time you have as many as a hundred 
come to Washington, I invite you to have lunch with Congressman 
Metcalf. 

Mr. Mercatr. Senator, that invitation has already been extended 
and has been in the past accepted. 

Senator Gore. Thank you very much for your fine statement. 

Mr. Tonner. 


STATEMENT OF L. P. TONNER, MARTIN CITY, MONT. 


Mr. Tonner. Senator Gore, Congressman Metcalf, gentlemen, my 
name is L. P. “Cy” Tonner. I reside at Martin City, Mont., where 
I have been in the lumber manufacturing industry the poe 14 years 
doing my own logging, sawing, drying, finishing, and selling of lum- 
ber. My sawmill is a circular, all-electric mill with 30,000 feet per 
shift capacity. I have not operated this mill the past 18 months, 
due to the depressed lumber market and the high cost of stumpage 
in my area sae the fact that in 1948 I could borrow $100,000 at 


41% percent interest from loca] banks, which rate of interest increased 
in 1953 to 6 percent, and at present I find money is not available to 
the small logging or mill operator regardless of rate of interest, even 
the maximum of 10 percent Montana State law allows. 

Senator Gore. You don’t think that can be attributed to the road 


program. 

Mr. Tonner. Yes, I would like to point a few of those things up. 

Senator Gore. What about the tight-money policy? 

Mr. Tonner. When an operator is forced to construct access roads 
he needs cash to build them with before he can harvest the timber. 
He also needs cash to pay for the timber before he falls it, and a 
performance bond to the Government, which, if you don’t happen 
to have a nice cash balance in the bank you are not able to obtain. 

I believe firmly—I am going to make this short, too, Senator, and 
pick out a few of the punch lines, if I may—TI therefore firmly be- 
lieve it is the duty of the Federa] Government to construct these roads 
regardless of length or cost. Also that these access roads should be 
let for bid by the Government to contractors, who have the equip- 
ment and know-how and give the public the best job for the money. 
After all, these become public roads that are accessible and usable 
by all the public, and I firmly believe that the Government has a duty 
to pay for part of those access roads. 

I also personally believe that our United States Department of 
Agriculture Forest Service policy on forest access roads sales and 
utilization, when it comes to the small operator, is just as much out 
of line for the greatest benefit to the greatest number of our citizens as 
the Benson farm program and policies are to the smal] farmer of 
this country. 

For example, at Flathead National Forest they have recently com- 
pleted preliminary transportation plans for the Glacier View working 
circle within that forest, which unit is estimated to have an annual sus- 
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tained cut of 20 million feet of saw timber. The plan provides for a 
total of 630 miles of road of which 235 miles are completed. However, 
only 106 miles are of satisfactory standard. It is, therefore, estimated 
that 395 miles of new main haul and secondary roads are needed, at an 
estimated cost of $7,296,000, or an average cost of $14,000 per mile. 
These roads will serve 11% billion feet of timber and on this basis 
would cost $5.50 per thousand board-feet on the average for roads 
alone. I believe these figures are conservative and about as accurate 
as can be at present costs. 

I know that the supervisor, Fred Neitzling, and his staff have put a 
great deal of effort and study into this project, also that they are very 
capable men. However, I personally believe that our Forestry De- 
partment in Washington is using the wrong approach by setting up the 
Glacier View working circle as an isolated unit, or even a single na- 
tional forest. 

For example, the Army engineers looked at Hungry Horse Dam 
as an isolated unit and turned it down as not being feasible. How- 
ever, the Bureau of Reclamation took a look at it from the integrated 
point of view and found it very feasible, which it has proven to be. 

Our national forests, like our great rivers and multipurpose dams, 
have much in common for the welfare of the citizens of this great 
country. Each year the snow and rain fill these reservoirs behind the 
dams, and each year this same snow and rain produce another growth 
ring on a tree. As long as we have national forests, we, the citizens 
of this country, as a whole are in the business of growing timber on 
the sustained-yield basis, and our resource timber must be looked upon 
as one great unit instead of isolated patches of timber. Also, our 
sustained-yield basis must be maintained for the protection of our 
watershed areas by selective cutting and planned planting of trees that 
will produce the best results. By this I mean that each drainage 
should be planted with the species that will produce the best results 
in that particular climate and soil. There is just as much difference 
between land that grows trees, wheat, potatoes, or anything else. In 
many cases adjoining farms cannot produce the same product with 
equal results. The soil is different. 

We have a statement in here in regard to the small operators. In 
1948, 164 small operators and interested citizens made contributions, 
in the counties of Kootenai and Flathead, to fight a proposal by the 
J. Neils Lumber Co. to take over both the Flathead and Kootenai Na- 
tional Forests and operate them on a sustained-yield basis. This fight 
eost the small operators thousands of dollars. 

These small mills produced over 50 percent of the lumber harvested 
and 100 percent of the railroad ties. However, in 1953, the Forest 
Service policy to discourage portable-type rotary mills from setting 
up in the woods had its effect. Many sales contracts stated that no 
mill will be permitted on the sale. Also, larger blocks of timber were 
put up for bid and in many cases costly access roads had to be con- 
structed by the successful bidder before he could harvest the timber. 
Therefore, many operators were automatically out of business. 

We have a copy in here of what is called a saw log, and our per- 
centage is down to 3314 percent salvage in a log. If you haul that 
log 75 miles, your log cost is $40 a thousand, your log cost auto- 
matically jumps to $140. If the present contract forms that the 
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Forest Service is using were rigidly enforced, they would break every 
logging operator in t the area. Therefore, an average cull factor of 
10 percent to the logger means bankruptcy, and to the most efficient 
band-mill operator, the loss of his overrun, or increases sawing cost 
by 10 percent. This is where the small portable sawmill has its place 
in our national forest for the full utilization of our forest timber. 

In closing I would like to add that in Montana we have 16,641,878 
acres of growing timber within 10 national forests. Also that more 
money should be appropriated for personnel to administrate sales 
thereon. This is necessary to salvage millions of feet of presently 
good timber, especially in both the Kootenai and Flathead. Forests. 
Utilization of this timber will more than cover the cost of added 
personnel. 

In my estimation this would not increase the allowable cut, as the 
law of supply and demand is presently closing sawmills all over the 
country. 

Senator Gore. Well, that law of supply and demand, with respect 
to demand for lumber, is a fabricated one. There is no diminution 
of demand for homes in America. Our population is growing every 
day and more young people are establishing homes. There is a larger 
demand every day for new homes in America, but the fiscal and 
monetary policies in Washington are making it impossible for those 
people to obtain money to finance the construction or purchase of a 
home. It is that which needs attention as well as access roads. 

Mr. Tonner. Senator, I think you will find a statement in here 
regarding our tight-money policy and how it has affected housing. 
The trouble is supply, or tight money, we will put it, instead of supply 
and demand. 

Also I do not believe that our present Forest Service policy is com- 
pletely politically shrewd, as some people put it, but I do think there 
is a certain amount of political foolishness attached to it. 

Senator Gore. Thank you very much. Mrs. Laverne Taylor, 
representing the county school group. 


STATEMENT OF MRS. LAVERNE TAYLOR, MISSOULA COUNTY 
AUDITOR 


Mrs. Taytor. I am Laverne Taylor, the Missoula County auditor, 
and I would like to comment that this testimony has been jointly 


prepared by the county superintendent of schools and myself as 
county auditor. 


(The statement which was read by the witness, together with other 
documents, is as follows :) 


Senator Gore, members of the subcommittee, Congressman Metcalf, the testi- 
mony we are presenting today concerns the operation of the 25-percent fund re- 
ferred to in Montana as the forest reserve fund. Our comments will concern the 
manner in which this fund operates in Montana in general and in Missoula 
County in particular. 

The forest reserve fund was established as part of an act of Congress, May 3, 
1908, which reads: 

“No. 500. Payment of receipts to State for schools and roads: Twenty-five per 
centum of all moneys received during any fiscal year from each national forest 
shall be paid, at the end of such year, by the Secretary of Treasury to the State 
in which such national forest is situated, to be expended as the State legisla- 
ture may prescribe for the benefit of the public schools and public roads of the 
county or counties in which such national forest is situated * * *.” 
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The State Legislature of Montana has prescribed in section 79-205, MRC, that 
66%4 percent of the forest reserve fund shall be distributed to the general road 
fund of the counties in which the national forests are situated; and 334% per- 
cent shall be distributed to the general school fund in such counties. 

With expanding State and National highway programs and the policy of the 
United States Forest Service in building roads, the counties now have less and 
less to do in building and maintaining roads in the forest areas. 

The whole complexion of transportation has so changed in the past 50 years 
that actually no county can afford to build the kind of roads demanded of today 
and tomorrow. Therefore, the Federal Government has undertaken, and prop- 
erly so, a program of roadbuilding in cooperation with the States, which leaves 
to the counties only the maintenance aspects. 

In Missoula County, however, the major portion of existing roads are not 
even maintained by the county, but rather by the State of Montana, because 
they are primary roads—United States Highways Nos. 10, 93, and 20, for ex- 
ample. Some others, because they are part of the national network of high- 
ways, are maintained by the State of Montana. Forest roads in Missoula County 
are maintained by the Forest Service, thus reducing even more so, Missoula 
County’s maintenance responsibility. 

Forest activity began in earnest in Missoula County less than 10 years ago— 
so for purposes of comparison, we will use figures over the past 10-year span. 

The income for the county road fund in 1947 was made up of fees from the 
sale of motor-vehicle licenses ; apportionment of forest reserve funds; and, in ad- 
dition, a 10 mill levy on property tax. As of 1957, there is no county levy for 
roads nor has there been since 1953. The board of county commissioners antici- 
pates the revenue from motor vehicles and adds to it the apportionment of the 
forest reserve funds and this sum becomes the Missoula County road fund budget 
for the ensuing year. 

This budget has been sufficient to support all maintenance, wages, purchase of 
new equipment and to keep a reasonable reserve in the fund. According to the 
board of county commissioners (see exhibit No. 1, attached newspaper item) 
from 60 to 75 percent of these funds has been spent on maintaining streets in 
residential sections immediately adjacent to the city of Missoula, and that with 
annexation of a 71-block area by the city of Missoula, maintenance of this area 
by the county will cease, with consequent savings to the road fund. 

The longest stretch of road now maintained by Missoula County outside the 
residential areas mentioned above, is Highway No. 31, which begins at the Clear- 
water junction of the Clearwater drainage, goes through Seeley Lake, Swan 
Valley, Condon, and to the north boundary of Missoula County. This highway 
was built in part from Clearwater to Seeley Lake by the State of Montana under 
a Federal aid project, the same highway beyond Seeley Lake te Big Fork, Mont., 
via Swan Lake, is in the process of being completed by the United States Bureau 
of Public Roads. 

Upon completion of this highway (final contracts have been let calling for 
completion in the spring of 1958) maintenance will pass from Missoula County 
to the State of Montana, thus again relieving the county. 

Increased activity in the lumbering industry made possible by forest access 
roads and increase of timber sales by the United States Forest Service has been 
the largest single factor in increasing the economy and well-being of Missoula 
County. This expanded economy produces greater motor-vehicle-license fees due 
to increases in population and thus a greater number of private automobiles 
plus the lumber industry’s use of heavy equipment necessary for transporting 
the logs to the mills and plants. In addition, we realize a proportionately higher 
income on timber sales from the national forests. 

The Missoula County road fund budget for 1957-58 is $278,395, of which 
$230,395 was the amount estimated from motor-vehicle license tax and the re- 
mainder, $48,000, was the estimated amount from the forest reserve funds. 

An odd comparison can be drawn at this point; that while the situation of the 
county road funds was becoming healthier by the year, a serious situation was 
developing within school districts located in the county, but particularly within 
those districts that were located in or close to national forest boundaries where 
the lumbering activity was originating. 

For example, school district No. 33, Swan Valley, with all its areas within a 
national forest, has 83% percent of the real property owned by the national forest. 
In 1947 the school membership was 21 pupils whose fathers were employed for the 
most part in the timbering program. In this same year, 1947, this school district 
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received as its allocation of forest reserve funds the sum of $2.49, out of a total 
of $684.30 which was Missoula County’s share that year. 

In 1957, 10 years later, with the membership of 54 pupils in the same school 
and similarly employed families, the distriet received $230.89 as its share of the 
$21,377.60 received by the county for schools. 

Some relief has been felt in this district by Public Law 874, but because of a 
a in the law, no funds were available to this district under Public 

wzaw 815. 

Thus an area where heavy cutting on national forest land is occurring benefits 
just nominally. We are sure that the law was never intended to operate in 
this fashion. 

The situation is repeated in several other districts, notably, No. 7, Lolo; No. 34, 
a Lake; and No. 23, Target Range. Another example is No. 34, Seeley 

wake: 
1947 : 25 pupils; district received, $2.49. 
1957 : 114 pupils ; district received, $478.86. 

Some relief has also been felt in these districts through both Public Laws 
815 and 874, but neither has been sufficient to meet today’s needs in these schools. 
We deeply appreciate these Federal funds. In fact, receipt of moneys from 
Public Law 815 at Seeley Lake helped to complete a school building, which, 


together with all the funds the district could legally raise, provided a four- 
classroom building. 


All this met only yesterday’s housing needs. 

We are submitting as exhibit No. 2, a large-scale map of Missoula County 
which shows in color the three national forests within the county; the school 
district boundaries; and all roads that are maintained by Missoula County at 
this time. Roads currently maintained by Missoula County are in red. 

We realize that the actual apportionment to all school districts in counties is 
established by our own State law, but we question seriously whether the time 
has not now come to remove the phrase “public roads” from the national law 
which requires such forest reserve funds “to be expended as the State legislature 
may prescribe for the benefit of the public schools and public roads of the county 
or counties in which such national forest is situated.” 

We have had a number of contacts with Forest Service personnel in region 1 
concerning the problem and we know that they are aware that the strain of addi- 
tional resident forest workers has often more than taxed the capacities of local 
school districts—calling for new construction and increased operating expenses 
which are not offset by national-forest contributions. Such personnel has ex- 
pressed concern. 

We feel that the remedy lies on both the National and State levels. We feel that 
the problem must be approached at the national level first and, therefore, we 
solicit your earnest consideration of the distribution of the 25 percent fund. 

Respectfully submitted. 

LAVERNE TAYLOR, 

Missoula County Auditor. 
ADELINE BARTRON, 

Missoula County Superintendent. 


As evidence of the fact that the Forest Service is concerned and has studied 
this problem, we include exhibit No. 3: A letter by Charles L. Tebbe, regional 
forester of region No. 1; a list of suggestions for more effective and equitable 
use of the national forest receipts 25 percent fund; and graphs and tabulations 
of national-forest returns in various Montana counties. 


LAVERNE W. TAYLOR. 
ADELINE BARTRON. 
Exursir No. 1 


Say ANNEXATION To AID BUDGET 


The Supreme Court annexation decision is due to save Missoula County con- 
siderable money in its road fund, county commissioners said Saturday. 

Chairman R. G. Ostergren of the commission said about 60 percent of the 
county road maintenance fund has been spent on keeping up streets in residential 
sections immediately adjacent to the city, and added that this figure has been 
as high as 75 percent. 

Annexation of the disputed 71-block area expected to become final after city 
commission action following the Supreme Court ruling, would save the county 
a considerable portion of this expense, he said. 
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Meanwhile, City Manager Alan Cuthbertson commented that city forces would 
have to be thinned out to provide services for the new area because no funds 
are available immediately to expand city crews. 

Providing even minimum street maintenance for the new area will be a prob- 
lem, he noted. This picture will change when collecting of taxes in the new area 
begins, he added. 

He referred to the fact that Missoula, like most other Montana cities, has 
reached the legal limit of taxing for street purposes. A citywide bond issue for 
street improvements, such as is being done at Great Falls, has been discussed by 
members of the city commission. 


ExHIsIT No. 3 


UNITED STATES DEPARTMENT OF AGRICULTURE, 
FoREST SERVICE, NORTHERN REGION, 


Missoula, Mont., January 25, 1957. 
J. F. Ren, 


Chairman, State Board of Equalization, 
State Capitol Building, Helena, Mont. 


DEAR Mr. Rep: I am greatly pleased with our recent discussion of national 
forest contributions to Montana’s counties. The problems which we reviewed 
are of major concern to the State and to the Forest Service as well. We are 
glad to comply with your request to supply information for your consideration. 

As we mentioned on Wednesday, Montana’s national forests had a total in- 
come in fiscal year 1956 of $4,444,000. Twenty-five percent of this sum, or 
$1,111,000 was returned through the State treasurer to the counties in which the 
forests are located, for the support of county roads and schools. Another 10 
percent of the receipts, representing $444,000 was spent by the Forest Service 
for road and trail construction and maintenance within the national forests. 
Forest highway allotments to Montana during 1956 were $1,728,000, bringing 
national forest contributions to a total of $3,285,000 for the year. This total 
represents the equivalent of a return of $0.364 for each productive acre of na- 
tional forest land, exclusive of barren mountaintops and similar unproductive 
terrain. 

Despite these appreciable payments and investments at the county level, the 
national forests are sometimes regarded as placing an economic burden on cer- 
tain local communities. New forest-based industries require additional resident 
forest workers. Their children may strain, or exceed, the capacity of local 
schools, calling for new construction and increased operating expense which do 
not seem to be offset by national forest contributions. 

The congressional act of May 23, 1908 (16 U. 8. C. 500) anticipated that the 
cost of local government might rise as the national forests were developed and 
as local forest industries expanded. It made provision for the support of county 
schools and road systems through the 25 percent fund payments described 
earlier. The act, however, leaves to the legislatures of the individual States 
determination of how these funds are to be divided between the two county 
functions. The Montana Code as you know, provides that 66%4 percent of the 
forest reserve fund payments shall be apportioned to the general road fund of 
each county. The remaining one-third of the money is placed in the county’s 
common school fund. 

It is our understanding that the 25 percent fund payments for schools are 
integrated with state funds which are distributed to counties through a process 
of equalization. This equalization of support to the school system of a county 
in which a new or increased forest industry is developing rather nullifies the 
intent of the Federal law which was designed in part to help the school districts 
put to extra expense because of national forest enterprises. 

Several communities have described their problem to us. In each instance 
aid for additional school construction seems to be their most pressing need. 
Even though national forest contributions to their respective counties are ma- 
terial, equalization of school funds, or the division of the 25 percent fund between 
roads and schools, or both, leave their construction needs unfilled. In some of 
the communities their bonded indebtedness for school expansion has reached its 
legal limits. 

It may be well to consider allocation procedures which are more flexible than 
the present mandatory division of two-thirds to the road fund and one-third to 
school support; also the separation of 25 percent fund contributions to schools, 
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from the funds subject to equalization, so that they may become a supplement 
to State school aid rather than be ing a part of it. 

It is quite possible that analysis will show that liberalization of allocations 
to schools will not critically hamper county roadwork. In addition to its share 
of the 25 percent fund, the county road program benefiits directly from the later 
Federal legislation which established the 10 percent road and trail fund and 
forest highway contributions. Increasing forest industry harvesting programs 
are often accompanied by additional road construction by the Forest Service 
through the use of forest access road funds. Increased road construction and 
maintenance by timber operators also follows in most instances. Conversely, of 
course, certain counties are faced with added snow removal problems to insure 
safe school bus and mail access from operating centers to town. The question 
is worthy of careful study. 

Should it be feasible to make the 25 percent fund money available for school 
construction, it might be used to retire present indebtedness, thus permitting the 
issuance of new bonds for the needed construction program. As an alternative, 
the annual 25 percent fund payments might be used as collateral for bonds issued 
in excess of the 5 percent of assessed value limitations now prescribed by law. 
In some counties the yearly 25 percent fund payments are substantial enough to 
permit new construction on a pay-as-you-go basis. 

There seem to be these questions, then, for consideration by the State: 

1. Can, and should, the use of the 25 percent fund contribution to counties be 
made more flexible than is now possible with the mandatory allocation of two- 
thirds to the general road fund, and one-third to the common school fund? 

2. Is a modification of the present equalization procedure possible? In other 
words, can the 25 percent fund payments be separated from the funds subject 
to equalization and used to supplement other school funds until the forest com- 
munities have met the construction needs created by expanding forest industries? 

I am enclosing a brief statement of ideas for improved use of the 25 percent 
fund for possible use by others than members of your board. I am certainly 
pleased that you are digging into this matter, for I feel the 25 percent fund is 
sufficiently large now to warrant more consideration than it has been getting. 

One idea for improved future planning would be for members of the Forest 
Service to meet with the board of equalization, perhaps annually, to review the 
national forest program for Montana and anticipated receipt. As use of the 
forests in under-used areas increases to a relatively stable level, the economy 
of the areas, the flow of timber to market, and the 25 percent fund will stabilize 
except for the sometimes major changes in the lumber market which causes 
fluctuations in stumpage, or cutbacks from high levels of emergency production. 
We could, by periodic meetings, give you our current views and estimates of 
future trends by local areas. Let us know if this idea appeals to you. 

Enclosed also is a summary of the fiscal year 1956 payments to each of Mon- 
tana’s counties which contains national forest land. It may be helpful to you 
in further analyzing the remedial procedures which you are studying. 


Please call upon us for any further information which may be helpful to you 
in your study. 


Very sincerely yours, 
CHAS. L. TesseE, Regional Forester. 


SUGGESTIONS FOR MORE EFFECTIVE AND EQUITABLE USE OF THE NATIONAL FOREST 
RECEIPTS, 25 PERCENT FUND 


Use these payments in any of the following ways, or a combination thereof: 

(a) Modify the apportionment of 25 percent funds to the general road fund 
and to the common school fund to permit a greater allocation to the school fund 
where a need for additional school facilities exists. 

(b) Use the 25 percent fund currently to construct additions to schools or 
to build new schools if the sum is large enough. In other words, use the 25 
percent fund to build schools on a pay-as-go basis. 

(c) Use the 25 percent fund to pay off bond issues already outstanding, thus 
affording leeway under the 5 percent of assessed value limitation for issuing 
new construction bonds. 

(d) Authorize the county to use up to 50 percent of the anticipated 25 percent 


fund as collateral for bonds issued in excess of the 5 percent assessed value 
limitations. 


20738—58——_38 








584 FEDERAL HIGHWAYS AND FOREST ROADS 


(€) In school districts where the private property assessed valuation will 
produce some but not all of the needed money to build schools required in part 
by reason of national forest activity, it might be well to provide in the State 
law that such districts would bond up to their 5 percent limit before becoming 
eligible for use of the 25 percent funds. 

(f) It might be prudent to require that the county superintendent of schools 
certify to theproper State authorities that the need for a portion of the 25 percent 
fund for school construction, is in fact because of national forest land or timber 
use in the area affected. Upon such certification the proper State authority 
would then earmark an allocation for the purpose, which would be a first 
priority use of the 25 percent funds in such county. 

(g) If bonds are to be offered for sale on the basis of future payment from 
the 25 percent fund, it might be prudent to limit the annual obligation for such 
bond payments to not more than 50 percent of the 25 percent funds anticipated 
at the time of the bond sale. The anticipated 25 percent funds would be based 
upon a forecast which the proper State authority might obtain by request of 
the Forest Service prior to budget-making time in each county each year. The 
need for limiting the future bond obligations to not more than 50 percent of 
the total is suggested since fluctuations in the lumber market, and other eco- 
nomic factors, might cause the 25 percent funds to decline rather than be main- 
tained at a past level. 

(h) This fluctuation of 25 percent fund payments is both inevitable and a 
problem to counties concerned with planned expenditures. Therefore it might 
be well, so long as the 25 percent fund payments are on the increase or at a 
high level, to use the portion not needed for current construction to retire in- 
debtedness, thus strengthening the counties’ financial position against the time 
when 25 percent fund payments decline. Refer to item (c). The idea here 
is that it would appear desirable to safeguard against school and road operating 
funds becoming geared to large 25 percent fund payments that may be subject 
to large fluctuation. 

(i) After that portion of the funds allocated for school construction has been 
set aside, the balance of the 25 percent funds remaining could be distributed 
between roads and schools equitably. One method might be to compute the 
total sum that would be derived in a county by the 10-mill normal road levy 
and by the 25-mill normal school levy. Next compute the requirements of the 
road job and operation of the schools during the coming year. If the 25 percent 
funds remaining will more than pay the difference between the normal levy and 
the need for either roads or schools, the tax would be reduced for both roads 
and schools. In other words, if after full use of the 25 percent funds by equit- 
able division between roads and schools, it became possible to reduce the normal 
tax for these purposes, both road taxes and school taxes would receive the same 
percentage of reduction. 

(j) In most of the forest counties it could well be true that even after fully 
allocating the 25 percent funds in the above manner, the total available for 
schools would be an amount which would still justify the schools receiving some 
State contribution from the foundation program. In other words, do not penal- 
ize a county because it shares directly in the 25 percent fund. 

(k) It should be noted that under Federal law some of the money must go 
to roads and some must go to schools. The amount to each is to be determined 
by State legislation. 

(1) Additional suggestions might be obtained from neighboring Western 
States. Washington and South Dakota apparently permit great flexiblity in the 
allocation of the 25 percent funds. The State of Idaho is currently considering 
a complete revision of its use of these funds. 


Missouta, Mont., February 5, 1957. 


MEMORANDUM FOR DIvIsION CHIEFS, SUPERVISORS, AND RANGERS, 
RESEARCH UNITS 


Attached are copies of several graphs and tabulations which were discussed 
with the Montana State Board of Equalization and other people who are 
interested in national-forest returns to the counties. You may find them of 
interest as one means of presenting our economic contributions to local govern- 
ments. 
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We recognize certain inherent weaknesses in these presentations. They are 
painted with a rather broad brush, a fact which does not materially reduce 
their basic value. 

National-forest lands are not classified on the same basis as are the private 
timberlands and grazing lands to which they are compared. It is interesting to 
observe, however, that even when we add together our mature timber, young 
growth, plantations, and range lands, the average per acre return is still a large 
one. 

Some additional benefit accrues to the counties from roads constructed with 
timber-access road funds. Operator maintenance of main roads alleviates the 
county maintenance problem in some areas. Conversely, counties have often 
had their snow-removal program amplified through the establishment of local 
forest industries. 

We have not attempted to analyze the indirect contributions of the national 
forests to the local, State, and national economies. The value of our water yield 
and expenditures by recreation visitors are certainly of major importance. It 
is difficult to place a dollar-and-cents value on either one. 

Somewhat comparable analyses for Idaho will be worked out later this winter. 
We will send them along for your information. You may wish to add this 
material to your fact-sheet folio. 

By Cuas. L. TEBBE, Regional Forester 
HERMAN B. SwAnson, Acting. 


25% FUND PAYMENTS TO ALL STATES 
FROM NATIONAL FOREST RECE/PTS 
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Fiscal year 1956 national-forest contributions to Montana counties and tar 
returns from private timber and grazing lands to Montana counties‘ 


PER-ACRE TAX RETURNS TO COUNTIES FROM PRIVATE LANDS 





Total area private timberland (p. 53)-----__-_____________ acres__ 894, 478 
Assessed value of timberland (p. 53) -.-._.-_--_-_______________ ceciickcsnis Ay As 
Zamneee Tae of Timberiaed (pn. 102) ............................... $2, 336, 511 
Average assessed value per acre (p. 53) ............._.___________ $8. 71 
Average taxable value per acre (computed)__________-__________ $2. 61 
Total average levy for State, county, and schools (p. 117) _-__mills__ 87. 59 
Minus tax levied for State purposes (p. 107)__-_-__-________ Ra ie —7. 00 
Average levy for county and schools___.._._____________ ee 80. 59 
Levy on average taxable timberland value of $2.61 per acre (com- 
I dite digas itricaessl cesta he a a ce chernsinremmeseo $0. 210 
Levy on average taxable grazing land value of $0.82 per acre 
ene mewnciideagepmcnei $0. 07 
PER-ACRE RETURNS TO COUNTIES FROM NET NATIONAL-FOREST AREA” 
i ee nd center fh $0. 067 
From 10-percent road and trail fund_....-.._-__-______________ . 027 
Prom foresi-hignway allotmenta_..................4...........= . 104 
he ieee . 198 
PER-ACRE RETURNS TO COUNTIES FROM PRODUCTIVE NATIONAL-FOREST 
LANDs * 
I i ds a sabato id ine meres $0. 123 
From 10-percent road and trail fund_.--..----__..-._-____-______ . 049 
rom forest-highway allotments._........._.....-....___... -s.-_-_ . 192 
Wotel.. Ss SEAS Deswcnsew nets asso enn nct.-Ss~--~ . 364 


1 See 17th Biennial Report of the Montana State Board of Equalization. 
2 Includes all lands within national-forest boundaries regardless of productivity. 
* All lands now producing, or capable of producing, usable timber or forage, or both. 


Fiscal year 1955 national-forest contributions to Montana counties and tar 
returns from private timber and grazing lands to Montana counties ’* 


PER ACRE TAX RETURNS TO COUNTIES FROM PRIVATE LANDS 


Total area private timberland (p. 52)-----------_---_-~- ~-acres_._ 935, 775 
Pe a 2 Fb. Rs) i a a Ta Sa ae $8, 185, 276 
7eeneee Verne Ge Umber Vo. 202)... $2, 455, 583 

































Averages sescesed value per acre (p. 62) ......................... $8. 75 


Average taxable value per acre (computed) -——------_-------__---~ $2. 62 


Total average levy for State, county, and schools (p. 116) ~--mills__ 84. 86 
Minus tax levied for State purposes (p. 106)_-----___------- iin —7. 00 


Average levy for county and schools_____-------- 


Levy on average taxable timberland value of $2.62 per acre (com- 


a ad a a gies sh Sindh tla iesiesing abies aren aceon ona I iceciss $0. 204 
Levy on average taxable grazing land value of $0.80 per acre 


cent aeenes Ses $0. 07 







‘See 17th Biennial Report of the Montana State Board of Equalization. 
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PER ACRE RETURNS TO COUNTIES FROM NET NATIONAL FOREST AREA ” 
rat Oh nencent tame ce rere ie ee ekcn een $0. 038 
From 10 percent road and trail fund 


cosa nas aise cto eel elec dace ae i lactate . 015 
ynem ftorest-highway allotments... — = eect hee ete dee ee . O97 
PN ic ar ag 8 a a ba a te a . 150 
PER ACRE RETURNS TO COUNTIES FROM PRODUCTIVE NATIONAL 
FOREST LANES * 
Brom 26. percent fund............ 224222 Ce cae eee $. 070 
Brome percent road One ive) fund.....4~...~;..4.-.-..s-iinns acu . 028 
From forest-highway allotments____________..-------L.-__-_-. a .178 


2Includes all lands within national-forest boundaries regardless of productivity. 
* All lands now producing, or capable of producing, usable timber or forage, or both. 


Fiscal year 1956 national-forest contributions to Lincoln county and tax returns 
from private timber and grazing lands to Lincoln County * 


PER ACRE TAX RETURN FROM PRIVATE LANDS 


Total area private timberland (p. 58)-.-.---.__-_--__-__-______ acres__ 198, 227 
Asmpeaed valne Of timherianGs 6 Be) i cents nie caaiacngee een $2, 107, 962 
PE TACInED ne WIIIES 0 re OD he: a halea ieee sabi keshi =. 00a, nue 
Average assessed value per acre (p. 53)._...............-....-.-.. $10. 63 
Average taxable value per acre (computed) —_-__-________________~_ $3. 19 
Average levy for county and schools (p. 117) ~---_--------_-- mills__ 92. 68 


Levy on average taxable timberland value of $3.19 per acre (com- 
NE Dati ins ins tireaiininea esti nieces lca i ate i ER $0. 296 
Levy on average taxable grazing land value of $0.98 per acre 
(p. 121) ; 





GARD Be oie 1) Te eee bt) ee et ape PSN LES ee Ce ee $0. 10 
PER ACRE RETURN TO LINCOLN COUNTY FROM NET NATIONAL 
FOREST AREA” 
From: 20 permaset Time. 2 ae ee ee ets $0. 248 
From 10 pereent road and: trath fun o .n 24265 —dcee hosp ccues . 098 
ee ee et et ein eecansicemenwune . 347 
PER ACRE RETURN TO LINCOLN COUNTY FROM PRODUCTIVE 
NATIONAL FOREST AREA * 
oR SS SET hala eS aE ee ha Ae eae a $0. 319 
PEOM 20 .DETNCRE FORT BUG ATOLL CI non ce meeetee mattesenn er ers . 128 
Ne li . 447 


1See 17th Biennial Report of the Montana State Board of Equalization. 
21,749,527 acres in Kootenai, Kaniksu, and Flathead National Forests. 


8 Forest-highway allotment expenditures by individual counties each year are not readily 
identifiable, so this figure is not included here. 
¢ Approximately 1,359,900 acres. 


Fiscal year 1955 national-forest contributions to Lincoln County and tax returns 
from private timber and grazing lands to Lincoln County * 


PER ACRE TAX RETURN FROM PRIVATE LANDS 


Total area private timberland (p. 52 


a ai acres__ 198, 576 
Deen "Varee Gn Cer 0 en. bdmertinmneermion $2, 142, 707 
ee nn ceunnineditieatinoaecmmnbnaaed $642, 812 
Average assessed value per acre (p. 52) —------_-__--___-.--______ - $10. 79 
Average taxable value per acre (computed)—------_-____________- $3. 24 
Average levy for county and schools (p. 116)--------------_ mills__ 101. 11 


Levy on average taxable timberland value of $3.24 per acre (com- 

I so acceded cae eget dares beer tic gtd och es tine tak ia Giana os cires ces touch aomioe $0. 328 
Levy on average taxable grazing land value of $0.97 per acre 

AD, Te os sts coerintaitns statics os sees pier asin heats ena ele plea acne ininaniiichaiconti $0. 10 


1See 17th Biennial Report of the Montana State Board of Equalization. 
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PER ACRE RETURN TO LINCOLN COUNTY FROM NET 
NATIONAL FOREST AREA * 


EE en an nine no en me afr ae ap A he aA $0. 112 
pre 20) perenne pee meee ere) ed ~~~ ee . 045 
I i i on a . 157 
PER ACRE RETURN TO LINCOLN COUNTY COUNTY FROM PRODUCTIVE 
NATIONAL FOREST AREA * 
Nee TT TR ne eee $0. 144 
ee a ee ee ee ee . 057 
titers iclaets 201 


21,749,527 acres in Kootenai, Kaniksu, and Flathead National Forests. 

8 Forest-highway allotment expenditures by individual counties each year are not readily 
identifiable, so this figure is not included here. 

* Approximately 1,359,900 acres. 


Senator Gore. I have been informed that some people whose names 
do not appear on the list, are here all the way from North and South 
Dakota. I am asking the counsel of the committee to go to the back 
of the room. If you will give him your name, we will add you to the 
list. 

Thank you very much for your testimony, and the committee will 
certainly give consideration to the requests that you have made. You 
have a very interesting and good statement. Thank you. 

There are now 14 witnesses remaining, and we have 30 minutes. 
The Chair is going to undertake to hold each witness to 2 minutes 
and " him decide himself how he wishes his statement to be pre- 
sented. 


Next will be a representative of the Diehl Lumber Co. He is ap- 
parently not here. His statement will appear in the record. 
(The statement referred to is as follows:) 


Puiatns, Mont., December 10, 1957. 
SENATE PuBLic WokKS COMMITTEE, 


Care of Senator Neuberger’s Office, Portland, Oreg. 
(Attention : Roads Subcommittee. ) 


GENTLEMEN: In reply to the letter received from Senator James E. Murray 
regarding the access-road program, we would like to state that we are very much 
‘nterested in the completion of two access roads in Sanders County, Mont. 

The first is the road and bridge from Plains, Mont., across the Clarks Fork 
River. A new bridge is needed as the present one is in poor condition and it will 
only be a few years until it will not be safe to use. There are 50,000,000 feet of 
timber accessible at this date that should be cut at once and 100,000,000 more in 
the next 25 years. Also there are a lot of nice farms and cattle ranches in this 
vicinity. 

The second project is known as the Cutoff road from Paradise to St. Regis. 
A bridge is needed across the Missoula River and also considerable work done 
on the road from Highway 10—-A to the Mineral County line. Mineral County 
is building a 24 foot road to the Sanders County line. This road would open up 
an unlimited amount of timber which could be trucked into Plains and Thompson 
Falis; and would also make a short cut water grade tie road between Mineral 
and Sanders County, Wallace and Spokane. In addition there are many suitable 
spots for picnic ground and beautiful scenery all along the way. 

We would like to see the Birdland Bridge moved from its present site, which 
is two miles west of Thompson Falls, near the location of the now-operating 
Sanders County Ferry. There are suitable locations for this bridge both up- 
river and down-river from the site of the present ferry. 
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We feel these improvements would be a great asset to the State of Montana 
and the communities above mentioned. 
Yours very truly, 
M & I Trmser Co., 
J. I. Dient, President. 


STATEMENT OF C. H. RIDENHOUR, PLAINS-PARADISE CHAMBER OF 
COMMERCE 


Mr. RwenHour. Senator Gore, I am here in behalf of the Plains- 


Paradise Chamber of Commerce which is headed by one of the mem- 
bers of the Dieh] Lumber Co. 


Senator Gore. You will testify for both then. All right we will 
be glad to hear you. Your name is? 

Mr. Riwennovr. C. H. Ridenhour. 

Senator Gore. Mr. Johnson is not here ? 

Mr. Ripennour. Mr, Johnson is not here. If you would prefer, 


instead of reading this I will submit it, because I know you are short 
of time. 


His petition is for a bridge across the river from Plains, in Sanders 
County, which leads to approximately 120 million feet of Forest Serv- 
ice timber. Also for a bridge and road between Paradise and St. 
Regis known as the Plains-St. Regis Cutoff. 

Senator Gore. You understand that Congress itself is not going to 
decide just on which particular project the money will be expended. 

Mr. Ripennovur. I understand that. 

Senator Gore. What you are doing is, I take it, is availing yourself 
of the opportunity to press the claim for these particular projects and 
make them a matter of record and then hope that enough money will 
be made available by Congress so that they can be included. 

Mr. Ripennour. You said it. 

Senator Gore. Thank you very much. 

(The statement referred to is as follows :) 


PLAINS, Mont, December 10, 1957. 

The Plains-Paradise Chamber of Commerce respectfully submits the following 
facts in support of an appropriation for the purpose of constructing a new 
bridge across the Clarks Fork of the Columbia Riber near the town of Plains, 
in Sanders County, Mont. 

The present bridge across this river was constructed in 1910 during the 
horse-and-buggy days when there were no automobiles or trucks and was de- 
signed for horse-drawn vehicles. It is very narrow and two automobiles can 
barely pass on the bridge. An ordinary automobile cannot pass a fair-sized 
truck and has to wait on the approach. Two of the piers have been dislodged 
by high water in the past and the county commissioners have placed a load limit 
of 10 tons on the bridge. The Forest Service advises that there is about 120 
million feet of forest timber on the south side of the river besides private 
timber holdings that will have to come across the river. They cannot sell any 
of this timber to advantage for the reason that logging trucks cannot use this 
bridge and it would be necessary to detour 12 miles over a bad road via Para- 
dise. This shaky bridge works a hardship on the people living on the south 
side of the river when they need to haul farm products, grain, livestock, etc. 

This bridge is not on a State or Federal highway so it is impossible to get 
funds from those sources. Sanders County is not in a financial position to 
finance a new bridge at this time. It would appear that if a new bridge could 
be built so that this timber could be moved to market it would add from $6 
to $10 per thousand to the value of this timber. It would not only benefit the 
timber holdings but the entire community as there are some 40 families living 
on the south side of the river and dependant on this bridge. 
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We therefore earnestly request that you give careful consideration to this 
project as it should prove to be a good business proposition in addition to help- 
ing the community. Some of this timber is overripe and should be cut. There 
are also a number of promising mining claims in the area that could be de- 
veloped if a bridge carrying large loads was built. 

There is also another road and bridge project that is of considerable interest 
to both Sanders and Mineral Counties, namely the so-called Paradise-St. Regis 
Cutoff. This road connects the two counties and at present it is only more 
or less of a trail with a ferry across the river that is closed from 5 to 6 months 
of the year. There is considerable timber along this road and in Mineral 
County adjacent to this road. It is the only road between the counties with the 
exception of a fire road over the divide that is only open during the fire season. 
If a bridge could be built to eliminate the ferry and the road improved it would 
give the farmers of Sanders and Lake Counties access te the Coeur d‘Alene 
mining district with their farm produce and the people from Wallace and 
Kellogg and other mining towns in the area access to the Flathead and Glacier 
Park. During the summer months when the ferry is operating several thou- 
sands of cars use the route in spite of the bad road, but it is of course impos- 
sible to transfer any timber products. As it is now if the people from Sanders 
County wish to go to Mineral County they have to go around by Missoula 
during the winter months when the ferry is closed. The Forest Service needs 
this road for proper fire control and forest management and it will of course 
enhance the value of all timber holdings in the area. The two counties are 
not financially able to construct either the road or bridge at this time. 

We sincerely hope that you can see your way clear to give favorable con- 
sideration to these projects. 

Sincerely, 
STANTON L. DIEHL, President. 

Senator Gore. The representative of the Neils Lumber Co., Mr. 


Mark J. Schoknecht, followed by Mr. George R. Schotte, Montana 
Chamber of Commerce. 


STATEMENT OF MARK SCHOKNECHT, CHAIRMAN, MONTANA 
FOREST PRACTICE COMMITTEE 


Mr. ScnHoxnecut. Senator Gore, I represent the Montana Forest 
Practice Committee of the Western Pine Association, and we wish 
to reaffirm the association’s timber access roads policy which is a part 
of this record. 

In our study of Senate bill 1136 at our December 4 meeting, the 
following recommendations were accepted : 

Under section (1) it would seem wise to set such access road 
authorizations for a shorter period of years to correspond to those 
needs which are fully programed and justified. 

Under section 2 (a) delete lines 22 to 25, inclusive, on page 2, 
so as to have roads built by timber purchasers on the same basis as 
those which are constructed for the Government by a contractor. 

Senator Gore. What do you mean by the same basis? 

Mr. ScHoxnecut. When a purchaser builds the road the road is 
sea on a cost basis. There is no allowance for any profit or margin 
of risk. 

Senator Gorge. In other words, you think that a timber contractor 
who constructs a road ought to be allowed to deduct from his pur- 


chase price not only the actual cost of building the road but some 
reasonable profit thereon ? 


Mr. Scuoxnecnt. That is correct. 
Mr. Wotr. If the committee were to discover that in fact that is 


being done, you would then be in agreement that this line would be 
satisfactory ¢ 
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Mr. Scuoxnecur. Yes. 

Mr. Worr. Thank you. 

Mr. Scnoxnecut. Under section 2 (c) a timber purchaser should 
be allowed the option of contributing his share by constructing a 
portion of the road. 

That section 2 (d) be deleted in its entirety as it sets up a toll-road 
system on a discriminatory basis. 

Senator Gore. We had considerable testimony over in Seattle the 
other day on this particular point, and after extended colloquy be- 
tween Senator Magnuson and myself on the one hand and a timber 
operator and contractor on the other, such as I take it you are, there 
was a fairly close meeting of the minds on this point, I believe. I 
hope you will have a chance to read the record on this after it is 
printed. 

Mr. Worr. Might I ask a question ? 

Senator Gore. Yes. 


Mr. Wotr. We understood over there that the Forest Service merely 
desired to charge fees to the extent that costs actually were incurred, 
not to charge a toll. In other words, if you, as a private company, had 
a road and somebody else desired to use it, you would expect them 
to pay a fee for the use of it, would you hot ? 

Mr. Scnoxnecut. Yes; that is correct. 

Mr. Wo tr. In order that you could maintain the road and amortize 
your cost of construction. We understand that is all the Forest Serv- 
ice has in mind, not to levy tolls. 

Mr. Scnoxnecut. Well, our feeling on this point is this: Under a 
multiuse program, private timber holders, as taxpayers, have already 
paid for part of the construction of the road. So they feel that their 
liability should not extend beyond that point. 

Senator Gorr. I concede that you have raised a valid point for 
consideration here and it will be given consideration. 

Mr. Scuoxnecut. That section 2 (f) be deleted as the act of June 
4, 1897, (30 Stat. 36-16 U. S. C. 478), already provides for access 
across national forest land. 

That section 2 (g) be deleted since public hearings should be re- 
stricted to important policy and program matters. 

Section 3 should define timber-access roads as roads built primarily 
for use in harvesting and utilizing timber. 

(The statement filed by Mr. Schoknecht is as follows:) 


MEMBERSHIP, MoNTANA Forest PRACTICE COMMITTEE 


Mark Schoknecht, Chairman, J. Neils Lumber Co., Libby, Mont. 

Fred Broeder, Broeder Bros, Lumber Co., Creston, Mont. 

O. B. Calvin, Somers Lumber Co., Somers, Mont. 

W. D. Dratz, Missoula White Pine Sash Co., Missuola, Mont. 

A. L. Helmer, Polson Lumber Co., Polson, Mont. 

L. R. Kineaid, Northern Pacific Railway, Missoula, Mont. 

H. H. Koessler, Intermountain Lumber Co., Missoula, Mont. 

G. A. Miller, Kalispell Lumber Co., Kalispell, Mont. 

George Neff, the Anaconda Co., Bonner, Mont. 

L. E. O'Neil, Forest Products Co., Kalispell, Mont. 

Harry Preston, F. H. Stoltze Land & Lumber Co., Columbia Falls, Mont. 

George Keller, Yellowstone Pine Co., Belgrade, Mont. 

©. P. Thompson, Intermountain Lumber Co. (Tree Farmers, Inc.), Missoula, 
Mont. 

E. L. Wales, Storer & Flightner, Inc., Darby, Mont. 
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STATEMENT OF MarK SCHOKNECHT, CHAIRMAN, MONTANA FOREST 
PRACTICE COMMITTEE 


The Montana Forest Practice Committee of the Western Pine Association 
in its meeting in Missoula on December 4, 1957, reaffirmed the association timber 
access road policy which is as follows: 


(a) Timber access roads 


We favor Federal legislation to authorize a reasonable access road program 
to open up for harvesting national forests to provide lumber and other products 
for defense, to improve forest growth conditions, and to control insect outbreaks. 
We recommend that such iegislation require: 

1. That advisory public hearings be held annually for such road programs 
in each State or locality. 

2. That such federally financed roads be designed and located chiefly for 
the purpose of removing timber. 

3. That road standards and load limits on such federally financed roads be 
sufficiently flexible to take advantage of logging opportunities and operating 
economies. 

4, That only such main-line roads be recommended and constructed by the 
Government under the program as cannot be quickly and adequately financed 
by private timber operators as part of timber sales. 

5. That the imposition of charges for use of such access roads by timber oper- 
ators should be left to negotiation between prospective users of those roads, 
the Government and cooperative contributors. 

(b) Road rights-of-way 

The Western Pine Association recommends that owners of private land over 
which a right-of-way is desired by a Government agency for removal of forest 
products should agree in advance of the sale to permit such successful bidder 
to remove the timber under the following provisions: (1) That complete descrip- 
tion be given of the right-of-way and that any other use of the right-of-way 
must be duly agreed upon and specified; (2) that the right-of-way agreement 
is for the duration of the sale and any sale extension, after which all grants 
of right-of-way revert to the owner unless reciprocal arrangements are speci- 
fied and provided for; (3) that the owner reserves the right to prescribe width 
and location of right-of-way and reasonable operating rules and regulations un- 
der which the Government or the successful bidder may use specified land areas ; 
(4) that the owner shall be compensated for timber cut; (5) that arrangements 
for use of right-of-way provide for liability in regard to personnel, equipment, 
and fire; and (6) that right-of-way is to the nearest suitable intersection with 
an adequate public read. 


(c) Use of private roads to remove Federal timber 


The Western Pine Association believes that when a Government timber-man- 
aging agency requests, as a condition of timber sales, a right to use an existing 
private road in which the United States has not obtained rights, the road owner 
should make the road available to the successful bidder for Federal timber upon 
an agreement acknowledging the following rights of such road owner: (1) To 
limit such use to the excess capacity of the road, determined for such periods 
as will not limit his need for flexibility in management and yet allow removal 
by the purchaser within a reasonable time; (2) to elect whether compensa- 
tion shall be in the nature of rent, which shall not entitle the United States 
to claim an interest in the road; (3) to impose reasonable requirements for his 
protection against loss or damage from such use, which shall be secured by in- 
surance, and set reasonable and nondiscriminatory rules for the protection of 
the road and lives and property thereon or adjacent thereto; (4) to know the 
area of such timber sales by precise description and to limit the period of such 
use to a reasonable time; and (5) to limit such use of the private road from 
the timber sale area to the nearest suitable intersection with an adequate public 
road. 

The Montana Forest Practice Committee favors adequate timber access roads. 
Our study of Senate bill 1136 at our December 4 meeting resulted in the follow- 
ing recommendations: 

Under section 1 it would seem wise to set such access road authorizations 
for a shorter period of years to correspond to those needs which are fully pro- 
gramed and justified. 
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Under section 2 (a) delete lines 22 to 25, inclusive, on page 2 so as to have 
roads built by timber purchasers on the same basis as those which are con- 
structed for the Government by a contractor. 

Under section 2 (c) a timber purchaser should be allowed the option of con- 
tributing his share by constructing a portion of the road. 


That section 2 (d) be deleted in its entirety as it sets up a toll-road system 
on a discriminatory basis. 


That section 2 (f) be deleted as the act of June 4, 1897 (30 Stat. 36; 16 
U. 8. C. 478), already provides for access across national-forest land. 

That section 2 (g) be deleted since public hearings should be restricted to 
important policy and program matters. 

Section 3 should define timber access roads as roads built primarily for use 
in harvesting and utilizing timber. 

Senator Gore. I thank oa for this detailed recommendation for 
changes in the bill. I will discuss these changes with the Senators 
who are the authors of the bill. There will be a further hearing on 
the bill in Washington, at which time you and others will be afforded 
further opportunity to present suggestions for improvement and 
changes in the bill. And 1 think you very much. 

Mr. Scuoxnecut. Thank you, sir. 


STATEMENT OF GEORGE B. SCHOTTE, MONTANA CHAMBER OF 
COMMERCE, BUTTE CHAMBER OF COMMERCE, MONTANA HIGH- 
WAY 6 ASSOCIATION 


Mr. Scnorre. Honorable Senator Gore, I am George B. Schotte and 
I represent the Montana Chamber of Commerce, Butte Chamber of 
Commerce, Montana Highway 6 Association. You received our state- 
ment and I have given your counsel the additional copies this morning. 


(The statement is as follows :) 


MoNTANA CHAMBER OF COMMERCE, 


Helena, Mont., November 80, 1957. 
Hon. ALBERT GORE 


Chairman, Roads Subcommittee, 
Senate Committee on Public Works, Washington, D. C. 


Dear SENATOR GORE: My name is George B. Schotte. I reside in Butte, Mont. 
and I appear as an official representative of the Montana Chamber of Commerce, 
the Butte Chamber of Commerce, and the Montana Highway 6 Association. I 
appear in the interests and support of the efforts to secure the earliest possible 
completion of the Lewis and Clark Highway from approximately the Montana- 
Idaho line to Lewiston, Idaho. 

With regard to my appearance for the Montana Chamber of Commerce, I sub- 
mit herewith a copy of their official publication for November 1957, in which you 
will find the resolution which was adopted at the annual convention of the Mon- 
tana Chamber of Commerce during its assembly at Helena, Mont., October 26, 
1957. 

The Montana Chamber of Commerce is composed of business, professional, and 
agricultural people representing all sections and all counties of the State of 
Montana. The primary objective of this organization is to build a greater Mon- 
tana and one of the specific projects from year to year is the promotion of tourist 
travel. 

As a representative of the Butte Chamber of Commerce and the Montana High- 
way 6 Association, I have been asked to request the early completion of the Lewis 
and Clark Highway for the following reasons: 

1. The United States Government and the State of Montana have made substan- 
tial investments in this highway from U. S. 93 to the Montana-Idaho line and this 
investment cannot be effectively used until the remainder of the highway from 
the Montana-Idaho line to Lewiston, Idaho, has been completed. 

2. We believe this would be one of the most historic highways in the entire 
United States because it is the route used by Lewis and Clark on their North- 
west Expedition in 1804. It will make it possible for tourists to enjoy this majes- 
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tic mountain scenery and they will be able to make the trip from St. Louis, Mo. to 
Portland, Oreg. in a relative few days as compared to the many months of ad- 
venturous and hazardous travel encountered by the Lewis and Clark Expedition. 

3. It will reduce the distance of travel from Portland, Oreg. to the midwest 
population centers of the United States by approximately 100 miles, making it an 
important highway for commercial and military use in addition to its historic 
and scenic value. 

4. The income from tourist travel is one of the most important sources of 
revenue enjoyed by the State of Montana and ranks second only to agriculture 
in the amount of income realized by our State. 

Figures prepared by the Montana Highway Department have consistently 
shown that 12 percent to 15 percent of the highway revenue received by the 
State highway department is collected from automobiles and trucks which are 
registered in States other than Montana. This income is very important to 
the Montana Highway Department. 

5. The completion of this highway will make it possible to expand various tim- 
ber approach roads which will increase the value of vast stands of timber which 
are now virtually worthless because they are inaccessable and cannot be 
harvested. 

6. This highway will connect with all of the principal Federal highways cross- 
ing the State of Montana and will join Montana’s principal east-west Highway 
No. 10 at Missoula, Mont. This will make it easier and more economical for 
residents from all sections of the State of Montana to travel to the Pacific 
Northwest. 

7. In view of the present economic conditions with the resultant increase in 
unemployment, we believe this project will aid in alleviating some of the unem- 
ployment. It is a project which will pay for itself many times in the years to 
come and will not be just another make-work project. 

8. The three organizations which I represent believe that Congress should 
give serious consideration to a special appropriation to complete this section of 
highway in fairness to the State of Idaho whose citizens cannot be expected to 
pay for this comparatively expensive construction while maintaining their own 
necessary highway system. 

We realize that the State of Idaho is comparable to our own State of Montana 
in that highway construction is very expensive because of the natural terrain 
and we each have a comparatively small population. 

In view of the benefits which will accrue to the various Midwest States and our 
adjoining neighbors of North Dakota and South Dakota and to the Pacific Coast 
States of Washington, Oregon, and California, we believe this to be a reason- 
able and necessary Federal responsibility. 

Respectfully yours, ‘ 
GEORGE B. SCHOTTE. 


LEWIS AND CLARK HIGHWAY 


Whereas the completion of Lewis and Clark Highway through Northern Idaho 
is of major importance to Montana, and 

Whereas this is the missing link in the completion of Montana Highway No. 
6, and 

Whereas Lewis and Clark Highway will be the shortest route from the eastern 
population centers to Portland, Oreg., and 

Whereas Lewis and Clark Highway will attract many tourists because of the 
natural mountain attractions, and 

Whereas Lewis and Clark Highway will join various Montana highways serv- 
ing all parts of the State, and 

Whereas the uncompleted mileage is entirely in Idaho: Be it resolved, That the 
Montana Chamber of Commerce at its annual convention in Helena, Mont.. 
October 26, 1957, endorses the earliest possible completion of Lewis and Clark 
Highway through Idaho and respectfully asks our honorable United States 
Senators and Representatives to cooperate with, and encourage their honorable 
colleagues from Idaho to support the completion of Lewis and Clark Highway. 


In addition to this, I represent the Butte Chamber of Commerce, 
who did not have the opportunity to send a statement in in advance, 
but I gave the counsel this morning eight copies of that. 
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(The statement is as follows:) 


STATEMENT OF GEORGE SCHOTTE ON BEHALF OF THE BUTTE CHAMBER OF COMMERCE 


Mr. CHAIRMAN, the industrial committee of the Butte Chamber of Commerce 
strongly advocates the use of Federal funds to facilitate forest development 
roads in the Beaverhead and Deer Dodge National Forests. 

The Butte area has a direct economic interest in the areas of Beaverhead and 
Deer Lodge National Forests because of their influence on sound economic con- 
ditions in the area. These influences are (1) development of timber uses, (2) 
recreation, (3) tourists, (4) water resources, (5) grazing. 

We recommend that an orderly and planned network of forest development 
roads be constructed in the Beaverhead and Deer Lodge National Forests. We 
are primarily interested in the development of the timber-use resources in these 
areas. Approximately 2 million acres of commercially usable forest land exists 
in these two forests. This is in addition to all the wilderness and wild areas set 
aside for recreational purposes. Because of the long-range program of this 
timber harvesting the development roads cannot be economically built by private 
operators. These roads must be built with Government funds since they will be 
used to utilize other resources in the forests and will also serve future timber 
areas which are not yet ready for harvesting. Private operators will be required 
to build many miles of the road system involved for this timber harvest. Also, 
since the development roads would be used for other uses than timber harvest, 
they must be of a higher quality and standard than would be used for timber 
harvesting only. Bconomically, this is a sound project because the money ad- 
vanced by the Government for the roads would be returned by the sale of the 
timber. 

The annual harvest ought to be approximately 200,000 cords of saw logs, poles, 
pulpwood and other products from these forests; presently this harvest is going 
to waste each year. With full use and development of these forests, this 200,000 
cords would be doubled on a sustained-yield system of operation. It is necesssary 
that a system of development roads in these forests be constructed to prevent this 
terrible irrevocable loss of natural resources. 

This is timber which was formerly considered too small to be desirable for the 
lumber industry, however, due to technological advances in the lumber industry 
and shortages of the larger timber, this is now desirable timber to harvest. 
In addition, there is a greater and greater demand for this type of timber for 
high-quality pulp. 

This main road system would also improve recreation and tourist facilities. 
Planned and orderly development of a forest road system under Government 
direction would avoid damage to trout streams and other wild resources. 
Orderly harvesting of timber usually improves the big game habitat rather 
than deteriorating it. 

For these reasons, we urge that Government funds be made available to de- 
velop a forest development road system in the Deer Lodge and Beaverhead Na- 
tional Forests. 

In addition to our interest in roads which will help us to develop and use our 
forests, southwestern Montana, including such localities as Dillon, Butte, Ana- 
conda, Deer Lodge, and various smaller communities in this area, are vitally 
interested in having the Forest Service build the section of highway between 
U. S. 93 in the neighborhood of Darby, Mont. to the Big Hole, or Chief Joseph 
Battle Ground. 

This section of the forest highway is a part of the primary Montana highway 
system specifically known as Montana Highway No. 48. This will make this 
historic Battle Ground accessible to people in this area as well as make it possible 
for tourists to visit the Battle Ground. Furthermore, it will make it possible 
for the residents of southwestern Montana to travel to the Missoula, Salmon, 
Sun Valley, and Boise areas much more easily and by traveling less miles, than 
is necessary by using the present highway systems. 


Mr. Scnorre. In addition to this I will merely read the names of 
the other organizations which I represent by reading the names and 
then leaving these telegrams and resolutions with you. The Montana 
Highway No. 10 Association; the Bozeman Chamber of Com- 
merce; the Anaconda, Mont., Chamber of Commerce; the Billings 

20738—58——39 
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Chamber of Commerce; the Beaverhead County, or Dillon, Mont., 
Chamber of Commerce, the Chamber of Commerce of Polson, Mont. 
Glendive, Mont., and Baker, Mont. I will leave these for you, all of 
whom are proponents of our original statement, Senator Gore. 

(The items referred to are as follows :) 


BozEMAN, Mont., December 13, 1957. 
GEORGE SCHOTTE, 
Butte Motor Co., Butte, Mont.: 


The Montana U. S. No. 10 Highway Association appoints you as their repre- 
sentative for the Missoula meeting of the Senate Public Works Subcommittee 
public hearing on December 14. The association is in favor of the proposed 
Lewis and Clark Highway and urges Senator Gore and his committee to con- 
sider all the factors as to why this highway is so important. Will you please 
represent this association in our behalf. 

NORRIS JOHNSON, 
Secretary-Treasurer, Montana U.8. No. 10 Highway Association. 


BozEMAN, Mont., December 13, 1957. 
Geo. ScHOTrTE, 
Butte Motor Co., Butte, Mont.: 


The Bozeman Chamber of Commerce wishes to have you represent them at 
the subcommittee public hearing in Missoula December 14. We support all the 
claims as to why the Lewis and Clark Highway should be built and urge that 
the committee expedite all measures to complete this highway. 


WALTER W. MILLER, 
President, Bozeman Chamber of Commerce. 


ANACONDA, Mont., December 13, 1957. 
GEORGE SCHOTTE, 
Montana State University, Missoula, Mont.: 


Urge immediate positive action on Lewis and Clark Highway. 
ANACONDA CHAMBER OF COMMERCE. 


BILiines, Mont., December 13, 1957. 
Mr. GEorGE SCHOTTE, 
President, Montana Chamber of Commerce, 
Florence Hotel, Missoula, Mont.: 


This is your authorization to represent the Billings Chamber of Commerce 
at the hearing conducted by Senator Gore regarding the Lewis and Clark High- 
way, with our thanks. 

This is our stand: 

The Billings Chamber of Commerce believes that the completion of the Lewis 
and Clark Highway through Idaho is of major importance to Montana because— 

(1) When completed, the Lewis and Clark Highway will connect Lewiston, 
Idaho, and Missoula, Mont., by a direct water grade route and thus provide 
another means of east-west travel between the Pacific Northwest and the Mid- 
west and shorten the distance between Portland and Montana points by 100 
to 150 miles. 

(2) The area through which the highway passes is important as a tourist 
attraction and recreation area, being located in the Selway wilderness area. 

(3) This highway will be of paramount importance as a means of military 
defense and evacuation transportation in the event of hostility or all-out mobiliza- 
tion, and will furnish an alternate road for national defense. 

The Billings chamber in general supports Senate Joint Resolution 88 and 
the Montana Legislature House Joint Memorial 16 asking completion of the 
connecting link between Lewiston, Idaho, and Missoula, Mont. 

I. J. Stam, 
President, Billings Chamber of Commerce. 
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THE BEAVERHEAD CHAMBER OF COMMERCE, 


Dillon, Mont., December 9, 1957. 
BILL BROWNING, 


Executive Vice President, Montana Chamber of Commerce, 
Helena, Mont. 


DEAR BILL: We would like to have George Schotte represent us at the subcom- 
mittee hearing in Missoula. We are in favor of the Lewis and Clark Tourway, 
and are especially interested in the section in Idaho under consideration to be 
built between Lolo Pass south of Missoula, and on to Lewiston, Idaho. 

We hope that this hearing will produce some favorable results which will imple- 
ment the appropriation of funds for construction of this scenic, and historically 
significant route through central Idaho. 

Sincerely yours, 


WALTER ALBERTSON, President. 


CHAMBER OF COMMERCE, 


Polson, Mont., December 10, 1957. 
Mr. GrorGE SCHOTTE, 


Montana Chamber of Commerce, Helena, Mont. 


Dear Mr. Scuorre: This is your authority to represent the Polson Chamber 
of Commerce in support of the State chamber’s resolution on the Lewis and 
Clark Highway at the public hearing in Missoula on Saturday, December 14. 


Thank you for affording us the opportunity to endorse this resolution in this 
manner. 


Sincerely yours, 
Dorris STALKER, Secretary-Manager. 


GLENDIVE CHAMBER OF COMMERCE, 


GLENDIVE, Mont., December 10, 1957. 
WILLIAM H. BRowWNING, 


Executive Vice President, 
Montana Chamber of Commerce, Helena, Mont. 

DEAR BILL: We hereby give authorization to Mr. George Schotte to represent 
us on behalf of the Montana Chamber of Commerce for the completion of the 
Lewis and Clark Highway in Idaho. 

Yours truly, 
R. J. HILGeEr, 
Chairman, Highway Committee. 


RESOLUTION ADOPTED BY THE CHAMBER OF COMMERCE OF THE CITY OF BAKER, MONT. 


Whereas a portion of the Lewis and Clark Turnpike, a highway from the 
Montana State line to Clarkston, Wash., remains uncompleted ; and 

Whereas the State of Idaho cannot within the foreseeable future bear the 
cost of completing this highway, and 

Whereas said highway when completed would stimulate additional travel 
within and across the State of Montana, would reduce east-west trip costs, would 
attract business and tourist traffic, would provide additional transportation and 
outlet facilities in case of national emergency and, in general, would be of 
inestimable value to the traveling public and to the people of the States of 
Idaho, Washington, North Dakota, South Dakota, Minnesota, and Montana, in- 
cluding that portion of eastern Montana in which the city of Baker, Mont., is 
located: Now, therefore, be it 

Resolved by the Baker Chamber of Commerce of the city of Baker, Mont., 
That the uncompleted portion of the Lewis and Clark Highway be completed with 
all possible dispatch, and that for this purpose a Federal appropriation be made 
to finance this project ; and be it further 
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Resolved, That a copy of this resolution be forwarded to Senator Gore, chair- 
man of Roads Subcommittee, Washington, D. C. 


Duly and regularly adopted by the Baker Chamber of Commerce at regular 
meeting had on November 1, 1957. 


FrED Morrow, 
President of Baker Chamber of Commerce. 
Rex FLint, 
Chairman of Committee on Roads and Highways, Baker Chamber of 
Commerce. 


Senator Gorr. In other words, they are all endorsing what you have 
said here? 

Mr. Scuorre. In the original statement. This is a specific one with 
regard to the Butte, Mont., Chamber of Commerce and that is the one 
which I just gave you eight copies a few minutes ago. You did not 
receive that one in advance. Thank you very much. 

Senator Gore. Thank you very much. 

Mr. Scuorre. I surely thank you for all of these organizations for 
coming out here to listen to us. 

Senator Gore. Thank you, sir. Mr. W. A. Carson, followed by Mr. 
Perry Roys and Mr. Hanley Morse. Then the representative of the 
Highway 6 Association and representative of IWA-CIO will be 
next. 


STATEMENT OF PERRY F. ROYS, DIRECTOR, MONTANA STATE 
PLANNING BOARD 


Mr. Roys. My name is Perry Roys. I live in Helena where I have 
been director of the Montana State Planning Board. 

In my present position, working for the State, I am continuously 
conducting studies of economic factors which affect business or the 
development of additional capacity or establishment of new indus- 
trial activity in Montana. Accordingly, I represent the Montana 
State Planing Board at this hearing. 

Now, in the interest of moving your program along here and getting 
you to Tennessee, I think I can summarize my prepared statement prin- 
cipally by giving a good hearty “Amen” perhaps to many of the 
things that have been said already. There are some things that are 
in this statement that are not covered by other witnesses, but I believe 
they relate close enough so that I need not go into them. 

I would, however, like to move you to page 11 and read the state- 
ment from there on, with your permission. 

Senator Gore. Yes, indeed. 

Mr. Roys. This is under a caption entitled “Montana’s Self-In- 
terest.” 


The foregoing are the major reasons which compelled the State planning 
board to seek an opportunity to present a statement at this hearing. Admit- 
tedly, a part of the motivation was self-interest for the State of Montana and 
its people. But it is an enlightened self-interest because there is a critical need 
within the State for increasing public revenues and income and employment op- 
portunities for the people in the face of declining employment opportunities in 
our basic agricultural economy. 

On the basis of increasing the annual cut by 300 million board feet per year, 
it is estimated that income to timber counties from the 25 percent fund would 
increase by over one-half million dollars; State and local governments would 
gain additional tax revenues from the new industries and their employees; ap- 
proximately 6,000 new jobs in timber production and manufacturing would be 
created; the new wage earners would receive in excess of $20 million of earned 
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income; and an indefinite, but large number of new income and employment 
opportunities would come into being in service and trade categories. 

In speculating on income and employment potentials in relation to current 
problems, it may be of interest to this subcommittee to know that the State plan- 
ning board is a participating agency in the United States Department of Agri- 
culture’s rural development program. This program has the objective of creat- 
ing new income and employment opportunities in rural areas, on and off the 
farm. Similarly, during each of the last two sessions of Congress, the planning 
board has reviewed and commented on area assistance legislation proposed to 
alleviate unemployment in economically depressed areas. The subject of forest 
highways and roads is not entirely unrelated, for five of western Montana’s 
timber producing counties typically have rates of unemployment, primarily in 
the winter, which exceed the rate for the State as a whole. One, in fact, Ravalli, 
is now a pilot county in the rural development program. 

Both the rural development program and most of the area assistance bills 
urge local groups, among other things, to conduct economic surveys, to deter- 
mine potentials, and to institute action programs to overcome existing barriers. 
It would indeed be surprising if any Montana timber producing county did not 
in the course of such analysis disclose the situation that lack of forest roads 
is a deterrent to timber industry development. It would seem in order, therefore, 


to say that forest road construction is area assistance or rural development in 
practice. 


Senator Gore. It seems to me that that is just about as genuinely 


area assistance and rural and regional development as anything could 
be. 


Mr. Roys. I would say definitely so rather than the theory that we 
now talk about. 


That lack of roads is a barrier to development is well substantiated by con- 
tracts the State planning board has had with Forest Service personnel and with 
industrial firms investigating the possibility of locating wood producing and 
processing plants in the State. Perhaps a brief illustration is in order. The 
Big Hole area of the Beaverhead National Forest in southwestern Montana has 
lately been described as having a “woodpile” the size of the Couer d’Alenes. It 
is estimated that there are 6 million cords of mature green wood, 2,500,000 cords 
of sound deadwood, about 3,500,000 cords of deadwood of questionable value, 
and 1% billion board feet of saw-timber. The annual allowable cut is estimated 
to be 20 million board feet of saw-timber, and 40,000 cords of green cordwood. 
Converted to board foot measure, this amounts to 40 million board feet per 
year, yet only 2 million to 2,500,000 board feet have been produced in recent 
years, and the principal reason is lack of access roads. 

Thus far in this statement it has been the intention to show that the potential 
from Montana’s forest resources is large, that there is a need for developing and 
utilizing these forest resources, and that the rate of construction of forest high- 
ways and roads, under present circumstances, is a major barrier to full develop- 
ment. 

While the potential, the need, and the benefiits of development are of first con- 
cern to Montana, they are also of concern to the Nation. This is particularly so 
in view of the anticipated increase in the Nation’s population to in excess of 
200 million by 1957 and a doubling to 300 million by the year 2000. 


Senator Gore. These figures certainly illustrate the necessity for 
the Nation as a whole to promote the proper conservation and utiliza- 
tion of the timber resources. 

Mr. Roys. Iam happy to hear you say that. 

Senator Gorr. Well, you are presenting a very good statement and 
I only regret that we are hurried in its consider ation. It deserves the 

careful reading of every citizen in Montana and the country. 

Mr. Ros. This in combination with ever-rising per capita consump- 
tion levels will require a high level of production from Montana’s 
wood resource along with those of other timber surplus States. 
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Road building is a big job, and it should be done in advance of development 
if shortages and high prices are to be avoided. Indeed, it must be done in 
advance because a transportation network must exist to make development 
possible. 


In view of the foregoing discussion and its implications, the following con- 
clusions are offered for the consideration of the subcommittee : 

1. In the face of impending national shortages of timber products, it is not 
timely or economic to reduce highway and road construction funds either by 
formula or by appropriation. 

2. Apportionment of funds for forest highway construction from a formula 
based 75 percent on acreage and 25 percent on value is arbitrary and does not 
reflect needs on either a regional or national basis. An allocation of funds 
which would take into account the presence or absence of forest highways in 
relation to timber volume and acreage would more fairly reflect needs by reducing 
the tendency in the present formula to allocate funds to those regions already 
having the most highly developed transportation networks. 

8. An accelerated program for the construction of forest development roads is 
most urgently needed to provide access to undeveloped commercial areas if 
growing national requirements for timber products are to be fulfilled in the most 
economic manner possible. Appropriations should therefore be increased suf- 
ficiently to finance a comprehensive and orderly plan for the wise and economic 
development of forest lands presently established for commercial use. 


Senator Gore. I take it then that you support Senate bill 1136. 

Mr. Roys. I have not had time to study it thoroughly, but we sup- 
port it in principal in general, but not in detail. 

Senator Gore. Thank you very much for your testimony. It was 
very able. 

(The prepared statement by Mr. Roys is as follows :) 


My name is Perry F. Roys. I reside in Helena, Mont., where I am director 
of the Montana State Planning Board, a position I have held since July 1, 1955. 

In my present position, I am continuously conducting study of economic fac- 
tors which affect the continuance of existing business and the development of 
additional capacity or establishment of new industrial activity in Montana. 
Accordingly, I represent the Montana State Planning Board in my appearance 
at this hearing. 

MONTANA’S INTEREST 


The Montana State Planning Board was created by the Legislative Assembly 
of the State of Montana in 1935 and operated until 1941, at which time it 
became inactive because of lack of appropriations. It was reactivated by the 
1955 legislative assembly by a specific appropriation “for industrial development 
purposes,” which became available on July 1, 1955, and the 1957 legislative as- 
sembly provided for continuance of these activities by granting increased ap- 
propriations for the 1957-59 biennium. The statute creating the board and de- 
fining its purpose is contained in sections 89-301 to 89-309, Revised Codes of 
Montana, 1957. Section 89-301 reads in part as follows: 


“STATE PLANNING BOARD—POLICY, PURPOSE, AND CHARACTER 


“Tt is hereby declared that the public interest, welfare, convenience, and neces- 
sity require the conservation and development of Montana’s land, water, min- 
eral, timber, coal, oil, and other natural resources for the social and economic 
advancement of the people of the State * * *.” 

Section 89-301 further states : 

“The State planning board, hereinafter created, shall be regarded as perform- 
ing a governmental function in meeting this necessity whereby through the ex- 
ercise of foresight, use of scientific knowledge, and harmonizing all of the in- 
terests of the State, assistance may be given in solving the complex problems 
of Montana, thereby affecting more immediate stabilization of the agricultural, 
livestock, mining, and other industries of the State, and bringing about more 
efficient, economic, and fuller use of the manifold resources of Montana.” 

In view of these statements of purpose and function, my testimony is in- 
tended to express the ambitions of the people of Montana for further economic 
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and social progress through maximum development and utilization of the State’s 
resources. These ambitions with respect to the State’s timber resources are 
important to this hearing in this manner. 


FOREST RESOURCES 


One-fourth of the land area in Montana, or 22,359,000 acres, is classified as 
forest land. Of this total, 70 percent, or 15,756,000 acres, is considered suitable 
and available now or prospectively for the production of timber for industrial 
use. This represents about 3.5 percent of the total commercial forest in the 
United States. Measured in another way, these forests in Montana contain 
56 billion board-feet of timber, which is likewise about 3.5 percent of the na- 
tional total. 

The national forests, with 8,939,000 acres of commercial timber area available 
for management, comprise approximately 56 percent of the State’s total com- 
mercial timberlands. Thus, nearly 2 percent of the Nation’s commercial forest 
area is represented by national forests within Montana’s boundary. And of 
the approximate 89 million acres of commercial forest land owned by the Fed- 
eral Government, over 10 percent is in Montana. 


GROWTH AND IMPORTANT OF THE INDUSTRY 


In light of these totals, it is not surprising that the forest-products industry 
plays an important role in the State’s economy. Yet this has not always been 
the case, for the industry developed slowly. So far as the utilization of the 
national forests is concerned, the slow growth is depicted in appendixes A, B, 
and C. Reference to these graphs shows that it was not until 1950 that a 
noticeable trend occurred toward fuller utilization of the national forests for 
timber production. But the growth from 1950 to 1956 was almost phenomenal, 
with nearly a 360 percent increase in the volume of timber cut and 600 percent in- 
crease in its value, based on stumpage prices. 

The same trend is also apparent from comparison of values of production from 
all categories of the State’s timberland. The total annual value of lumber pro- 
duction in the State has increased from slightly over $17 million in 1946 to a 
value on the order of $90 million in 1956. A large part of the increase in value 
of wood products in recent years results, of course, from increased price levels 
as well as higher volume cuts. But significant, too, is the fact that some of the 
increased value is directly attributable to upgrading of products in more modern 
manufacturing facilities producing for competition in national markets. 

Further measurement of the industry’s importance to the State is found in 
income and employment data. According to estimates in the United States De- 
partment of Commerce’s Survey of Current Business for August 1957, the wood 
products industries in 1956 accounted directly for 4.7 percent of the State’s 
total wage and salary disbursements, and 2.8 percent of total State personal 
income. 

Figures of the Unemployment Compensation Commission of Montana show 
that during fiscal year 1956 average monthly employment in lumbering and wood 
products was 7,443, exclusive of State and Federal Government employees en- 
gaged in management of public timberlands. While these direct contributions 
are not remarkable by themselves, when compared with other major segments 
of the State’s economy, they make a sizable contribution which is especially im- 
portant to western Montana. The full economic impact of the industry is best 
understood when the direct effects are combined with the indirect results of addi- 
tional employment and income which is generated in trade and service indus- 
tries. 

Finally, the lumber and wood products industries now rank as Montana’s 
leading manufacturing activity. According to Bureau of Census data from the 
1954 Census of Manufactures, of the 873 manufacturing plants operating in the 
State in 1954, 395 or 45 percent were producing lumber or wood products. Value 
added by manufacture by these plants was $40,751,000 or 29 percent of the total 
for the State. The industry also employed 6,192 or 34 percent of all manufac- 
turing employees; paid $23,864,000 or 33 percent of manufacturing wages; and 
accounted for $6,727,000 or one-third of total capital expenditures. 
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RETARDING INFLUENCES 


The contrast of growth in recent years with lack of development in previous 
years is most significant to this hearing. In the United States Department of 
Agriculture Forest Resource Report No. 5, entitled “Forest Resources of Mon- 
tana,” two principal causes are given for the relatively slow development of 
forest industries in the State. One has been the difficulty of constructing roads 
necessary to forest harvesting and management activities. This is a job which 
has been difficult because the forests are not centralized to any great extent, 
occurring as a general rule in the mountains where terrain and climatic con- 
ditions make road building expensive. The second reason given for slow de- 
velopment is that “Montana has suffered the handicap of remoteness from mar- 
kets; high transportation cost has slowed the growth and development of the 
State.” There is no doubt that both of these factors have been contributory, for 
a more dynamic road-building program and a more favorable transportion cost 
would have stimulated more development sooner. But like most things eco- 
nomic, there has to be a need to provide the stimulus. And it seems that since 
World War II this need has materialized in terms of an anticipated timber short- 
age in the future for the Nation as a whole. 


ADDITIONAL GROWTH POTENTIAL 


Despite the growth that has occurred during the last decade in response to 
increasing national demands, the maximum production that can be maintained 
on a sustained-yield basis is still far from realized. Appendix C depicts graph- 
ically that the annual cut from the national forests can be increased from a present 
level of slightly above 500 million board-feet to in excess of 800 million board-feet 
by 1966. Most observers agree that forest products is an area in which Montana 
can see a continued high level of development in future years. Here are some of 
the possibilities they cite: 

1. Montana lumber is now shipped all over the Nation. Since World War II 
the production and distribution of the less valuable species of larch, Douglas-fir, 
spruce, alpine and grand fir, and lodgepole pine, as well as the higher value 
ponderosa pine and white pine, has become economic. Further expansion of the 
higher value is unlikely because of the reduced supply. With competitive position 
established, however, there is room for enlarging the cut of Douglas-fir, alpine fir, 
and lodgepole, particularly in the heretofore unused stands east of the Continental 
Divide. 

2. Despite the recent origin and fast growth of the pole industry in Montana, 
the State’s forests can support a still larger part of the Nation’s growing demand. 

3. Dead and cull trees and tops of saw-timber trees are a resource that is pres- 
ently being used to only a limited extent. It is currently estimated that there is 
an additional 15 million cords of wood from these sources which is available for 
eutting ; however, the actual cut in recent years has been of a minor nature. This 
dead timber has many uses, among them for pulp, poles, lumber, particle boards, 
fuel, fence posts, stulls, ete. Lodgepole pine, spruce, and Douglas-fir are the pre- 
dominant species of deadwood. Montana timber areas both east and west of the 
Continental Divide have large quantities of deadwood intermixed with green 
timber stands which are becoming increasingly attractive as wood supplies for 
pulp and paper mills. 

4. Many opportunities also exist for remanufacture and byproduct production 
integrated with sawmill operations. Among those activities in operation now are 
briquetted fuel, wooden boxes, sash and door, plywood, uniform lathe-turned 
house logs, laminating, upgrading of narrow boards by edge gluing, toy stock 
molding, grain doors, etc. Many other possibilities exist, including any of the 
various types of wood-composition boards, furniture, novelties, and extruded and 
molded products from wood residues. 

5. Finally, further development in the pulp and paper industry appears almost 
certain. Appendix D gives some idea of the potential in the pulp and paper in- 
dustry. Shown are 12 sites where both wood and water are available in sufficient 
quantity to support mills of varying sizes. The capacity described is important 
to the State in terms of income and employment opportunities, but it is most 
important in terms of projected national needs for from 60 to 70 percent more 
paper and paper products in the next 15 to 20 years incident to national population 
growth and higher levels of per capita consumption. 

While these are not all the possibilities which are envisioned for the near future, 
their recital does indicate that not only is Montana’s timber-products industry 
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now important, but also that it is one with capabilities far in excess of present 
levels if development is not retarded by some unknown condition of the future. 
And we are optimistic in our thinking that conditions subject to human control 
and influence will not be deterrents. 


NATIONAL MARKETS ACCESSIBLE 


Remoteness from markets, which results in high transportation costs, has been 
overcome to an appreciable extent. While transportation costs are still high, 
evidence of a lessening of their controlling influence is found in the fact that 
Montana’s timber-industry products compete in national markets. Sales are 
principally in the Midwest, but substantial amounts are also sold in the West and 
Northwest, with a small amount going even to the South. 

Much of our ability to compete in these markets results from the establish- 
ment of depressed rate levels, holddowns, milling-in-transit rates, and other 
services which have been gained from rail carriers over many years of debate, 
trial, and adjustment. The timber-products industry and other organized groups 
conduct continuing programs to improve the State’s position so far as trans- 
portation is concerned, and resist any efforts which may disturb existing rela- 
tainships in a manner that reduces our ability to compete. 

Thus, it may be concluded that the maintenance of existing competitive rela- 
tionships in transportation in the face of rising national demands for wood 
products provides a basis for predicting a bright future for further utilization 
of Montana’s huge forest resources if other conditions are favorable. But the 
ultimate realization of such a prediction is also dependent on the ability to 
economically harvest the timber and transport it to nearby milling and fabrieat- 
ing facilities. 

THE IMPORTANCE OF ROADS 


With a lessening of the barrier of market remoteness then, the construction 
and maintenance of forest highways and forest-devolpment roads assumes a 
relatively more important role as a determinant of the rate at which develop- 
ment of the State’s excess timber-producing capacity can occur in the future. 
Similarly, and equally important, construction of roads is a major determinant 
of the effectiveness with which commercial-timber areas in the national forests 
can be managed under sound and accepted principles of conservation. The 
broad concepts and trends of forest-resource development, utilization, and con- 
servation relate to forest highway and road programs in the following ways in 
Montana: 

1. Costs of construction are relatively high because of rugged mountain 
terrain, heavy winter snows, and rapid spring thaws. 

2. Most of the presently undeveloped commercial-timber areas are those which 
are most inaccessible from the viewpoint of both distance and terrain. Costs 
of construction and maintenance of roads to serve these undeveloped areas will, 
therefore, be higher in absolute terms without respect to the declining value 
of money. 

3. The timber-producing industry is experiencing rapid technological advance- 
ment. Larger and heavier equipment is being used, and this requires improved 
standards of construction. 

4. Montana’s timber resources lie in the headwaters areas of both the Columbia 
and Missouri Basins. Careful attention to flood and erosion control in road- 
building and in management of timber production is therefore of major conse- 
quence in regional and national terms as well as within the State. 

>. The State’s timber areas, containing numerous streams, lakes, and sceni¢ 
mountain attractions, are becoming increasingly popular to the Nation’s vaca: 
tioners. With continuing trends to more leisure time and higher real incomes, 
this secondary use of the national forests indicates a greater need for construe: 
tion of roads suitable for use by passenger automobiles. 

6. Montana’s national forests now contain hube acreages of mature timber, 
some green and some dead. Timber in such areas is especially vulnerable to dis- 
ease, insect infestation, fire, blowdowns, and large quantities are being lost each 
year through decay. In addition, land in mature and dead timber areas is not 
producing timber for future use. In the face of impending national wood short- 
ages, such wastes appear to be unjustified extravagances, which can be greatly 
minimized by a thoroughgoing program of access-road construction. 

7. Private capital for forest-road purposes is difficult to acquire because of 
expanding requirements within the industry for new equipment and facilities 
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that are necessary for survival under rapidly changing technical and economic 
conditions. The difficulty is further aggravated by the current tight-money 
situation. The impact is being felt most severely by smaller sized firms, many 
of which must expand and modernize operations if they are to survive under 
currently developing competitive conditions with respect to both buying timber 
and selling products. The role of the forest manager to initiate and provide funds 
for road construction is therefore becoming greater in the maintenance of a 
healthy economic environment for small business. 

8. Construction of roads in national forests is an investment, not an expense. 
And, as in all productive endeavor, investment must be made before returns are 
realized. Indeed, so far as timber resources are concerned, failure to invest to 
allow for development and utilization results in expense in the sense that a 
replaceable resource is not harvested at maturity, if at all. Further, the failure 
to harvest and put land back into production has the effect of “robbing the 
future” by making an already scarce resource more precious with a consequent 
reduction in levels of living. Since the national forests are managed by a 
Federal agency, it follows that the Federal Government has the responsibility 
for planning and implementing a sound program of investment which provides 
for the future as well as the present. 


APPENDIx A 
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APPENDIx B 
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ApPENDIx D.—Kraft pulp mill sites in Montana in relation to effects on water 
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Senator Gore. Mr. Morse. 


STATEMENT OF HANLEY A. MORSE, GENERAL MANAGER, DIAMOND 
GARDNER CORP., SUPERIOR, MONT. 


Mr. Morse. Senator Gore, I am the general manager of the Dia- 
mond Gardner Corp., operating plants at Superior, Mont. ., and Cold 
Springs on the Clearwater River in Idaho. I am also a member of 
the Montana State Board of Forestry, and a resident of Montana. 

I am not going to give you my brief. You have my brief, but I 
am not going to recite it for you because you can read it as well as I. 
I invite your attention, though, to the fact that we have recognized 
in our brief the need for access roads built by the operators and also 
access roads in the responsibility of building by the Federal Gov- 
ernment. 

We also recognize the recreational value and that that is also a 
responsibility attendant to national forest administration, and we set 
forth the problems that we have in the remote areas, and I know 
from firsthand experience exactly what Mr. Tebbe outlined for you, 
because we are operating over a road that cost our company a million- 
six-hundred-some-thousand dollars in cash outlay but has been figured 
back against the timber sale. 

And we also invite your attention to section 2 of House bill 11836—— 

Senator Gore. I am reading now what you say about that and your 
suggestions are worth consideration. 

Mr. Morse. And we would request with the consent of the com- 
mittee an opportunity to supplement this statement by letter to the 
counsel of the committee after we have had a chance to study it further. 

Senator Gore. You certainly shall have that privilege. 

(The statement is as follows :) 


STATEMENT OF HANLEY A. Morse, GENERAL MANAGER, DIAMOND GARDNER CORP., 
SuPERIOR, MONT. 


My name is Hanley A. Morse. I am the general manager of the Diamond 
yardner Corp., operating plants at Superior, Mont., and Cold Springs on the 
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Clearwater River in Idaho. I am a member of the Montana State Board of 
Forestry, a resident of Montana residing at Superior. The Superior and Cold 
Springs plants of my company employ 186 people and are engaged in the man- 
ufacture of lumber. In addition to employment at Superior, Mont., and Cold 
Springs, Idaho, the woods operations adjacent thereto and necessary to provide 
the plants with logs, furnish employment to approximately 185 people either 
as contract loggers, or in company logging camps, road camps, or upon land 
and forestry work. 

Our mills at Superior, Mont., and Cold Springs, Idaho, are dependent for 
their operation upon purchase timber in major degree. Since the only available 
timber is within the national forests of surrounding area, it follows that oper- 
ation of the plant is dependent upon national forest timber. The country from 
which this timber must come is both remote and extremely rugged. Logging 
and roadbuilding costs are inescapably high and timber quality is below average. 

Complicating and contributing, unfortunately, to timber land management 
problems in the area is the patchwork pattern in which timber stands are found. 
There are sizable acreages which are solidly wooded but in between these tim- 
ber stands are great expanse of fire scarred, barren land. Fire has not alone 
been responsible for the devastation of such expanses, insects and tree diseases 
have contributed and annually take a heavy toll. The spruce bark beetle epi- 
demic of 1952 and 1953, which killed almost all of what formerly was a fine stand 
of many millions of feet of spruce timber, illustrates what has happened in the 
past and what could happen again unless the area is roaded to permit combat 
of fire, insects, and tree diseases upon occurrence. Access roads are necessary 
also to permit an orderly, planned harvest of existing timber wherein a high 
mortality rate is apparent at the present time and in which a substantial loss 
is occurring each year. Planned harvesting and well-directed stand improve- 
ment work can eventually accomplish a great improvement in timber quality 
and can gradually restore much of the fire and insect-disease destroyed areas 
to a tree crop. This work is possible, I believe under terms of the Knudsen- 
Vandenberg act which permits the collection from purchasers of national forest 
timber of what has become known throughout the industry as KV funds. Any 
such program will require diligent uninterrupted pursuit for a great many years 
and it cannot hope for worthwhile accomplishment unless an adequate road sys- 
tem is developed. 

A good start has been made on the road problem through the practice of 
requiring construction of roads by timber purchasers, allowance being made 
against stumpage payments to permit recapture of roadbuilding expenses. This 
practice has worked well and will continue to do so in most areas. To date 
I understand over 90 percent of all timber-access roads have been constructed 
under such agreements. However, in much of the area adjacent to Superior the 
value of standing timber, except for Idaho white pine, is not sufficient to offset 
the cost of roadbuilding and this is true of a wide belt of partially timbered, par- 
tially barren, land extending southward and in an easterly direction approxi- 
mately a hundred miles from Superior. Because of this condition, roadbuild- 
ing that should be undertaken has been delayed and the work that can even- 
tually recrop some of the sparsely timbered areas and increase production 
upon areas now supporting a tree crop, has also been delayed. Attendant to 
the delayed building of roads has been an annual loss of high-risk trees (either 
partially dead or that will soon die) which could have been salvaged with an 
adequate road system in existence. 

The kind of forest land management which good stewardship of the national 
forests should compel will not, in our opinion, become possible in the area men- 
tioned until the urgency of the access road problem is recognized and money 
is appropriated to conquer the problem, rather than to remain subservient to 
it, as at present. Respectfully, but emphatically, we suggest to the committee 
that an adequate access road system is a responsibility which attaches to reten- 
tion of the national forests and that the discharge of this responsibility is 
clearly in the public interest. 

We wish also to invite attention to another reason for the mounting need for 
an adequate access road system, this reason is unrelated to market demands for 
lumber, because as you gentlemen doubtless know, the lumber market has grown 
steadily weaker for the past 18 months and there appears to be no end in sight 
for the decline, at least presently. The reason to which I refer is the fast- 
increasing number of people who frequent forest areas in camping parties, to 
fish or hunt, or simply touring. Unhappily, fire has a way of following in the 
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wake of such visitations, matter not how much emphasis is placed upon the need 
for care with fire in the woods. Under extreme fire conditions and assuming the 
fire occurred on the edge of an unroaded area, it could, and in my opinion most 
certainly would, sweep through a substantial acreage before suppression work 
could bring it under control. In the more remote sections of the belt of land 
running southward from Superior, which I referred to previously, it is doubtful 
under extreme conditions that the fire could be brought under control by man 
forces, in which event it would continue to burn until quenched by rain. This is 
a sobering but not unlikely possibility. 

The access road problem in the area mentioned is urgent. Perhaps it is 
equally so elsewhere upon other national forests. As to whether or not Senate 
bill 1136 should be enacted into law as legislation necessary to meet the problem, 
I wish only to state that there are some features of the bill as presently written 
which seem unwise and in one instance discriminatory to us as timber pur- 
chasers and lumber manufacturers. 

The bill provides specific expenditures for a 12-year period and leaves an 
open end for appropriations thereafter. Preferable, in our opinion, would be 
appropriations for not to exceed 5 years. Continued appropriations beyond that 
point should be based upon analysis of the problem as it exists upon that date. 
Periodic review of such problems as timber access roads we believe desirable 
at no less than 5-year intervals. The need for reappropriation at the end of 
5 years would, we think, insure reexamination. 

Under section 2 of the bill some roads would be constructed “directly with 
appropriated funds” which it is presumed would be handled by bid invitation 
and contract. Any road contractor who secured a contract for road construc- 
tion under this provision will have included in his bid an allowance for profit, 
and properly so. However, when access roads are constructed by timber pur- 
chasers it is specifically stated that “In fixing the allowance under clause (2) 
above, an amount which shall not exceed the estimated cost of the construc- 
tion shall be stated in the advertisement of the timber and shall be set forth 
in the timber sale contract.” This is discriminatory as between the independent 
road contractor and the timber purchaser who must undertake road building 
in order to acquire timber. The one will require no more or no less investment 
in road building equipment, skilled manpower and supervision than the other 
to complete a given project. We suggest that a fair allowance for profit should 
be allowed the timber purchaser who must build roads and that such allowance 
should be included in the stated estimate of road costs when the timber is offered 
for sale. 

There are other sections, or subsections of Senate bill 1136 which we would 
like to study at greater length before offering comment and if I may have the 
consent of the committee to do so, we will then supplement this statement by 
letter to the clerk of the committee. 


Senator Gorr. The committee will be pleased to hear from you. 


STATEMENT OF J. A. LIGGETS, ROUNDUP, MONT. 


Mr. Liccets. Senator Gore, I am J. A. Liggets of Roundup, Mont., 
pone of Highway 6 Association. We had previously requested 

r. Schotte of Butte to represent us and he has done so very well and 
we thank him for it. 

My only purpose, sir, in requesting a moment here is to say that we 
also represent the Chambers of Commerce of Townsend, White Sul- 
phur Springs, Harlowton, Ryegate, Roundup, Forsythe, and Miles 
City, who are on a strategically located Highway 6 Association which 
we hope some day to be included in 1 national highway, and I was 
further concerned that the representatives of Highway 12 Association, 
sir, be heard, who have come from such a long distance. 

We endorse all that has been said by the Helena Chamber of Com- 
merce and by the statement which will be presented by Highway 12 
Association, and therefore we make no formal presentation. Thank 
you very much. 
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Senator Gore. Thank you very much. The Chair will hear the rep- 
resentative of the IWA-CIO. He is not here? 

Will the citizens who wish to testify from North and South Dakota 
come forward ? 


STATEMENT OF W. W. GWYNN, ABERDEEN, S. DAK., SECRETARY, 
HIGHWAY 12 ASSOCIATION 


Mr. Gwynn. Senator Gore, my name is Gwynn, from Aberdeen, 8. 
Dak., representing the congressional delegation of our State as well as 
the Chambers of Commerce of Hettinger, N. Dak., Mobridge and Lem- 
mon, S. Dak., as well as my own at Aberdeen. 

Senator Gore. Will all the people from North and South Dakota 
please stand? I would like to have your names for the record. You 
are interested and your interest is thoroughly appreciated and the fact 
that you have come so far is a demonstration of your interest. 

(The names referred to are: Mr. Ray Lindquist, J. W. Meszaros, 
Milo Braaten, and LaVerne Stippick, Hettinger, N. Dak.; W. A. 
(Bill) Barker, Mobridge, S. Dak.; George B. Smith, Harry F. Beals, 
George Papke, V. G. Papke, and Alfred Redcr, Lemmon, 8. Dak.) 

Mr. Gwynn. Thank you very much, Senator. We wish the record 
to show that the Honorable Senator Francis Case, Honorable Karl E. 
Mundt, as well as Congressmen George McGovern and E. Y. Berry 
have authorized me through the Highway 12 Association to express 
their thanks for the privilege to all be represented here and to express 
full support to legislation providing for completion of the Lewis and 
Clark Highway. 

Senator Gorr. Senator Case is a member of this subcommittee and 
expressed to me a desire to attend these hearings. I am sorry that he 
found it impossible to do so. 

Mr. Gwywy. I talked to him on Thursday morning, sir. He had 
just returned to the State from some other hearings and expressed his 
thinking that he would like very much to have been here personally. 

I have a statement which I have been asked to present on behalf of 
one of the founders of the U.S. Highway 12 Association, Senator Gore 
and Congressman Metcalf, who was en route to this hearing but was 
taken ill and had to return to his home in Hettinger, and I can assure 
you that even though the many representatives you have had here to- 
day, none of them would have been any more sincere in expressing the 
reasons why this highway should be completed than would Mr. N. R. 
St. Marie, of Hettinger, N. Dak. He has dedicated many, many 
years to orderly highway development in our two States and in the 
State of Montana. 

And on behalf of both of our States may I thank you for your 
patient in this past week in taking this testimony and may I urge you 
to, as you have expressed so willingly and so publicly, to continue your 
efforts to see an early completion. 1 appreciated very much receiving 
your letter expressing yourself in that way. I think you are to be 
commended for it. 
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(The statement referred to is as follows :) 


PRESENTATION OF Support or Errorts To SECURE THE EARLIEST POSSIBLE 
COMPLETION OF THE LEWIS AND CLARK TURNPIKE, A HIGHWAY FROM THE 
MONTANA STATE LINE Just WeEsi OF MissouLa, Monv., 10 CLARKSTON, WASH. 


£ speak representing the U. S. 12 Highway Association of Minnesota and the 
two Dakotas. 

Our association is actively interested in helping the people of Montana and 
Idaho secure the completion of the Lewis and Clark Turnpike. The opening of 
that route will secure for us a much greater volume of travel than we now enjoy. 

In explanation of this statement, we offer a route more than 100 miles shorter 
than any existing road between Portland, Oreg., and Chicago, a route with two 
less mountain ranges to cross, a very historic and scenic driveway. This routing 
wiil make two popular national parks more accessible. 

We wish to spotlight the fact that in a distance of 350 miles between Mullin in 
the north and Gooding in the south, there is not a complete highway crossing 
Idaho State from east to west. 

In asking a special Federal appropriation we want to state that Idaho has a 
population of only seven persons to the square mile and that a large part of its 
aren is mountainous which means very expensive roads. It is nearly impossible 
for them in the foreseeable future to build the miles of road they are saddled 
with. 

One or two other States have a lower population ratio but they are not as 
mountainous and their roads not so costly. 

We wish to present the thought that the States on both sides of this unfinished 
section are also of low population-to-area ratio. Their highway systems and 
road needs are not nearly satisfied and they are in no position to help. 

We, the people of Washington, Oregon, Montana, and the Dakotas, are being 
severely penalized by Idaho’s inability to complete this project. This should be 
patent from the fact that Senator Magnuson, of Washington, introduced Senate 
Joint Resolution 88 and is enjoying the help of the Senators of Montana and the 
Dakotas to get it passed. 

To clarify my statement that these States are being penalized, please under- 
Stand that in the Dakotas, next to agriculture, our greatest source of “out of 
State” money is sales and service to “out of State” travelers, tourist and commer- 
cial. I thought this might rate third in the States of Minnesota, Montana, and 
the northwest coast and I was surprised when a member of the Montana High- 
way Commission made the statement last August that travelers’ money is also 
second in Montana. Lack of this highway is the penalizing restriction we are 
asking you to remove. 

Completing this project will serve in three ways: By cheapening trip costs by 
reducing mileage; by attracting business from other routes; and by stimulating 
additional travel that present higher costs are restraining. . 

We wish to inform and remind the Congress that this partly constructed high- 
way has been built to date and if completed in the usual order and practices, will 
all be done by unmatched Federal funds of the Department of Forestry, that this 
request is not for Federal money to relieve the State of Idaho of paying its share. 
It is to speed up a program that has been too long delayed. 

I am told that the Federal Government now has some eight or nine million 
dollars invested in this road that is not earning and cannot earn a return until 
the road is completed. 

Another reason for a quick completion of this highway is that it is the natural 
location for a direct shorter route from the Hanford-Richland area to the east 
and is very essential to any war effort. It would be disastrous to be caught un- 
prepared in this respect. 

The very fact that this road when made usable will be on the identical path 
followed by Lewis and Clark for the first crossing of this continent within our 
Nation justifies this expenditure. Its completion will assure a great volume of 
tourists from every part of our Nation by the many people desiring the thrill 
of making the same trip as Lewis and Clark. 

We of this age can surely show in 1957 as much faith and foresight in our 
country’s development as our great President Jefferson did in 1804 by making 
the vast Louisiana Purchase. 

Lumber that is now falling and rotting away because of the lack of roads for 
transportation will be made available and at today’s prices will more than repay 
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the cost of the completion of this highway, plus the purchase price of the en- 
tire Louisiana Purchase area. 


Jefferson, in 1805, the year following the purchase, had men claiming and in- 
specting this area. We can well follow his inspiring example in promptness by 
immediate legislation that will complete this highway so greatly needed and 
desired by the interested States and their citizens. 

It is reported that before 1960 Lewiston, Idaho, and Clarkston, Wash., will 
start shipping and receiving freight by water to the west coast. I believe the 
day will come when this Nation must make the same use of the Missouri River 
as is now proposed for the Columbia and Snake Rivers. When that day comes 
this route will, be the “short portage.” 


With every assurance that power dams will be built on the upper Snake and 
its tributaries, a direct road across the Bitterroots in this area is a must. 
To have this highway ready if needed, it should be built in 1958. 


Senator Gore. Thank you very much, and will you take my re- 
gards to Senator Mundt and Senator Case and my wish that they have 
a Merry Christmas and that 1958 be happy and successful in all re- 
gards, except alittle party politics. 

Mr. Gwynn. Thank you. very much. 

Mr. Metcaur. May I concur in that for Congressman McGovern 
and Congressman Berry. 

Senator Gort. This concludes the hearing in the region. As TI have 
said, the hearings. will continue in Washington. Congress reconvenes 
on January 7, and I have already scheduled a meeting of the subcom- 
mittee with the appearance of Secretary of Commerce Sinclair Weeks 
for January 8. This will illustrate the deep concern of the Senate 
committee in the expeditious and careful consideration of highway 
legislation. 

our appearance here today is appreciated. I thank all those who 
have appeared and those in, attendance who have patiently and care- 
fully and attentively listened to the presentation of this testimony. 
If you will write to your Senator or to your Congressman after these 
hearings are printed, he will be able to supply you copies of the record. 
I hope the record ‘will be read’ by a great many thousands of people, 
because it contains helpful information. It contains information on 
a program that. is vital te:the future of America, and all of us, I am 
sure, share in the desire that our country be strong, be fruitful, and 
that its flag forever stand for freedom, equality and justice. Thank 
you very much. 

(The hearing adjourned at: 12:10 a. m.) 

( Additional statements filed with the committee are as follows:) 


MOBRIDGE CHAMBER OF COMMERCE, 
Mobridge, 8. Dak., December 2, 1957. 
The Honorable ALBERT GoRE, 
Chairman Roads Subcomnittee; United States Senate, Washington, D. C. 


DEAR SENATOR GORE: We dre the voice of 225 business and professional people 
in Mobridge.' We are speaking ‘in support of the Lewis and Clark Highway. 

With the strong support of your committee we are confident that Senate Joint 
Resolution 8&8 introduced by Senator Warren Magnuson will be passed by the 
United States Senate, at! ‘ 

We are of the opinion that the cost of completing the Lewis and Clark High- 
way will be small compared with the economy it will bring northwestern United 
States. 

Mobridge has always beet anagriculture center in this area, but with the 
coming of the Oahe Dam ‘we hope to get tourist traffic and possible some industry. 
The completion of the Lewis and: Clark Highway would definitely stimulate our 
potential future economy. 

Respectfully submitted. 


ToM AMAN, Manager. 
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INTERNATION AL UNION OF OPERATING ENGINEERS, 
Kalispell, Mont., December 2, 1957. 
Hon, ALBERT GORE, 
Chairman, Roads Subcommittee 
Senate Committee on Public Works, 
Washington, D.C. 

Hon. CHAIRMAN SENATOR GORE AND MEMBERS OF THE COMMITTEE: My name is 
Joseph Dzivi, my address is 352 Seventh Avenue DB. N., Kalispell, Mont. I am 
international representative for the International Union of Operating Engineers 
AFL-CIO, and secretary of the Eleven Western States Conference of the Inter- 
national Union of Operating Engineers. The labor organization that I represent 
has a large nationwide membership of heavy equipment used in building and 
highway construction. I am here representing this group in protest to the 
method presently employed by our governmental agency, the Department of 
Agriculture, in combining the building of timber-access roads with that of logging 
of timber. 

Gentlemen, I would like to point out to you that undeér the present system of 
combining the building of the timber-access roads with logging, it is not only a 
waste of time and Government money, but discriminates against the small logging 
contractor. Under the present method the only logging contractors who have 
sufficient heavy roadbuilding machinery, are the ones able to bid on the timber 
sales. Where these timber sales include the provision requiring the logging 
eontractor to build certain amount of roads, the price for building of said roads 
is computed in the price bid for the timber. Now this logging contractor’s prime 
objective is to get the logs to the market as cheap as possible; consequently he 
is going to conduct his entire operation on those basis, resulting in the road 
building phase being a secondary item. This results in these roads, in a lot of 
instances, being constructed to a bare minimum and not maximum standards, 
which in turn result in very rapid deterioration. In many instances these roads 
become impassable as soon as the logging operations are completed, thereby 
becoming a waste of public funds. 

The present method of building these timber-access roads is, in our opinion, 
very discriminatory to the small logging contractor. In order for him to be able 
to bid direct for the timber he must have the necessary roadbuilding equipment 
and personnel skilled in road construction. Very few. if any. of these small 
logging contractors are equipped with this necessary equipment and skilled 
personnel. This then narrows down the field of timber bidders to only a few 
large operators. 

It is our opinion that permanent-type roads should be constructed throughout 
our national forests (excluding those areas that are, or may be designated as 
primitive areas) in order that the timber therein can be made accessible at all 
times, which in case of national emergency becomes of vital importance, as was 
proven by World War II. Next in mind-should be the desire of. access to those 
areas for fire control, which with our growing population, the need for lumber 
and byproducts from our forests makes it a major problem that should not he 
overlooked. This ever-increasing population is going'to require, and should 
be provided, with more recreation areas. Our national forests are the answer 
to this growing problem, however, unless these forests are made accessible by 
roads that can be traveled by automobile, then the average citizen will not be able 
to enjoy those recreational facilities. 

Construction of roads and logging of timber are two very different and dis- 
tinct operations; therefore, we sincerely think that in order to facilitate and ex- 
pedite the building of roads in our national forest, that the purpose could best 
be served if the construction of all roads in the national forests were let out on 
competitive bids, separate and apart from the timber sales and logging opera- 
tions. This would permit the building of the roads by contractors that specialize 
in road eonstruction, who are fuliy qualified and equipped to construct these 
roads. Furthermore, this would eliminate the discriminatory phase against the 
small logging contractors, who are equipped to do logging but not road con- 
struction, and permit them a chance to bid with the large firms for the timber 
put up for sale. 

In conclusion we wish to go on record as being fully in favor and support of 
Senate bill No. 1136, introduced by the Honorable Senators James Murray, Mike 
Mansfield, and others. It is our belief that this bill provides the necessary legis 
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lation that will correct the present outdated method in the construction of timber 
access roads. 
Very truly yours, 
JOSEPH DziIvI, 
International Representative and Sccretary of Eleven Western States 
Conference of the IUOR. 






STATEMENT OF HARRY J. McGregor, M. D., PRESIDENT OF THE CENTRAL MONTANA 
HigHWway ASSOCIATION, IN REGARD TO THE UNCOMPLETED PORTION OF THE LEWIS 
AND CLARK HIGHWAY 






The association urges the earliest possible completion of the Lewis and Clark 
Highway. The Central Montana Highway Association has long advocated that 
special consideration be given to the completion of this important route. It is 
obviously a great economic loss when a comparatively short, uncompleted por- 
tion prevents the full use of a route which will produce substantial traffic as soon 
as completed. 

The association hopes that full consideration will be given to the use of the 
central Montana highway from Missoula to the east as a portion of the Lewis and 
Clark Highway. It represents a route which more nearly parallels the original 
route in Montana of Lewis and Clark than any other. It also represents the 
shortest east-west route across Montana. 

We respectfully urge favorable consideration of a special appropriation, if 
that becomes necessary, to complete this highway. 















STATEMENT OF R. F. KITCHINGMAN, MANAGER OF THE GREAT FALLS CHAMBER 
OF COMMERCE, IN REGARD TO THE UNCOMPLETED PORTION OF THE LEWIS AND 
CLARK HIGHWAY 



























The Great Falls Chamber of Commerce through its congressional representa- 
tion, and by every means at its disposal, has advocated the completion of the 
Lewis and Clark Highway for the past many years. This route, when completed, 
will represent a considerable convenience to our people in reaching the Portland 
market. All of our economic data, as well as that data produced by the Uni- 
versity of Montana’s School of Business Administration, indicates an increasing 
trend in marketing our products in the west-coast area. Much of this material 
moves via highway transportation and the completion of this road will represent 
a considerable economic advantage. 

The barrier presented by this uncompleted portion represents an Overall eco- 
nomic loss to the Northwest. As soon as this route is passable, it will carry a 
substantial traffic load. 

The Great Falls Chamber of Commerce respectfully urges your earliest possible 
action to complete this highway. 






SIDNEY CHAMBER OF COMMERCE, 
Sidney, Mont., December 9, 1957. 
Mr. OLE JENSEN, 
Richey, Mont. 

Dear OLE: Enclosed herewith you will find resolution I spoke to you about 
Friday. 

I would appreciate it if you would deliver both of these copies to the proper 
individuals at the Missoula meeting. The representative of the Federal Bureau 
of Public Roads should probably receive one copy ; the other copy to be handed to 
the person in charge of the Missoula meeting. 


Best regards, 
Donatp G. NUTTER, 
Chairman, Roads Committee. 


RESOLUTION 







Whereas the Sidney Chamber of Commerce is vitally concerned with the 
development, usage, and naming of the Central Montana Highway from Sidney 
to Lewistown, Great Falls, Missoula to Lolo and to Lewistown, Idaho, and 
Portland ; and 
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Whereas the members of this organization have for many years advocated a 
Lewis and Clark name for this route, as has the Central Montana Highway 
Association ; and 

Whereas in May 1805, Lewis and Clark set foot at the confluence of the Missouri 
and Yellowstone near Sidney and journeyed upstream to the site of present-day 
Sidney ; and 

Whereas, on the return trip, Clark followed the route of the Missouri, making 
a night stop near Sidney and met Lewis at the confluence of the two rivers: 
and 


Whereas the Central Montana Highway is near both routes of Lewis and Clark 
through Montana : Now, therefore, be it 


Resolved, That this association respectfully request that the Montana Highway 
Commission designate and show on Montana road maps the central highway 
from Sidney to Missoula and to the Lolo area as the Lewis and Clark Highway; 
be it further 

Resolved, That this request for the Lewis and Clark Highway designation be 
submitted to the Montana Highway Department, the Public Roads Subcommittee 
of the Senate Public Works Committee, and other interested parties. 


SIDNEY CHAMBER OF COMMERCE HIGHWAY COMMITTER. 
Donato G. Noutrer, Chairman 
Attest : 


DAN C. Pricer, Secretary. 


BowMAN COMMERCIAL CLUB, 


Bowman, N. Dak., November 29, 1957. 
Hon. ALBERT GORE, 


Chairman, Roads Subcommittee, 
Senate Office Building, Washington, D. C. 

DeAR SENATOR GORE: It is a great pleasure to know that you will be the main 
speaker on the rerouting of United States Highway No. 12 and the completion 
of the Lewis and Clark Highway on December 14 in Missoula, Mont. 

We would like to point out several reasons why the Highway No. 12 Associa- 


tion is vitally interested in getting this project completed, namely: 
1. The shortest route. 


2. Increase in revenue. 
3. Military use in emergency. 
We hope the above reasons will warrant your approval and help to secure this 
worthwhile project. 
Sincerely yours, 


Frep DeKrey, Secretary-Treasurer. 


MILes Crry CHAMBER OF COMMERCE, 


Miles City, Mont., December 2, 1957. 
Hon. ALBERT GORE, 


Chairman, Roads Subcommittee, 
United States Senate, Washington, D. C. 


Deag SENATOR GORE: On behalf of the business and professional members of 
the Miles City Chamber of Commerce, I urge your full support of the earliest 
possible completion of the Lewis and Clark Highway. 

The Senate Joint Resolution 88, which was introduced by Senator Warren 
Magnuson, would accomplish it, and your Committee on Roads is urged to support 
the adoption of the resolution by the Senate. 

With the completion of the last 100 miles of this road, a vast new empire for 
the tourist trade would be open. A shorter route across the northern United 
States would be opened with a direct all-paved route from Chicago to the west 
coast without change for leaving a national marked highway. 

In order today to keep abreast of the fast-changing times, a great deal of our 
transportation system has become outmoded and should be overhauled. 

The shortening of a route by 100 miles, not only saves mileage, but saves a 
great deal of time, and in case of a national emergency would be of great 
value to military needs for an additional route across the United States. 
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May we again urge your support for the completion of this much needed road 


through the passage of the Senate Joint Resolution 88, introduced into the United 
States Senate. 


Sincerely yours, 


CLARK JORGENSEN, 
Secretary-Manager. 


MONTANA ASSOCIATION OF COUNTY COMMISSIONERS, 
Billings, Mont., December 26, 1957. 
Presentation of Montana Association of County Commissioners’ Public Land 
Committee to Senator Gore’s Subcommittee on Timber Access Roads: 

On behalf of the Montana Association of County Commissioners, consisting of 
the 56 counties in the State of Montana, and especially for the 36 counties who 
depend on revenue from their timber, and who are concerned that nothing be 
done to disturb the economic stability of their communities, the following state- 
ments are presented : 

We are certainly in full accord, and recommend direct appropriations for the 
building of access roads into our forests. 

We are in favor of more and better roads to make available more overripe and 
infested timber while they are marketable. In additional, better access to all 
timber, which would mean a better price for stumpage and consequently more 
gross revenue. 

Making more timber more easily accessible to all loggers and sawmill operators, 
both large and small, would also mean more revenue. It could, at the same time, 
mean lower prices for finished products, thus encouraging the use of lumber and 
timber in product production and stimulate the creation of enterprises, thus fur- 
thering the economy of all the communities involved. 

Any decrease in the counties’ 25-percent share in gross revenue could injure 
the economy of several counties inasmuch as they plan their economy around this 
revenue on the basis of a crop return on a crop that is grown and marketed about 
once every 100 years. Therefore, they want their share to be maintained at 25 
percent of the gross revenue. 

Additional roads, when constructed, would make available to our people valu- 
able fishing, hunting and recreational areas. 

We believe these access roads could be built more economically by contractors 
whose business it is to build roads, who have the necessary equipment for this 
purpose. 

In conclusion, we want to stress that we are most anxious not to have the 
economic stability of our counties disturbed, and urge that our revenue of 25 
percent of the gross revenue from timber be maintained, and that new and im- 
proved access roads be constructed from direct appropriations. 


Ben B. HAGERMAN, 
Chairman, Interstate Public Lands Committee. 


THE Dupe RANCHERS’ ASSOCIATION, 


Billings, Mont., December 13, 1957. 
Hon, ALBERT GORE, 


Chairman, Subcommittee on Public Roads, 
Federal Building, Missoula, Mont. 


Drak SENATOR GorE: We respectfully request that the enclosed resolution, hav- 
ing to do specifically with the access roads on national-forest lands, be made a 
part of your committee hearing. 

This resolution was adopted by the members of the Dude Ranchers’ Association 
at their 32d annual convention which was held in Sheridan, Wyo., November 
21-23, 1957. 

We sincerely appreciate your consideration of this resolution in your hearings 
on access roads. 

Sincerely, 
Vic BENSON, Jr., Executive Secretary. 


RESOLUTION ON WILDERNESS AREAS, TRAILS, AND ACCESS ROADS 


WI ereas the Dude Ranchers’ Association believes the perpetuation of the basic 
prine.ples upon which wilderness areas were set aside by order of the Secretary of 
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Agriculture through the medium of the National Forest Service, whereby such 
areas would remain in their natural condition, unspoiled by commercial develop- 
ment and public roads; and 

Whereas the several wilderness bills under consideration by Congress are not 
sufficiently clear, at this time, as to the perpetuation of this basic plan, and show 
a tendency toward broader uses, involving possibly a “multiple use” interpreta- 
tion which would eventually open the door to broader policy of administration : 

Therefore, this association advocates the continuance of the present wilderness- 
area policy under the secretarial order as administered by the Forest Service since 
its inception. 

Furthermore we are opposed to a growing tendency to build access roads ad- 
jacent to, and leading to, wilderness areas for the purposes of public car or truck 
travel, believing that such areas now constitute a protective fringe around wilder- 
ness-area borders and should not be developed for public campground use until 
such a time as the already established public campgrounds, accessible by motor- 
car, are exhausted. The exception to the above would be access roads for the 
explicit purpose of pest or bug control in infested areas ; and 

Therefore this association recommends to the Congress and the National Forest 
Service, That any funds available for the construction of additional unnecessary 
access roads for recreational use be applied on further development and improved 
maintainance of the Forest Service system of trails adjacent to, and within, 
wilderness areas for both fire protection and recreational use. 


x 














